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THE COMMISSION IS RIGHT 

For years the Interstate Commerce Commission has 
been blamed by the carriers, and by others also, for its 
so-called parsimonious policy, to which was attributed 
the impoverished condition of the railroads. It was 
criticized on the ground that its policies were restrictive 
rather than constructive. We believe there was a cer- 
tain justice in this criticism though, no doubt, the re- 
sults of what the Commission did or did not do were 
greatly exaggerated. Now there is a great outcry, to 
which even the President of the United States is lend- 
ing ear—if not actually joining in it—for a reduction in 
freight rates as a means of restoring business to nor- 
maley. Delegations of shippers and growers are visit- 
ing the Commission, the President, and their represen- 
tatives in Congress with pleas for lower rates. The 
public press is full of it. Members of Congress rise in 
their places and, in their learned ignorance, profoundly 
show how the rates are throttling business and how 
prosperity would be restored, not only to the interests 
for which they are speaking, but to the railroads them- 
selves, if the rates were reduced. 

Who is it that stands forth almost alone among 
public men and government agencies in opposing this 
suggestion and endeavoring to show its fallacy? The 
Interstate Commerce Commission, through its chair- 
man, Mr. Clark. What has occurred to change its for- 
mer attitude, generally believed to be repressive of the 
tailroads and certainly not believed by anyone to be 
especially sympathetic towards them, to one of insist- 
nce that the railroads are on the verge of bankruptcy 
and that rates must not be generally reduced until oper- 
ating expenses can be lowered or more tonnage carried? 
Merely the facts, known to the Commission, perhaps, 
better than to anyone else. Certainly this voice ought 
to be heeded. If the Commission were inclined to be 
docile, either toward the present: administration or to- 
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ward what seems now to be the demand of the public, 
it could at least refrain from opposing that demand and 
from insisting that its view is correct. That it does not 
do so is proof, not only of its conviction of right, but of 
its uprightness. That the Commission, with the very 
best opportunity for knowing the facts, after giving its 
intensive consideration to the matter, in the face of 
popular demand and administration policy, and after its 
pretty well established attitude of sternness toward the 
carriers, insists now that the railroads cannot reduce 
rates generally until business revives or operating ex- 
penses are reduced, and that a general reduction of rates 
would not bring about a general restoration of business, 
is a pretty strong argument, we think, in favor of that 
position. 


THE INTERSTATE COMMERCE COMMISSION 
President Harding has, by the appointment of Mr. 
Lewis, of Indiana, and Mr. Campbell, of Washington, 
completed the personnel of the Interstate Commerce 
Commission which for so long has been doing business 
with vacancies to be filled. The country is to be con- 
gratulated that it now has its full complement of eleven 
members and can organize for business on that basis. 
As for the kind of appointments that have been 
made by President Harding—that is another matter. 
Mr. Esch, we think, is an ideal appointment. We con- 
sider Mr. Potter also a good one. Mr. Lewis has noth- | 
ing to recommend him but several years as a member 
of the Indiana state commission. His was a political 
appointment, pure and simple. Previous to his assign- 
ment to the Indiana commission—also a political ap- 
pointment—he had had no training for this kind of work. 
As a member of the Indiana commission he has, indeed, 
obtained experience in considering and solving transpor- 
tation questions, but, in the wider aspect, his training 
there actually unfits him, in our opinion, for a place on the 
Interstate Commerce Commission, for the reason that 
his view has been that of most other state comimission- 
ers—one of opposition to interstate regulation of rates 
and of jealousy for the power and authority of the state 
commissions. We believe the demand of the times is 
for the adoption of the federal view. It is true that Mr. 
Lewis may overcome his provincialism, but that he 
has it at all is a handicap. Personally he is a high- 
minded gentleman for whom we have great regard. The 
appointment of Mr. Campbell was also political, at-least 
in the sense that he is appointed as the representative of 
a certain locality and a certain point of view with regard 
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San Diego & Arizona Railway 


THE SAN DIEGO SHORT LINE 
Offers a New Direct Route Between San Diego and Eastern Cities 


This new line in connection with Southern Pacific and its Eastern connections forms the 
shortest transcontinental line to any California port. GIVE IT A TRIAL. 


From CHICAGO: Through package cars in connection with Rock Island, El Paso & Southwestern, Southern 
Pacific, care S. D. & A., El Centro. 

From NEW ORLEANS, KANSAS CITY, ST. LOUIS: Excellent service, without delay, to San Diego. 

From NEW YORK: Sou. Pac. S. S. Line (Morgan Line), care S. D. & A., El Centro. 

From other points: Direct line to Southern Pacific, care S. D. & A., El Centro. 


For information as to rates, routes, service, etc., ask any railway agent, or address: 
D. W. PONTIUS, General Manager a e 
FB. DORSEY, Assistant Trafic Manager’ ==) SAN DIEGO & ARIZONA RAILWAY, San Diego, Calif. 
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to rate questions. He is a man of training and knowl- 
edge along traffic lines, however. 

Our criticism, especially now that the Interstate 
Commerce Commission, under the new transportation 
act, is endowed with such heavy responsibility and wide 
power, is that there is no room for sectional and polli- 
tical considerations in the selection of its members ex- 
cept as the appointment of the very best men possible 
may be made to consist with political expediency. We 
cannot hope, under our form of government, to get 
away altogether from political considerations, but we 
must not condone the appointment of unfit or mediocre 
men merely that political demands shall be satisfied. 
Nor is the Commission the kind of body that must be 
composed of men representing this section or that. If 
the right kind of men could be obtained and still retain 
the principle of sectional representation, perhaps such a 
principle would not be a bad thing, but ability and real 
fitness should come first in making selections. 

We have now a Commission that can hardly be 
called strong, and its failure to measure up to a high 
standard is most evident just at a time when its wisdom 
is most needed. The saving grace is that among its 
members are a few very able men who, so far, have 
been able to see that it acquits itself with credit. And 
yet it is true that the foremost of them—at least, the 
one who speaks for the Commission and who is gener- 
ally looked upon as its strongest member at present— 
was himself a poor selection when he was appointed by 
President Roosevelt. We refer to Chairman Clark, who 
was appointed as a representative of union labor and 
who knew nothing abobut railroad regulation. He was 
arailroad conductor. He got his education at the public 
His appointment was a fortunate investment, 
Perhaps some 


expense. 
it has proved, but it was a speculation. 
of the more recently appointed members will do as well 
under the intensive training they are getting. We cer- 
tainly hope so. But even if they do, that will not alter 
the fact that the situation and the functions of the Com- 
mission demand that the very best men possible be ap- 
pointed and that the Commission, as now constituted, 
can hardly be said to represent anyone’s ideal of what 
that body should be. 

\e do not say these things merely to be critical, 
but to impress on the public the importance of insisting 
that proper appointments be made in the future. The 
Interstate Commerce Commission is one of the agencies 
of government with which we cannot afford io take 
chances in order that the politicians may have patron- 
age or this, that, or the other community have “repre- 
sentation.” 


OTHERS SEE THE LIGHT 

The Interstate Commerce Commission’s may be the 
Voice in the Washington wilderness maintaining the 
fallacy of the Presidential doctrine that the key to the 
door to business normalcy is a general reduction in 
freight rates, but there are others, not connected with 
the government, who take the same view and express 
it now and then. One of these is Francis H. Sisson, 
Vice president of the Guaranty Trust Company, of New 
York. In an address, April 27, at New York, before the 
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Bureau of Advertising of the American Newspaper Pub- 
lishers Association, he said: 


New problems, new situations, new relations, new condi- 
tions, political, social and economic, have risen on all sides as 
the aftermath of war and are demanding consideration. Con- 
fusion of thought and ignorance of facts seem to make up the 
prevailing mental attitude of all nations, including our own. 
Leadership out of this mental darkness which has spread over 
all countries is the pressing demand of the hour. The world’s 
trade, industry and finance were all thrown completely out of 
balance by the war, and there must be a complete economic 
reconstruction of the whole world. 

* * * 

The fact that we have not awakened to the complete mean- 
ing of our new status in world affairs and of the reactions here 
of international economic forces is evidenced on every hand. 
Only a few days ago, for instance, farmer organizations peti- 
tioned the President and the Interstate Commerce Commission 
to readjust railroad rates to a pre-war basis and are bringing 
pressure to bear on Congress to pass the emergency tariff bill 
now pending before that body. The farmers also have sought 
the President’s aid to obtain a general decrease in federal re- 
serve bank rediscount rates based on farm commodities and a 
large increase in federal reserve notes. A bill has been intro- 
duced in the House of Representatives proposing to limit the 
interest chargeable by the federal reserve banks, Organized 
labor is seeking to maintain war-inflated wages and special 
privileges, seemingly unconscious of the fact that the interna- 
tional political and economic forces which made those wages and 
privileges possible have been supplanted by equally irresistible 
forces of deflation. 

These instances are a few of the more striking activities of 
the day that are symptomatic of our persistent provincial point 
of view and of our misunderstanding of the true causes of the 
prevailing economic depression in this country. So long as such 
a wide-spread misconception of those causes exists there can be 
no solution of the paramount problem confronting us—namely, 
economic stabilization and the maintenance of our national pros- 
perity. While we have made many important readjustments 
since the peak of inflation in May of last year, we have not ac- 
complished the most important of all—mental readjustment to 
the stubborn and inescapable facts in the case. 


Rail rates are unquestionably too high, in instances, not only 
for the welfare of business generally but also for the best inter- 
ests of the railroads themselves. There they should be reduced. 
But the farmers and business men who are clamoring for a gen- 
eral readjustment of these rates to a pre-war basis should realize 
that they are demanding drastic action on the part of the Inter- 
state Commerce Commission which would mean financial dis- 
aster to the railroads and eventually to the commerce of the 
country. Here is a striking instance of the lack of knowledge on 
the part of some of our people regarding one of the most vital 
domestic problems of the day. 


It should be patent to all that to reduce rates without first 
reducing railroad operating costs would be calamitous. Operat- 
ing costs, however, cannot be materially curtailed so long as 
sixty-three per cent of railroad revenue is absorbed in wages, as 
contrasted with only forty-three per cent in 1917. So, in the final 
analysis the farmers’ quarrel is not with the railroad manage- 
ments but with organized railroad labor which is opposing a re- 
duction in the largest item of operating costs and thereby penal- 
izing the farmer and all other producing interests in the country. 
Instead of applying pressure on the Interstate Commerce Com- 
mission, the farmers should address themselves directly to the 
railroad brotherhoods and demand a deflation of unjustifiable 
war wages and a full day’s work for a full day’s pay. 

At the level established by the increased wage award of 
1920, railroad wages represented an increase of 150 per cent 
over 1915, while the cost of living, as estimated by the National 
Industrial Conference Board, was only 90 per cent above the cost 
of living figures for 1915. 

The annual return on railroad investment for the last eleven 
years proves that the railroads did not profiteer during the war 
and after-war periods. On the contrary, their return steadily de- 
clined while the earnings of railroad employees were mounting 
by no less than two billion dollars in three years, This increase 
in payroll was to compensate for increase in the cost of living. 
But the railroad investor was not only compensated in the same 
depreciated dollar that the working man found to be worth only 
fifty cents in purchasing power, but the investor received fewer 
dollars. The Railroad dividends declined from an aggregate of 
three hundred and twenty million dollars in 1917 to two hundred 
and seventy-eight million dollars in 1920. During that period 
railroad wages, however, increased from one billion, seven hun- 
dred and thirty-nine million dollars to three billion, sixty million 
dollars. 

* * ca 

But, after all, the enactment of emergency tariff legislation, 
the changing of taxes, the return to inflation, the reduction of 
railroad rates and other similar measures advocated today as 
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panaceas of our economic ills cannot solve our problem. They 
could not materially better domestic conditions even were all of 
them sound and safe—which they are not—because the real rea- 
son for our present depression lies in international economic 
paralysis. Our task, therefore, is to help speed world stabiliza- 
tion, and the sooner we appreciate that duty, as well as oppor- 
tunity, the quicker will we dissipate the depression that retards 
business activities in this country. We must aid far more than 
we have in putting Europe back to work. 


N. P.-G. N. BONDS 


The Traffic World Washington Bureau 


Over the protest of Commissioner McChord and Commis- 
sioner Eastman, the Commission has granted in full the applica- 
tion of the Northern Pacific and the Great Northern for au- 
thority to issue and sell $230,000,000 of their joint 15-year, 6% 
per cent convertible gold bonds to meet the maturity, July 1, of 
the $215,227,000 of joint 4 per cent bonds which the two com- 
panies issued 20 years ago to buy 97 per cent of the stock of the 
Burlington. The order of the Commission also authorizes the 
issuance of underlying securities which will be pledged for the 
convertible gold bonds. 

The issue of $230,000,000 of bonds may be sold under the 
Commission’s order at not less than 91% per cent of par and 
accrued interest. If sold on that basis, the applicants will have 
to make up $4,777,000 in cash to meet the amount due July 1. 
In other words, the $230,000,000 of bonds will net the applicants 
on that basis $210,000,000 in round numbers, making a spread 
of $20,000,000 between the par amount and the actual cash re- 
ceived. The companies propose to dispose of the bonds through 
a syndicate of bankers who will agree to provide on or before 
July 1 the moneys needed to pay the joint 4’s. 

“Were the joint 614’s to be sold to the syndicate at that 
price (9114) the effective rate of interest which the applicants 
would have to pay would be about 7.45 per cent,” the Commis- 
sion said. “While this rate is very high the uncontradicted evi- 
dence is that the terms mentioned are the best which can be 
obtained at the present time.” 

The cost of marketing the issue, if the bonds are sold to 
the public at not less than 9614 per cent of par, will be about 
5 per cent of the principal amount of the bonds, or approximately 
$11,500,000. 

The Commission pointed out that the applicants have made 
good earnings in the twenty years the 4 per cent bonds have 
been outstanding, but that they had not reduced the principal 
amount of the obligation. 

“The near approach of maturity presents the alternative of 
default, or of such refinancing as now appears to be practicable,” 
the Commission said. “And the testimony is that an extension 
or refunding of the present loan for a short term would be of 
no material benefit to applicants. The situation presents an 
emergency and we must deal with the situation as it is.” 

After pointing out that the Northern Pacific and the Great 
Northern had bought 97 per cent of the stock of the Burlington 
with the proceeds from the joint 4’s but had set nothing aside 
in twenty years to retire any part of the bond issue but had 
distributed dividends on their own stock in that period, as well 
as expending various sums in maintenance, betterments and ex- 
tensions; that to accomplish the flotation of the proposed issue 
will cost the applicants approximately $20,000,000, and that the 
applicants are to assume a 15-year undertaking to pay an interest 
rate increased by more than 50 per cent per annum, Commis- 
sioner McChord in his dissent said: 

“The foregoing brief review discloses the prodigality of the 
transaction, the cost of which must sooner or later be met by 
travelers and shippers or else impair by so much the resources 
of the applicants. Having been unable during a period of 20 
years to abate a single dollar’s worth of their outstanding joint 4’s, 
there is scant hope that the northern lines will be able to reduce 
the new and more burdensome undertaking or even recoup the 
initial sacrifice with which it is to be launched, and the approval 
by the majority includes no such requirement for the future. 
Certainly, the present progression is in the direction of disaster. 
This is not a matter of negotiating a loan with which to con- 
tinue those lines as going concerns, but solely to enable them 
to retain control of the Burlington; and it can not be success- 
fully contended that the present scheme is necessary to main- 
tain this triple alliance as a transcontinental system, in view 
of our power to prescribe through rates and joint rates and to 
provide for joint use of terminals upon appropriate terms. 

“Viewing the matter from all angles, I think we should 
limit our authorization to an issue of refunding bonds of the 
northern lines in an amount sufficient to retire the maturing 
issue, bearing interest at a rate of 6 per cent and secured by 
the joint mortgage and by the collateral now having a materially 
increased value, to be exchanged par for par by negotiation with 
the present bondholders. An admissible alternative would be an 
appropriate extension or renewal of the present obligations for 
a further period of something like 2 or 3 years, even at 7 per 
cent, the present indications being that the interest rate has 
passed the peak and will then have declined to a reasonable 
figure; and before the expiration of that time steps could be 
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taken to place refunding bonds in the hands of investors on legs 
costly terms.” 

Commissioner Eastman, concurring in Mr. McChord’s dis. 
senting opinion, said he believed that with the Commission’s 
help and “without employing brokers at the huge cost proposed, 
applicants could carry through this refunding operation upon 
much better terms. 

“Reduced to simple terms,” he continued, “the facts are that 
applicants did not pay cash for the Burlington stock in 1901, 
but gave for it their 20-year notes, secured by the stock as col. 
lateral. These notes are due next July, and it is claimed that 
the holders are unwilling to extend, even if offered a very large 
increase in interest rate. Applicants, therefore, desire to meet 
their obligations in cash, and they can undoubtedly do so if 
permitted to pay the price; but the transaction will place q 
heavy burden upon the country and will impair the market for 
railroad securities which are needed for much more vital pur. 
poses. 

“Under the statute we can not approve an issue of securities 
unless we find that such issue is ‘compatible with the public 
interest.’ In the present case I think it clear that under the 
conditions which exist the maturing bonds ought in effect to 
be extended upon reasonable terms, and applicants ought not to be 
required to secure cash at huge cost for their payment. It seems 
equally clear that the plan of financing approved by the majority 
is not ‘compatible with the public interest.’ I therefore concur 
in the conclusions which Commissioner McChord has reached. 
I feel confident, in view of prevailing railroad conditions, that 
these conclusions, if adopted by the Commission, would meet 
with widespread approval, and that this approval would even 
be shared by the holders of the maturing bonds, if the situation 
were made clear to them.” 

Commissioner Potter, in concurring with the majority 
opinion, said he desired to express his own views on the appli- 
cation because the dissenting opinions of Commissioners McChord 
and Eastman might leave erroneous impressions regarding the 
views of the majority. He said undoubtedly the plan approved 
will be expensive but that “the element of expense is due in 
substantial part to the fact that we declined to approve of the 
plan submitted to us on the application of the Burlington, and 
forced the utilization of the more expensive plan now submitted.” 

Mr. Potter also said he failed to see wherein “we have li- 
cense to criticize that transaction,” referring to the acquisition 
of the Burlington stock by the applicants. He said that question 
was not at issue in the case and that no inquiry regarding the 
propriety of it had been made. He believed that the approved 
plan represented sound financing. 

“The uncontradicted evidence is that the method proposed,” 
said he, “despite its cost, is the best available and the only one 
the success of which is virtually assured.” 

In addition to the issue of $230,000,000 of bonds, the Com- 
mission authorizes the Northern Pacific to issue and pledge, 
under the trust indenture securing the joint bonds, $33,000,000 
of refunding and improvement bonds; the Great Northern to 
issue and pledge a like amount of general mortgage gold bonds; 
the Northern Pacific to issue from time to time, upon payment 
or conversion of the joint bonds, mortgage bonds in an addi- 
tional amount of $107,000,000; the Great Northern to issue $107,- 
000,000 of mortgage bonds for the same purpose; and the Great 
Northern to pledge under its geenral bond gold mortgage $36,- 
332,000 of first and refunding mortgage gold bonds. 


CASES REOPENED 


The Commission has re-opened No. 8418, Railroad Commis- 
sion of Louisiana vs. Aransas Harbor Terminal Railway et 
al.; No. 3918, same vs. St. Louis Southwestern Railway et al.; 
8290, same vs. St. Louis-San Francisco & Texas Railway et 
al.; I. and S. 710, eastern Texas class rates, and I. and S. 729, 
class rates to Shreveport, La., for further hearing on applica- 
tions filed by A. C. Fonda, agent, for modification of the Com- 
mission’s orders in the cases enumerated above. 

The applications of the carriers seek authority to apply 
Beaumont rates to and from South Beaumont and Chaison, 
Tex., as maximum, both points being located within the indus- 
trial district of Beaumont, though not located within the Beau- 
mont switching limits. 

The carriers also ask authority to establish rates between 
Galveston, Texas City and Houston, Tex., on the one hand and 
Gulf Hill and Matagorda, Tex., on the other, made with relation 
to the rates between Galveston, Texas City and Houston on the 
one hand and Freeport, Velasco, Bryanmound, etc., on the other 
hand, which rates are materially lower than now apply to and 
from Gulf Hill and Matagorda. The rates to and from Free- 
port, Bryanmound, Velasco, etc., were originally established 
and have been maintained to meet water competition, all of 
the points being accessible to navigable waters, and because of 
the fact that Gulf Hill and Matagorda are similarly located, 
accessible to Matagorda Bay or the Colorado River near its 
mouth, it is desired to establish rates to these two points in 
line with those maintained to Freeport, Bryanmound, Velasco, 
etc. 

The hearing to consider these applications has been set for 
Houston, Tex., on June 4, before Examiner Early. 
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Current Topics 
in Washington 


Talk of Reduced Rates.—Ever since President Harding called 
attention to the railroads and their rates by saying that the 
rates and the cost of operation must be reduced, the members 
of the I-told-you-so club have been enjoying themselves. Every 
man who has objected to anything that has been done since 
1910 is eligible to membership. Not every man of that kind 
has provided himself with a membership card. However, the 
number of those who have is great enough to satisfy commis- 
sioners and others who, at times, are constrained to listen to 
the brought-down-to-date versions of the prophecies made at 
various times in the last eleven years. Almost every word in 
the law put in since 1910, when the Commission obtained the 
power to suspend schedules, is being used as a nail by members 
of the club on which to hang dissertations on the dire things 
that have resulted from the folly of Congress declining to take 
warnings offered, or diagnoses of the “disasters” that have be- 
fallen because the Commission did this or failed to do that. 
There is reason to believe that some of these remarks have 
been put before President Harding. There is also reason for be- 
lieving that he has been fully advised that there are shippers 
as well as railroad men who do not subscribe to the theory 
that all existing trouble was brought about by the high rates. 
The talk started by the President may have the effect of focus- 
ing attention on rate situations that need mending. No analyst 
however, has yet expressed the opinion that talk will bring 
about a simultaneous general reduction in rates, unless, by rea- 
son of decisions of the Railroad Labor Board, there should be 
a great reduction in operating costs. The labor item, since the 
end of 1917, in round numbers, has gone up $2,000,000,000, from 
$1,700,000,000 to $3,700,000,000. Were the board to see its way 
clear to cut off half of that increase, and the prices of materials 
and supplies should lose half their war dropsiness, it might be 
possible for the Commission to reduce passenger fares to three 
cents a mile and freight rates ten per cent. Such a decrease 
in rates, even an amateur mathematician, without resort to pen- 
cil and paper, on the basis of the operating revenue of 1920, can 
figure, would cut down the revenues of the carriers just about 
the even billion saved to the railroads by the reduction in oper- 
ating costs. But such an arrangement would not help the rail- 
roads, though they might save on other items of operating costs, 
such as materials, supplies and fuel. Assuming that such saving 
would amount to $400,000,000 a year (which it probably would 
not), then the railroads, on the basis of the 1920 tonnage, would 
have a net of something like $450,000,000, or about enough to 
pay a shade under 2.5 per cent on the value of the property 
devoted to the transportation service. Reduced rates might be 
expected to increase the tonnage. But in 1920 after the freight 
began moving, the volume was as great as the railroads could 
handle. For several months it was so heavy they apparently 
could not handle it except at the cost of hiring many extra men 
and operating at a speed that was not really profitable. Presi- 
dent Harding, when he has gone a little farther into the subject, 
may wonder why his fellow Ohioan said what he said about war. 


—--— 








One Way of Shipping Florida Fruit.—According to reports 
brought to Washington by J. M. Steadwell, some of the citrus 
fruit growers of Florida seem to have found one kind of solu- 
tion for their transportation problems. They are shipping grape- 
fruit and oranges in ventilated cars, in bulk, to places like At- 
lanta, Chattanooga, and possibly others comparatively near the 
groves, and selling them either from the cars or from empty 
storerooms. The sales are on the “ash and carry” plan, the 
buyers being said to obtain some of the benefits accruing from 
the saving resulting from the discarding of containers, the cost 
of packing and refrigeration. That, however, probably would not 
be a solution for California’s troubles, even if it is for Florida. It 
ls Suggested the California fruit would not carry safely through 
the varied climates met on some of the routes, without pro- 
lection in a refrigerator car, even if shipping in bulk were pos- 
sible without too much spoilage. According to reports, however, 
the buyers of fruit from bulk shipments such as have been de- 
scribed have had the benefit of some low retail prices—some- 
thing like $1.50 a hundred for fine oranges. 





_ ©. & O. Canal Wants Government Help.—One of George 
Washington’s enterprises, the Chesapeake & Ohio Canal, judg- 
ng from the efforts made in its behalf by the Maryland delega- 
ton in Congress, is having so much trouble that it needs help 
from the Treasury. When some of Secretary Denby’s subordi- 
hates proposed buying coal for the Indian Head proving ground, 
Where the big guns of the navy are tested, from mines other 
than those the product of which has been going to that place 
Via the canal, the Maryland congressmen rushed to the Navy 
Department, imploring Denby not to cripple the canal still far- 


ther by buying coal from operators able or willing to sell coal 
for less than the operators using the canal. George Washington 
was one of the promoters of the canal. The government had 
about $1,000,000 invested in the enterprise before the world war 
came to America. Now it has more, because the government, 
at the solicitation of the Maryland delegation, took over the 
canal and had it operated on a guaranty during the war. It 
bought barges and paid the deficit so that coal might be brought 
to Washington and to the proving grounds. Now high operating 
costs are again threatening to close it. The men who worked 
on it got the “cost-plus” fever that broke out all over the country 
when the government began building barracks on that basis 
and thereby encouraged contractors to hire men to get in each 
other’s way, to hold lumber on freight cars drawing $5 a day 
demurrage, and use other devices for getting money out of the 
treasury without plain stealing. So the canal is about to give 
up the operating ghost, at least, unless the Maryland congress- 
men can do something for it. If the government does something 
for it, then there will be no need for any reduction in operating 
costs. 





What Is an Emergency?—What is an emergency? may be- 
come one of the big questions in transportation before June 
brides and their trousseaux get out of the stream of news. 
Nearly every man who thinks it necessary to read the reports 
of the Geological Survey on soft coal production, which are 
based on car-loading figures furnished by the American Railway 
Association, has the conviction that there will be another “coal 
car congestion” again this summer, such as there was last sum- 
mer. When it comes, it has been asked, will it be an emer- 
gency? Is anything that can be foreseen, as to time, an emer- 
gency? may be pointedly asked, not only by those who would 
like to use cars for something other than coal, but also by the 
Commission. The commissioners who had to do with coal pri- 
ority orders last summer did not enjoy their experiences with 
the senate committee on reconstruction or with the shippers 
who wanted cars for supplies other than coal but did not get 
them. More than one man whose business brings him into con- 
tact with car distribution has been wondering whether the lack 
of orders for coal has been due in any way to a feeling on the 
part of the public that the government would again come to 
the aid of those who did not buy and ship in the spring, with 
car priority orders, based on*the theory that there was an emer- 
gency. Those who believe government is a necessary evil are 
inclined to the thought that the lack of buying is one of the 
most logical results of the coddling coal consumers received at 
the hands of the government last summer and fall when the 
Commission put out its priority orders. It is believed that 
many men, perhaps unconsciously, are relying on something of 
that kind to save them again from trouble next winter growing 
out of a failure to buy early and avoid the rush. 





Method of Handling Rate Reductions.—A thought as to how 
the Commission will handle demands to which carriers feel 
constrained to yield for reductions in rates is created by Trat- 
fic Director Hardie’s letter of advice to railroad traffic men, 
dated March 30, on the subject of general adjustment of grain 
and grain products rates. It is gossip that Chairman Clark, in 
that letter, did not go as far in approving reductions as some of 
the railroad men thought they should go. The letter referred 
to “recent conferences” in Chicago, which reference was iol- 
lowed by the statement that the “whole situation has been 
called to the attention of the chairman, who instructs me to 
advise you as follows in the premises.” So far as the public 
is concerned, there is no record as to what the individual car- 
riers thought on the subject. When the question of lake cargo 
coal rates came up there was nothing on which interested 
shippers could place their fingers in the form of recommenda- 
tions or suggestions from individual carriers. There was no 
formal request early in the week, according to reports, yet em- 
ployes of the Commission seemed to be busy with preparations 
for the issuance of orders, permits, or what-not, in advance of 
any opportunity for hearing of the interests that believed they 
were being adversely treated. Of course, the Commission has 
the power under the sixth section, “for good cause shown,” to 
allow changes in rates on less than statutory notice. The 
thought produced by the manner of the handling was that the 
Commission was engineering the matter, and not the carriers, 
and that interested shippers could not find out what was going 
on, except by accident or as a matter of favor. In the early 
part of its career the Railroad Administration was inclined to 
secretiveness on the ground of an emergency on everything 
that was being considered. The Commission’s usual way has 
been to permit proper publicity as to what it was thinking 
about. 





Packers Want Their Half Cent.—In the days of Grover 
Cleveland a Tammany politician acquired notoriety by asking, 
“What’s the Constitution between friends?” The chroniclers 
of the day said Tim Campbell really said “bechune” instead of 
between, but no part of the notoriety was founded on that pro- 
nunciation. Campbell thought it not friendly for Cleveland to 
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suggest that the Constitution was something to stand between 
them when so important a thing as an office for a Tammany 
man was at stake. The man who asks Ross D. Rynder and 
Paul E, Blanchard what’s half a cent to stand between friends 
is not likely to improve his standing with them. Half a cent is 
half a cent and much to be thought about. Even seven-six- 
teenths of a cent is worthy of such high consideration as to 
warrant the construction of a book like they have filed in I. 
and S. No. 1298. In that they argue that the railroads should 
not undertake to exact from the packers half a cent by means 
of the addition of that much to the rates via the Cairo gateway 
for the haul south of the Ohio River, even if something must 
be done to equalize rates from the west to the southeast via 
Memphis, and thereby restore the relationship of rates via Cairo 
and Memphis. The relationship was destroyed because, even 
with the rule for disposing of fractions, Memphis obtained a 
higher rate than Cairo. The carriers propose to restore the re- 
lationship by adding half a cent, or seven-sixteenths, to the rate 
through Cairo. That has brought a protest and a book against 
the injustice. The railroads, in effect, have paragraphed Tim 
Campbell’s inquiry. Blanchard and Rynder, however, refuse to 
regard that half cent any more lightly than Grover Cleveland 
regarded the Constitution of the United States. Half a cent 
would cost Armour & Co. about $15,000 a year and Swift & Co. 
as much more or more—hence their refusal to be quieted by 
such an inquiry. They suggest that, inasmuch as the rule for 
disposing of fractions, in many cases, has given the carriers the 
benefit of a half a cent, in this case they should give the ben- 
efit to the shippers by reducing the rate through Memphis. 


Grading of Transcontinental Rates.—Commissioner East- 
man’s question, in his concurring opinion as to why rates from 
Pittsburgh and other inland points at the eastern end of trans- 
continental routes are graded, it is believed, will cause Edward 
Chambers, traffic vice-president of the Santa Fe, to rise up and 
remark, “Here I am.” Chambers and the Santa Fe constitute 
one reason why the rates are graded. It is no profit to them 
to have the rates blanketed from Buffalo, Pittsburgh, and Cleve- 
land. Blanketed rates, it is suspected they would say, would 
get them nothing to haul from Chicago. Chicago is the point 
where they begin doing business. Unless business can be made 
to flow toward Chicago, it will move eastward to New York 
piers. The Wabash and other roads that do not reach New 
York might also change Chambers’ solo into a chorus. Busi- 
ness moving eastward from Cleveland and Buffalo makes no 
contribution toward the money they must send to the tax col- 
lector and the wage paymaster. There are no railroads having 
their western points of origin at Spokane that are bidding for 
traffic to move eastward instead of to the Pacific coast. 

A. E. H. 


LEWIS AND CAMPBELL NAMED 


President Harding, April 27, nominated E. I. Lewis, chair- 
man of the Indiana Public Service Commission, and J. B. Camp- 
bell, a traffic lawyer of Spokane, Wash., to fill the two remain- 
ing vacancies on the Commission. Lewis was designated for 
the term ending December 31, 1925, and Campbell for the term 
ending December 31, 1924. While no explanation was made 
at the White House, it was presumed that Lewis was designated 
for the vacancy on the Commission that has existed since the 
expiration of Commissioner Harlan’s term, December 31, 1918, 
and Campbell for one of the short terms provided for in the 
Transportation Act. 

Mr. Lewis has been chairman of the Public Service Com- 
mission of Indiana since 1917, having been appointed by Former 
Governor Goodrich. Before assuming the chairmanship of the 
Indiana commission he was a newspaper man in Indianapolis. 
He traveled extensively from time to time in the United States 
and foreign countries, contributing newspaper articles. He 
was in India, China, Manchuria and Korea in 1910, and in New 
Zealand, South Africa and Australia in 1907 and 1908. He also 
made a study for his paper of the Sheffield and Manchester gas 
plants in England, where gas was made to sell at 32 and 48 
cents a thousand cubic feet. He was born in Hendricks county, 
Indiana, 48 vears ago. He started in newspaper work at Ander- 
son, Ind. 

The nomination of E. I. Lewis as a member of the Com- 
mission had been expected for three weeks prior to its announce- 
ment. The selection of Mr. Campbell was rumored soon after 
the report spread abroad that Frank Hagenbarth, of Salt Lake 
City, had been chosen for the third place to be filled by the 
naming of a Republican. But until Mr. Campbell’s name went 
to the Senate there was uncertainty about his appointment. 
The friends of Hagenbarth insisted that their man had not been 
set aside. 

While Mr. Campbell is very well known to those who prac- 
tice before the Commission, the books of reference contain 
nothing about his early life. He went from Duluth to Spokane 
twenty-odd years ago and became an attache of the staff of the 
Spokane Merchants Association. As such he became associ- 
ated with Henry M. Stephens, the attorney who started the 
original Spokane case. He helped Mr. Stephens in the presenta- 
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tion of that case in its various phases and when Mr. Stephens 
retired from the case Campbell took it up. 

It is an unusual coincidence that on the day President 
Harding sent his name to the Senate, the Commission handeq 
down its decision in the Intermediate Rate Association case, jp 
which Mr. Campbell bore the laboring oar, his associate being 
C. O. Bergan. It denied the relief for which Campbell fought 
after he had persuaded the Commission to hold that there was 
no water competition from coast to coast warranting lower rates 
at the Pacific coast terminals than at the intermediate points. 
After he procured that decision, his next fight, ending in defeat 
on the day his nomination went to the Senate, Campbell get 
about to persuade the Commission to make a decision that the 
intermediate inter-mountain country was entitled to rates lower 
than to the Pacific terminals. He founded his complaint on that 
part of the long-and-short-haul part of the fourth section which 
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says that the prohibition of lower rates at the more distanl 
points “shall not be construed as authorizing any common cal 
rier within the terms of this act to charge or receive as greal 
compensation for a shorter as for a longer distance.” 

Appointment of Mr. Campbell to a place on the Commission 
may be regarded as a recognition of those who think the lone 
and-short-haul part of the fourth section should be rigidly a? 
plied. Senator Poindexter of Washington, author of the Poll 
dexter long-and-short-haul bill, has sponsored the request for the 
appointment of Mr. Campbell. The arguments of the Washing 
ton senator for the passage of that bill have been attributed In 
large measure to Mr. Campbell—not that Senator Poindexter 
could not have written them, but on the theory that Mr. Camp 
bell has made that the chief part of his work, as a representé 
tive of Spokane interests, for many years. Mr. Campbell, 10! 
years, has been, pre-eminently, the spokesman for the rigid lon® 
and-short rule advocates. 

The Senate committee on interstate commerce adopted @ 
favorable report on the nominations of Lewis and Campbell. 
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Decisions of Interstate Commerce Commission 


INTERMEDIATE RATE CASE 


Actual and immediately prospective competition through 
the Panama Canal is such that the Commission has dismissed 
No. 10826, Intermediate Rate Association vs. Aberdeen & Rock- 
fish, Director-General, et al., opinion No. 6794, 61 I. C. C. 226-55. 
The holding is that the rates from points of origin east of the 
Rocky Mountains to so-called intermountain territory were and 
are not unreasonable, unduly prejudicial or otherwise unlawful. 
Dismissal of the complaint means that rates will continue to be 
blanketed and not graded from the intermountain country to 
the Pacific coast terminals as demanded by the complainant. 
There will be no change in the rate situation until and unless 
the railroads themselves think there should be changes. The 
decision, for the time being, disposes of the latest phase of the 
long existing Spokane case. It arose after the Commission 
found there was no competition by water warranting the estab- 
lishment or continuance of rates to the Pacific coast terminals 
lower than to the intermountain country. The result of that 
decision was that, generally speaking, all the rates from the 
east were blanketed from the Rocky Mountain top to the Pacific 
shore line. 


In a concurring opinion, Commissioner Eastman said that 


‘he thought the Commission’s conclusion upon this record and 


in view of the changing conditions were sound. This disposi- 
tion of the case, however, he said, left unanswered various ques- 
tions which in his estimation eventually must be faced. 


“If water competition,” said Mr. Eastman, “justifies rates 
from the Atlantic coast to the Pacific coast no higher than to 
intermountain territory, why should the rates from inland points 
like Pittsburgh, Cleveland and Chicago be lower to the Pacific 
coast than the water-compelled rates from the Atlantic ports. 
In other words, why should the rates be graded at the eastern 
end and blanketed at the western, and what conditions exist 
at these eastern inland points which compel a parity of rates 
as between intermountain and Pacific coast destinations, which 
are hundreds of miles apart. The future consideration of these 
and similar questions is in no way foreclosed, I take it, by the 
dismissal of the present complaint.” 


The Commission’s conclusions, written by Chairman Clark, 
are as follows: 


“Complainant’s allegations with respect to the propriety of 
the present commodity rates have not been sustained. Speak- 
ing of these rates, as a whole, no undue prejudice to intermoun- 
tain territory appears, and we cannot say that the rates should 
be graded. Conditions warrant the carriers, in their discretion, 
in continuing the present blanket adjustment on many and per- 
haps most of the commodities that move in considerable volume. 
The ships that now ply between the Atlantic and Pacific ports 
are not nearly so numerous and the tonnage now moving is not 
nearly so heavy as during the period that followed the opening 
of the canal and preceded our entry into the war, but it is, 
nevertheless, certain that there is now sufficient transportation 
by water and ample indication that it will further develop and 
increase, to warrant the belief that within a comparatively short 
time it will reach a point where it will be felt in a serious loss 
of tonnage by the rail lines unless they have available appro- 
priate measures to meet the situation. There is not that strife 
and rivalry that formerly characterized the coexistence of these 
two modes of transportation to and from the Pacific coast, but 
as between these separate sets of carriers there is that natural 
and well-grounded fear of each other’s ascendancy and power, 
sufficient, especially in view of the existing movement by water, 
to warrant a finding that there is actual competition at the 
present time. Energetic. business competitors in their struggle 
lor success always look beyond the present and are justified 
in keeping themselves fortified against each other’s activities, 
even before the situation becomes serious. It is mainly for 
these reasons that the commodity rates have been held to their 
Present level and largely for these reasons that the carriers are 
how opposing a disturbance of the present adjustment. More- 
over, it was for these reasons, and in the interest of rate stabil- 
ity, that the suggestions as to grading made in our report in 
Transcontinental Rates were not couched in more positive and 
forceful language. There is less reason now than then for 
grading. We are not now prepared to say that ‘the rail carriers 
can well be put in a position to lose or to risk losing a consider- 
able portion of their present and prospective traffic to and from 
the coast by having their rates increased in order that there 
may be a differential in favor of intermountain territory. An 
mcrease to the coast would be necessary unless we found the 
Present rates to be not less than reasonable maxima. On this 
record we cannot say that this is so. Moreover, rates for long 
hauls, particularly on low-grade traffic, are often blanketed over 
*Xtensive territories, and even if the rates to the coast were 
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found to be reasonable maximum rates it would not necessarily 
follow that all of them should be graded. In view of the special 
conditions under which these commodity rates were established 
and have been maintained, we cannot fairly, unless we find them 
to be reasonable maximum rates, spread their effects farther 
into the interior. It is understood, of course, that these findings 
apply to the general rate structure. A somewhat different con- 
clusion might be reached with respect to a specific commodity 
rate constituting an exception to the general adjustment. The 
fact that rates from certain interior eastern points of origin to 
the Pacific coast are lower than from the Atlantic seaboard is 
discussed in the record, although not definitely brought in issue 
by the pleadings. This grouping of eastern points of origin 
applies to the intermountain territory as well as to the Pacific 
coast terminals. The grouping is not a source of injury to 
complainant. It reflects an adjustment of long standing and no 
opinion is expressed as to the propriety or impropriety thereof. 

“What we have said above has special reference to perhaps 
most of the items in schedule C. However, there are, no doubt, 
some schedule-C items and a number of schedule-B items as to 
which it is not likely that there will be any important competi- 
tion for a considerable period and on which it may not be worth 
while to continue the present rate relationships. Such items 
could very properly be singled out by the carriers and graded. 
The record does not enable us to do it. Defendants have not 
carried out the grading process to the extent that we had hoped. 
The examiner suggested that in addition to the foregoing some 
items in schedule A and schedule B might well be put on the 
class basis. In Appendix No. 10 is a new scale of class rates 
which he proposed and which, on the whole, are slightly higher 
than those proposed by the cost committee, plus 33144 per cent. 
He proposed that if this scale be put into effect we might well 
authorize the cancellation of less-than-carload commodity rates; 
also of carload commodity rates on various luxuries and non- 
essentials, in fact, rates on high-grade freight in general which 
usually moves at class rates, such as automobiles, autotrucks, 
which should be rated second class in western classification terri- 
tory as they are in the other classification territories; rubber 
tires and tubes; rubber clothing; chewing gum; musical instru- 
ments; talking machines; drugs, medicines, and chemicals, ex- 
cepting heavy and low-grade articles such as epsom salts and 
so-called industrial chemicals; and a number of other commodi- 
ties. He thought that cancellation of these commodity rates 
would not be attended by the severe increases that characterize 
the carriers’ plan, and that apparently interested shippers should 
have no reasonable grounds for objection, particularly in view of 
the fact that the present commodity rates on many of the items 
are attributable to policies and conditions of bygone days, or 
exist only because of former water competition that may not 
have been and perhaps never will be very compelling. 


“Methods of rate making based upon theories that are no 
longer tenable or upon conditions that no longer exist should 
be discarded. When distances are relatively great, and when 
transfer at rate-breaking points is not attended by unusual costs, 
the combination basis, using local rates, ordinarily is abnormal 
and unscientific and often discriminatory. The railroads should 
be regarded more and more as one national system, and the time 
may not be far distant when we should proceed to the establish- 
ment of joint through class and commodity rates, lower than 
the combinations of locals, between practically all points in the 
country. We have generally recognized that through rates should 
be less than the combinations, but prompted chiefly by con- 
siderations of paramount public interest, growing out of the 
revenue conditions of certain carriers, we have refrained from 
and even declined absolute condemnation of combinations. In 
this connection the Boston Chamber of Commerce Case may be 
referred to as an example. We are now vested with specific au- 
thority to initiate rates that will protect revenues, and where 
carriers will suffer depletion of revenue by reason of the estab- 
lishment of new joint rates, appropriate measures can be taken 
for their protection. We are not, however, prepared, in view of 
all the circumstances, to now require the joint through rates here 
prayed for. 


“Since the record in this case was made up many and far- 
reaching changes in economic and transportation conditions 
have occurred. Conditions are unsettled. The future of trans- 
portation by rail and by water is uncertain. The suggested com- 
prehensive plans for readjusting all of the rates over this 
large territory and the evidence submitted for and against each 
plan tread far outside the limits of the complaint. We deemed 
it advisable to hear what the parties desired to submit regarding 
a possible readjustment that would do justice to all. We have 
discussed some of those matters rather fully in this report. The 
record and the discussion should be helpful in paving the way 
for a final settlement of this vexed situation. The extent of the 
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territory that would be affected by a readjustment of all of these 
rates is indicated by the interests for which appearances are 
shown. Their interests are diverse and their contentions are 
often diametrically opposed. These questions can not be settled 
justly by accepting the views of those on either extreme.” 


HANDLING CHARGES AT LA. PORTS 


An increase in the cost of doing foreign business through 
New Orleans will become effective on June 3, if the carriers can 
get their tariffs ready by the latter part of May for publication 
on five days’ notice. The Commission, in a report written by 
Commissioner Meyer, on I. and S. 1293, handling charges at 
Louisiana ports, held that the proposed revision of charges for 
handling freight over the piers at New Orleans and points in 
the New Orleans district, such as Westwego, Stuyvesant Docks 
and Chalmette, had been justified, with certain exceptions. The 
exceptions made by the Commission are not obnoxious, where- 
fore the increases will be made, unless the carriers change their 
minds. For instance, by changing the tariff so as to have “N. 
O. S.” rates instead of present specific description rates apply, 
the charges on hemp, molasses, stock feed, pyrites, wood pulp, 
and cottonseed would be raised. At the hearing the carriers 
agreed to change that application so that the rate on hemp will 
be the same as on sisal; that on molasses the same as cotton- 
seed oil; on stock feed the same as on grain; that on wood pulp 
3.5 cents and that on pyrites the same as on fertilizer materials, 
3.5 cents per 100 pounds. 

At the hearing it developed that the Louisville & Nashville pro- 
posed cutting out all absorption of handling charges. The discovery 
seemed to shock the representatives of that railroad and they 
agreed that there was no such intention. When the tariffs have 
been changed by specifically stating rates on hemp, etc., in the 
manner indicated, and the L. & N. has restored its absorption 
provision, the tariffs may be made operative on June 3, on not 
less than five days’ notice. 

When that is done the charges at New Orleans will be the 
same as those at Mobile, and something more than 100 per cent 
higher than they were at the time the tariffs were filed, several 
months ago. 

There was disagreement between the protestants and the 
carriers on only two points. The carriers estimated the in- 
crease would be from between 25 and 30 cents per ton to 70 
cents a ton. The respondents said the average charge would 
be between 70 and 75 cents a ton. The other point of disagree- 
ment was one of policy. The respondents suggested that, in 
view of the tendency of prices to go downward, it was unwise 
for the carriers to make such increases. The carriers thought 
it was about time to make a general revision inasmuch as the 
charges have been in effect since 1902, with only two rather 
widespread increases and 19 rather wide reductions. 


About half the traffic passing over the piers at New Orleans 
will be affected in such a way that the shippers will know there 
has been a change. That is the traffic on which the carriers do 
not absorb the charges for handling across the piers, two-thirds 
of which are owned by Louisiana and the other third by the 
railroads. The general rule about absorptions is that there will 
be absorption on things originating north of the Ohio and east 
of the Mississippi, but no absorption on traffic from the South- 
east; and that there will be absorption on competitive traffic 
from west of the Mississippi River. There are, however, many 
exceptions to the rule. On some non-competitive traffic from 
west of the Mississippi there is absorption, while there is no 
absorption on competitive traffic. Generally speaking, however, 
the absorptions were made with a view to equalizing New Orleans 
with the north Atlantic ports, and to stay in the competition with 
south Atlantic and gulf ports. 

On account of the diversity of practices at the south Atlantic 
and gulf ports brought out in the testimony in this suspension 
case, the Commission, April 22, announced the initiation of a 
proceeding by itself, docket No. 12681, in which it will conduct 
a general inquiry into the subject of port charges.and their ab- 
sorption or non-absorption by carriers, and the propriety of 
the practices of the carriers with respect to absorption or non- 
absorption, at every port on the south Atlantic and the gulf. 

This increase in the charges is due practically in its en- 
tirety to the increase in wages of dock laborers. In 1902 their 
wages were 16 cents an hour and at the time of the hearing 
55 cents, the increase being made almost entirely since 1918 
when the railroads were taken over by the government. The 
wages of labor on the railroad piers are controlled by the Rail- 
road Labor Board. 

“ven when the increased charges have become effective, the 
testimony showed, the Texas & Pacific and Missouri Pacific, for in- 
stance will have to pay charges for handling at their Westwego 
pier an average of 88.1 cents per ton, being almost wholly the cost 
of labor. The railroads, however, cannot obtain more because 
the charges of the Galveston Wharf Company for handling lum- 
ber amount to 4.99 cents per 100 pounds, while the rates pro- 
posed for application on the railroad piers at New Orleans are 
between four and five cents. The charges over the state piers 
at New Odleans are interesting only to the railroads when they 
absorb them. On the state piers at New Orleans, however, there 
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are contractors who operate on the piece work plan and are 
able to handle the freight more efficiently than the railroads, 
which, on their piers, are subject to the rates of pay established 
by the Railroad Labor Board. The contract plan on the Louigj- 
ana state piers, however, can be used by the railroads when they 
have to absorb, and also by the shippers who protested against 
the increases, when there is no absorption. 


SISAL, NEW ORLEANS TO ST. LOU! 


It was unreasonable for the Missouri Pacific, in April and 
May, 1916, to restrict an import rate of 17 cents on sisal, from 
New Orleans to St. Louis, to such imported sisal as had been 
stored at the port in warehouses owned or controlled by the 
carrier. The Commission has so declared in a report on No. 
11832, American Manufacturing Co. vs. Missouri Pacific, opinion 
No. 6805, 61 I. C. C. 341-2. The railroad imposed the domestic 
rate of 21 cents on 41 carloads of sisal stored in a private ware- 
house at New Orleans, because there was no room in the rail- 
road warehouses and the sisal could not be held in the ap- 
praiser’s stores. On April 1, 1918, the tariff was changed so 
that the import rate would apply from warehouses of the rail- 
road or private warehouses on railroad tracks. The only ques- 
tion involved, therefore, was reparation. The railroad has been 
ordered to refund the difference of four cents per 100 pounds. 


RATES ON STEEL TURNINGS 


The Commission has dismissed No. 11250, Briggs & Turnivas 
vs. Pennsylvania, Director-General, et al., opinion No. 6811, 61 
I. C. C. 363-5, holding that the minimum of 56,000 pounds ap- 
plicable on steel turnings, from Elmira, N. Y., to destinations in 
New York, Pennsylvania and Ohio, from May, 1917, to June, 1919, 
was not unreasonable. The complainant asked for a minimum 
of 48,800 pounds, because some of its shipments did not weigh 
the minimum, although the cars were loaded level full. The 
Commission said, however, the record showed that a good many 
of the cars of the complainant were not fully loaded. The lower 
minimum was also asked, because it applies on scrap iron and 
steel, with which iron and steel turnings must compete. 


RATES ON CAST STEEL BOAT RUDDERS 


A finding of unreasonableness and an award of reparation 
have been made in No. 11432, George A. Fuller Co. vs, Atlantic 
Coast Line et al., opinion No. 6806, 61 I. C. C. 343-4, against a 
third class rate of 81.5 cents on cast steel boat rudders from 
Wheeling, W. Va., to Wilmington, N. C., shipped between January 
4 and November 21, 1919. The Commission held the third class 
rate unreasonable to the extent and because it exceeded the 
subsequently fifth class rate of 50 cents. When the shipments 
moved there was no separate classification for steel boat rud- 
ders, because there was no boat building in the South warrant- 
ing carload shipments of rudders. The shipments, therefore, 
were classed as “boat parts” at third class. 


RATES ON GREEN SALTED HIDES 


An order in No. 11223, Hirth-Krause Co. vs. Chicago, Mil- 
waukee & St. Paul et al., opinion No. 6809, 61 I. C. C. 350-4, 
directs the railroads, on or before September 1, to establish 
rates on green salted hides to Rockford, Mich., from Chicago, 
Milwaukee and Racine, no higher than the rates contempora- 
neously maintained to Grand Rapids. It further held that the 
fifth class rates from April, 1916, to March 29, 1920, were un- 
reasonable because and to the extent they exceeded 14 cents 
and awarded reparation. The finding, award and order also 
cover sub-number 1, same vs. same, and parts of fourth section 
application No. 2060. Fourth section relief was denied in fourth 
section order 7939, also effective on September 1. 


RESHIPPING RATES ON GRAIN 


In disposing of I. and S. 1279, grain from St. Louis to Cin- 
cinnati and Louisville, opinion No. 6795, 61 I. C. C. 256-9 (Traffic 
World, April 23, p. 865), the Commission held that the carriers 
had justified their proposal to cancel reshipping rates on graiD 
originating in Illinois or beyond the so-called 100-mile zone west 
of the Mississippi River, from St. Louis to Louisville and Cin- 
cinnati, as within the scope of its decision in 59 I. C. C. 435. It 
further held that reshipping rates on grain from St. Louis to 
points in Indiana and Kentucky were not unreasonable or other- 
wise unlawful. The last mentioned holding was on No. 11835, 
Merchants Exchange of St. Louis vs. Baltimore & Ohio et al. 
which case is also covered by the decision, because the questions 
raised in the two proceedings were substantially the same. _ 

Commissioner Eastman dissented and wrote a separate op!D- 
ion, to which Commissioner Daniels adhered. Mr. Easiman 
pointed out that Louisville and Cincinnati are away outside of 
the 100-mile zone, around St. Louis and East St. Louis, in which 
the rates to and from St. Louis and East St. Louis are not the 
same. He said that the rates from the two parts of St. Louis 
to Cincinnati and Louisville should be the same and that the 
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cancellation of reshipping rates from St. Louis will bring about 
an adjustment not in accordance with the principles laid down 
in 57 I. C. C. 689, in which, on long-haul traffic, St. Louis and 
East St. Louis were treated as one point for rate-making pur- 
poses. 


RATES ON LIMESTONE 


An order of reparation amounting to $86,478.63 has been 
made in No. 10363, Solvay Process Co. vs. D. L. & W. and Di- 
rector-General, opinion No. 6762, 61 I. C. C. 86-7, the original 
report in which was published in 55 I. C. C, 280. The Commis- 
sion, in that case, held unreasonable the rates on limestone, from 
Jamesville, N. Y., to Solvay, N. Y., moving after June 25. On that 
day a big increase in the rates took place, because of the terms of 
General Order No. 28. Reparation was ordered on all shipments 
petween June 25, 1918, and February 14, 1920, when the order 
reducing the rates became effective. 

At a further hearing, held on October 12, 1920, the Director- 
General and the Lackawanna refused to check and certify as 
to the accuracy of the complainant’s reparation statements, un- 
der the misapprehension that the case was to be reheard. 

The Commission checked the statements and entered its 
order directing the payment of the money, on or before July 2, 
1921, with interest at the rate of 6 per cent. The order directs 
and authorizes John Barton Payne to pay the sum found to be 
due. 


RECONSIGNMENT AND DIVERSION 


The Commission’s disposition of I. and S. 1250 and 1276, di- 
version and reconsignment rules, regulations and charges, opin- 
ion No. 6816, 61 I. C. C. 385-93 (Traffic World, April 23, p. 868), 
is in accordance with the desires of both railroads and shippers, 
expressed in the argument of the case on April 14—namely, that 
nothing be done further about the matter until after the begin- 
ning of 1922. R. H. Widdicombe, for the western carriers, and 
Parker McCollester, for the eastern, agreed that, on account 
of the change in the business conditions and in view of the 
increases allowed since the decision in the main reconsignment 
case, the rules under suspension governing reconsignments of 
fruits and vegetables were inadvisable for application under 
present conditions. 

Justification was found by the Commission for the rules 
governing reconsignment of less-than-carload shipments and 
order-notify shipments. No protest was made against the first 
mentioned. The chief contentions with regard to that rule were 
made by representatives of shippers of cotton, flour and feed, 
and from wholesale grocers in the South. The Commission held 
that the work done by a carrier after disposition orders have 
been given as to order-notify cars are additional services and 
are essentially the same as those rendered on orders for recon- 
signment and, therefore, that additionai charges are warranted. 

Lack of justifying facts caused the Commission to condemn 
the back-haul and embargo rules. As to the embargo rule, the 
Commission said the condition that orders for diversion or re- 
consignment of commodities, other than perishable freight, coal, 
coke or fuel oil, will not be accepted to a station or a point of 
delivery against which an embargo was enforced when the ship- 
ment left the point of origin, was disapproved in the big recon- 
signment case and held unreasonable in Boston Chamber of 
Commerce vs. Director-General, 59 I. C. C. 73. The Commission 
also called attention to the fact that the respondents offered 
no justification for the rule, and therefore directed that it be 
withdrawn. 


In respect of the back-haul rule, the Commission said there 
was no apparent reason why reconsignments of shipments where 
back-hauls were involved should be distinguished from recon- 
signments of like shipments at intermediate points, except in 
the matter of additional charges for out-of-line haul. 


LIVE STOCK LOADING CHARGES 


In disposing of I. and S. 1301 and 1312, live stock, loading 
and unloading charges, opinion No. 6793, 61 I. C. C. 223-5 (Traffic 
World, April 23, p. 865), the Commission said the cost data sub- 
mitted to justify the proposed higher charges were based upon 
the labor, accounting and facilities purporting to have been de- 
voted to the particular service during the year 1920. It pointed 
out that the figures for Chicago alone showed a separation of 
Cost per car as between loading and unloading. In addition to 
labor costs, the Commission said, the items included supervision, 
accounting, electric lighting of the loading and unloading docks 
for night work, depreciation of, or repairs to facilities used, 
cleansing and disinfecting the facilities, fire and liability insur- 
ance, loss and damage, taxes and the like, allocated to the serv- 
Ice in question. These data, the Commission said, did not need 
to be reviewed in detail, because they showed labor costs alone 
ranging from 63.62 cents per car, at St. Joseph, to 99.67 cents, at 
Chicago. At all the yards, the Commission said, the figures 
showed a cost in excess of $1 per car, and that nothing of record 
dicated any appreciable diminution in the cost. 
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The Commission said that it expressed no opinion concern- 
ing the precise point at which the loading and unloading serv- 
ices for which the carriers are responsible begin or end or 
concerning the precise extent to which the exhibited items are 
properly chargeable to the carriers as part of the transportation 
service. It said it confined its finding to the necessities of the 
case—namely, that upon all the facts of record, the proposed 
increased charges and absorptions had been justified. 


RATES ON HARDWOOD LOGS 


An order has been made in No. 10976, North Vernon Lumber 
Co. et al. vs. Illinois Central, Director-General, et al., opinion 
No. 6810, 61 I. C. C. 355-62, requiring the Illinois Central and 
the Yazoo & Mississippi Valley, on or before July 21, to estab- 
lish scales on hardwood logs from points on the Yazoo & Mis- 
sissippi Valley, in Mississippi north of Vicksburg and Jackson, 
to Dyersburg and Trimble, Tenn., conditioned upon the manu- 
factured products of the logs being shipped from Dyersburg 
and Trimble over the Illinois Central. These rates shall not 
exceed their individual distance scales of net rates applicable 
between points on their respective lines, and are to be applied 
as joint rates from Yazoo & Mississippi Valley points in Mis- 
sissippi north of Vicksburg and Jackson to Dyersburg and Trim- 
ble, for distances up to and including 220 miles. For greater 
distances, they are to provide a scale running out at 315 miles 
and ending with 11.5 cents per 100 pounds. For distances of 
235 miles and over 220, the rate is to be 8.5 cents. The rate 
progresses % cent per 100 pounds for each fifteen miles up to 
310 miles. Then it jumps % cent for the five miles between 
310 and 315 miles. 

The two railroads had local log rates up to various mill 
points, and scales of net rates on product of the logs beyond 
somewhat higher than the scales to the mill points when the 
product went out over the Illinois Central. The order requires 
them to use their local log scales for the movement of the prod- 
uct beyond as joint scales. That is to say, the Y. & M. V. scale 
is to apply over the Illinois Central up to 220 miles. The Com- 
mission said the average of the scales of the two railroads, for 
distances greater than 220 miles, was lower than the average 
of log scales of other carriers in that general territory, where- 
fore it prescribed one of its own. 

Complainants are operators of sawmills at Dyersburg and 
Trimble, Tenn. They have used up the logs near at hand and . 
now desire to obtain raw material from northern Mississippi. 
They contended that the scales made by the two railroads for 
application beyond the mill points were unreasonable because, 
when the traffic switched from one branch of the system to the 
other, the charges per mile became higher than under the local 
scale of the originating carrier. 


CLASS RATES, EAST TO LA CROSSE 


Commissioners Clark, Daniels and McChord, composing di- 
vision No. 2, in a report on No. 11325, Traffic Bureau Chamber 
of Commerce, LaCrosse, Wis. vs. Ann Arbor et al., opinion No. 
6799, 61 I. C. C. 289-95, have ordered a reduction in class rates 
from New York to Commissioner Esch’s home town of LaCrosse, 
effective on or before August 1. The rates from New York to 
LaCrosse are to be 209.5 cents first, 182.5 second, 139.5 third, 98 
fourth, 83.5 fifth and 70 cents sixth class. Rates from other 
points in New England and trunk line territories, including 
Pittsburgh and Buffalo, are to be lined up in accordance with the 
rates from New York in accordane with the rules under which 
the existing relationships were established. Commissioner 
Daniels wrote the report. 

But Mr. Esch had nothing to do with the victory achieved 
by the civic body of LaCrosse. That fight was started back in 
1917 while Mr. Esch was a member of Congress, and submitted 
to the Commission for decision November 18, 1920. 

The Chamber of Commerce complained that the class and 
commodity rates from New England, eastern trunk line and 
central freight association territories were unreasonable, unjustly 
discriminatory and unduly prejudicial in comparison with rates 
from the same points of origin to Dubuque, St. Paul, Chicago 
and Milwaukee. This complaint was, in a way of speaking, an 
appendix to other proceedings in which LaCrosse tried for a bet- 
ter adjustment. General Order No. 28 did not improve LaCrosse’s 
position. At present the first class rate from New York to La- 
Crosse, 1,175 miles, is 216.5 cents. The first class rate from New 
York to Dubuque, 1,079 miles, is 184 cents, a difference of 32.5 
cents for a difference in distance of less than 100 miles. The 
difference in distance via the short line, over which traffic, how- 
ever, does not move, except in small quantities, is only 28 miles. 
In the Wisconsin rate cases (44 I. C. C. 602), decided in April, 
1917, LaCrosse got a better adjustment in relation to Dubuque. 
But before the effective date of that order the Commission, in the 
Fifteen Per Cent case, authorized the carriers to make the New 
York-Chicago rate 90 cents. Had the percentage allowed in the 


Wisconsin rate case, before mentioned, been applied to that rate 
of 90 cents, LaCrosse would have had a rate structure higher 
The carriers thereupon observed the St. Paul 
Before they could reduce the 


than St. Paul. 
rates as maxima to LaCrosse. 
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spread between LaCrosse and Dubuque to 24.5 cents, General 
Order No. 28 came along and threw the spread still further out 
of gear. The spread went still more agley under Ex Parte No. 74. 

Upon substantially the same testimony as in the former 
case the Commission has now ordered reductions. In ordering 
them the Commission recognized that there would be a Bert 
Williams effect of “hitting him in the stomach and bulging out 
in the back” at Madison and Beloit, so it said that while rates 
to those points were not in issue, the carriers should deal with 
them contemporaneously, so that LaCrosse, Beloit and Madison 
will be on substantially the relationship ordered in the decision 
in 1917. 


LIMITATION OF LIABILITY 


An order of dismissal has been made in No. 10248, Climax 
Molybdenum Co. vs. Ann Arbor, Director-General, et al., opinion 
No. 6813, 61 I. C. C. 369-73, the Commission holding that the 
rates assessed on the complainant’s shipments of molybdenum, 
carloads, from Climax, Colo., to destinations on and east of the 
Missouri River via Denver, in 1918, were legally applicable, not 
unreasonable, unduly prejudicial or unlawful under section 20 
of the interstate commerce law. 

The issue was as to the legality and reasonableness of a 
tariff provision imposing a rate of 25 cents per 100 pounds on 
ores worth more than $100 per ton from Climax to Denver, 
Colo., a distance of 137 miles. Molybdenum is worth about $1,250 
per ton and is so precious that it is shipped in double sacks. 
The general freight agent of the Colorado & Southern required 
the complainant to make a notation on the way bills that the 
actual value of the ore was more than $100 per ton. The com- 
plainant contended that it should have the benefit of a rate of 
19 cents assessed on ores worth more than $12 per ton but not 
more than $100, on the ground that the other item was a limita- 
tion on recovery forbidden by the second Cummins amendment. 
The Commission held that it was not a limitation on recovery; 
that the item could have no such effect and, therefore, that it 
was not in violation of the second Cummins amendment, for- 
bidding limitations on liability. It held that the company would 
have been liable for the full amount had a ton or two of the 
ore gone astray. 

As to the reasonableness of the 25 cent component from 
Climax to Denver, the Commission was not persuaded by the 
complainant that 36.5 mills per ton mile over a narrow gauge 
road, for a distance of 137 miles, was unreasonable, even if the 
component from Denver to New York figured out only 6.9 mills. 


RATES ON GROUND SULPHUR 


In a report on No. 11492, Davis Manufacturing Co., Inc., vs. 
Morgan’s Louisiana and Texas Railroad and Steamship Co., Di- 
rector-General, et al., opinion No. 6807, 61 I. C. C. 345-7, with 
Commissioner Hall dissenting, the Commission held that a rate 
of 40.5 cents on ground sulphur from Sulphur Mines, La., to 
Knoxville via Memphis was not unjustly discriminatory or un- 
duly prejudicial, but that it was unduly prejudicial in compari- 
son with a rate of 31.5 cents to Nashville and one of 30.5 cents 
to Chattanooga via the shorter line through New Orleans. The 
Commission did not order a removal of the undue prejudice but 
expressed the expectation that, as a part of the readjustment 
now being made in rates in the south, the undue prejudice would 
be removed within 90 days. 

Commissioner Hall, dissenting in part, agreed that the rate 
via Memphis was not unlawful. He dissented from the finding 
that the rates via New Orleans were unduly prejudicial because 
that issue was not presented, he said, and he could see no reason 
for opening the door for an increase over the New Orleans route 
to Nashville and Chattanooga. The rate to Knoxville is made 
by the Kansas City Southern, which, as a part of its policy, has 
declined to meet the lower rates to Nashville and Chattanooga 
via the shorter routes through New Orleans. 


RATES ON WOOD ALCOHOL 


The Commission has dismissed No. 11445, Berry Bros., Inc., 
vs. Chicago & Northwestern et al., opinion No. 6822, 61 I. C. C. 
405-7, holding that the rates applicable on wood alcohol in tank 
ears from Ashland, Wis., to Detroit, in December, 1917, and 
January, 1918, were not unreasonable. Charges were collected 
at the rate of 24.7 cents. Subsequently the carriers claimed that 
the applicable rate was 43.5 cents and collected the difference 
on one carload weighing 56,000 pounds. The defendants admitted 
that that was an overcharge and that the proper rate to have 
applied was a combination of 38.4 cents. The complainant’s main 
contention was that a joint commodity rate of 24.7 cents was 
applicable, as the item carrying the rate via Mackinaw City con- 
tained no reference to any exception which would eliminate its 
application in connection with the Northwestern. The Commis- 
sion said that the item carrying the general exception of the 
Northwestern did not require a reference thereto to make it 
applicable throughout the tariff. The Northwestern maintained 
two routes from Ashland to Detroit over which the rate of 24.7 
cents was maintained. The complainant routed the traffic over 
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a more expensive route and the Commission. said, as many times 
before, that the existence of a lower rate over other routes does 
not of itself warrant a condemnation of the rate charged. 


RATES ON SOFT COAL 


An order of dismissal has been made in No. 11559, Harlan 
County Coal Operators Association et al. vs. Louisville & Nash- 
ville, et al., opinion No. 6817, 61 I. C. C. 394-6, the Commission 
holding that a rate of $1.90 per net ton on soft coal from mines 
in groups 1, 3 and 4 on the Louisville & Nashville in Kentucky 
to Toledo for trans-shipment by lake on and after May 6, 1920, 
and as increased pursuant to Ex Parte No. 74, was not unreason- 
able. Commissioner McChord, who wrote the opinion, said that 
at the opening of argument counsel for the L. & N. announced 
that in view of the increased development of coal on its line 
and the existing rate situation, the appropriate lake cargo rate 
would be restored and this concession satisfied the demand of 
the complainants. Thereafter, effective March 15, 1921, the 
promised lake cargo rate was established. That left for con- 
sideration only the question of reparation on shipments that 
moved during the short time when the L. & N. had no cargo 
rate in effect to Toledo. The case arose because after the end 
of federal control the L. & N. canceled out the lake cargo coal 
rate to Toledo, leaving in effect only the local rate. After the 
Commission had allowed increases in Ex Parte 74, the L. & N. 
decided that it could afford to have a trans-shipment rate to 
Toledo. That satisfied complainants. The Commission said that 
reparation should not be made because the earnings shown by the 
L. & N. would not warrant a holding that the higher Toledo 
proper rate was unreasonable. 


COAL TO SPRINGFIELD, MO. 


Applying the principles laid down in both the Gosline and 
Parlin & Orendorf cases, the Commission has held, in a report 
on No. 11075, Austin Abbott et al. vs. Baltimore & Ohio, Direc- 
tor-General, et al., opinion No. 6800, 61 I. C. C. 296-301, that rates 
on soft coal from Benton, Bellville, Duquoin and Murphysboro 
and other points in southern Illinois to Springfield, via the St. 
Louis-San Francisco and its connection, were unreasorable to 
the extent that the rates exceeded those which would have re- 
sulted from an application of General Order No. 28 to but one 
of the factors in the combination rates. Rates via the Missouri 
Pacific were held not unreasonable. Reparation is to be made 
on such shipments on which the complainants paid and bore 
the charges. Inasmuch as part of the time the Fuel Adminisira- 
tion required prices to be stated F. O. B. mines, plus specified 
profit per ton, on some of the shipments the consignors did not 
bear the transportation cost. 

As to rates from Quinnmont, W. Va., and Lilly, Pa., to 
Springfield, the Commission said they had not been shown to 
be unreasonable. It directed the refund of overcharges. 


DAIRY PRODUCTS, DULUTH TO EAST 


The Commission has dismissed No. 11340, Bridgeman-Russell 
et al. vs. Great Lakes Transit Corporation et al., opinion No. 
6796, 61 I. C. C., 260-269, holding that the aggregate charges on 
butter, other dairy products, dressed poultry, and eggs, moving 
lake-and-rail from Duluth to eastern destinations, comprising 
the joint third class rates and the separately established charge 
of 8 cents per 100 pounds for refrigeration during the lake move- 
ment, Duluth to Buffalo, are not unjust or unreasonable. 

Commissioner Daniels, who reviewed the history of the 
fight of the shippers to force the lake boats to carry perishables, 
which they won when the Commission commanded the boats 
to do so, said that because the time from Duluth to Buffalo by 
water was three and a half days, while the all-rail time was 
seven days at least, the service to the shipper by water was un- 
doubtedly more valuable. Yet the aggregate of the third class 
rail-and-water rate and the refrigeration charge was much less. 
The all-rail third class is $1.25 and the refrigeration charge is 
11 cents. By water and rail the charge is 75 cents and the 
refrigeration charge is 8 cents. The rail lines east of Buffalo 
receive the same division whether the traffic comes to them all- 
rail or rail-and-water or all-water. 

The complainants contended that the rail-and-water third 
class rate was high enough to compensate the transit corpora- 
tion for the service rendered. They also contended that there 
was no reason for a higher eastbound than westbound rate be 
cause the bulk of the movement by water was eastbound while 
by rail the reverse was true. Mr. Daniels pointed out, however, 
that the transit corporation had shown that the bulk of the 
movement by water on class rates was westbound. 


RATE ON COAL TAR 


On the theory that all railroads under federal control were 
parts of a single system, the Commission has held unreasonable 
the rate on coal tar from South Bethlehem, Pa., to Gray’s Ferry 
in Philadelphia to the extent that it exceeded 8 cents per 100 
pounds, and ordered reparation to that basis. The decision was 
made in No. 11544, Barrett Co. vs. Philadelphia & Reading ¢ 
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al., opinion No. 6820, 61 I. C. C. 401-2. A rate of 15 cents was 
charged on 53 carloads of coal tar shipped in August, Septem- 
per and October, 1918. The shipments routed Pennsylvania de- 
livery, moved over Philadelphia & Reading and Pennsylvania. 
The applicable rate of 15 cents or 6th class was applied. Prior 
and subsequent to the period covered by the complaint coal tar 
moved from South Bethlehem to Gray’s Ferry over the Read- 
jing and the Baltimore & Ohio at a rate of 8 cents. When the 
shipments were made, the Reading had an embargo against all 
B. & O. delivery except foodstuffs and perishable freight. The 
complainant specified Pennsylvania delivery because he could 
not obtain permits for B. & O. delivery. The Director-General 
claimed there was an open route over which the 8 cent rate 
applied, but the Commission said that inasmuch as all roads 
were under federal control 8 cents would have been the reason- 
able rate to apply. 


LUMBER ARTICLES FROM PACIFIC COAST 


In a report on I, and S. No. 1288, Re-grouping and Descrip- 
tion of Lumber Articles from Pacific Coast Points, opinion No. 
6818, 61 I. C. C. 397-8, the Commission held that the proposed 
increased rates on cedar fence posts from points in Oregon to 
destinations in California had not been justified. The sus- 
pened schedules are to be canceled on or before June 24. 


RATES ON CANTALOUPES 


A finding of unreasonableness and an award of reparation 
have been made in No. 11551, Gateway Produce Co., Inc., vs. 
American Railway Express Co., and Director-General, opinion 
No. 6808, 61 I. C. C. 347-9, as to the rate imposed on two egar- 
loads of cantaloupes, shipped July 30, 1918, by express from 
Horatio, Ark., to New Orleans. A rate of $2.065 and an icing 
charge of $50 per car were applied. There was no published 
refrigeration charge in the tariffs. The Commission held the 
$2.065 rate unreasonable because and to the extent it exceeded 
$1.47 and the refrigeration charge unreasonable to the extent 
it exceeded $33. 


RATES ON AUTOMOBILE PARTS 


The Commission, in No. 11322, Earl C. Anthony, Inc., vs. 
Michigan Central, Director-General, et al., opinion No. 6812, 61 
I. C. C. 366-8, has held unjustly discriminatory and unduly preju- 
dicial, but not unreasonable, rates applied on mixed carloads, 
freight and passenger automobile chassis parts from Detroit to 
San Francisco. The only question was as to whether the rates 
on passenger automobile chassis parts should be higher than 
those on freight automobile chassis parts. The Commission said 
they are like traffic and the only difference was the use to which 
they were put, which, of course, was not a basis for making 
rates. The carriers, by July 21, are to apply on the mixed car- 
loads containing passenger automobile chassis parts, rates no 
higher than on freight automobile chassis parts. Reparation 
was denied. 


W. B. & A. PASSENGER FARES 


The Commission, in an opinion written by Commissioner 
Daniels, has dismissed No. 11745, W. B. A. Commuters’ Club vs. 
Washington, Baltimore & Annapolis, opinion No. 6801, 61 I. C. 


C. 302-6, holding that the one-way, round-trip and commutation , 


fares between stations on the defendant’s line in Maryland and 
Washington, D. C., were and are not unreasonable or otherwise 
unlawful. 


CHARGES FOR LOADING LOGS 


The Commission has found that charges of $100 per day 
of eight hours, and $12.50 per hour, for time in addition to the 
eight-hour day, are not unreasonable for the services performed 
by the Missouri Pacific in providing engine, crew and cars for 
loading logs, by means of a special log-loading apparatus em- 
ployed in and around Tallulah, La. It has therefore dismissed 
No. 11676, National Box Co. vs. Missouri Pacific, opinion No. 
6790, 61 I. C. C. 211-18. The attack was against a rate of $135 
per day and $17 per hour for time in addition to eight hours. 
The Missouri Pacific increased the charges of $100 per day and 
$12.50 to $1385 and $17 per hour last November on the assump- 
tion that the increases were allowed in Ex Pate No, 74. At the 
hearing the Missouri Pacific agreed to abandon its increases as 
being not warranted by the Commission’s decision and restore 
the old rates of $100 per day and $12.50 per hour. 


RATES ON GRAIN AND FLOUR 


_ The Minneapolis & St. Louis having made no attempt to 
Justify its proposal to cancel joint rates on grain and flour from 
Omaha and other Missouri River points in that vicinity, to 
Minneapolis, Duluth and Superior, the Commission, in I and S. 
No. 1295, grain and flour from Missouri River points to Duluth 
and other points, opinion No. 6802, 61 I. C. C. 307, has held its 
Proposal not justified and ordered the cancellation of the sus- 
Pended tariffs. Its only excuse for the effort was that it was 
ho longer in argreement with its connections about divisions, 


THE TRAFFIC WORLD 911 


The Commission suggested that if it was not satisfied there is 
a way provided by law for settling such disagreements. 


REFUND OF OVERCHARGES 


In a report on further hearing in No. 10549, Ayres, Bridges 
& Co. vs. Erie, Director-General, et al., opinion No. 6804, 61 I. C. 
C. 339-40, the Commission has held that refund of the over- 
charges found to be due on camel’s hair from Vancouver, B. C., 
to New York, should be paid to Elias Trilling & Son of Mos- 
cow, Russia, interveners in the further hearing. They reim- 
bursed the complainants so the complainants have no interest 
in the proceedings. The Commission’s order authorizes and 
directs Director-General Davis to pay over to the interveners 
$3,951.23 with interest from April 11, 1918. 


RATES TO AND FROM NASHVILLE, ETC. 

The Commission has issued, in printed form, its decision in 
I. and S. No. 1261, Rates to and From Nashville and Related 
Points, opinion No. 6803, 61 I. C. C. 308-37. (See Traffic World, 
April 16). It was originally put out in mimeographed form, 
without opinion or page numbers, on account of the short time 
left to the.Commission in which it could issue its order requir- 
ing the carriers, on statutory notice, to cancel the suspended 
schedules by May 15, and get on the files rates in accordance 
with the Commission’s decision in time to become operative on 
June 30, on not less than fifteen days’ notice. 


RATE ON LIQUID ASPHALT 


An award of reparation has been made in No. 11171, H. W. 
Johns-Manville Co. vs. Louisiana Southern et al., opinion No. 6824. 
61 I. C. C. 420-3, on a holding that the rate on liquid asphalt in 
tank cars, from Mereaux, La., to Milwaukee, from June 25, 1918, 
to June 7, 1919, was unreasonable to the extent that it exceeded 
29 cents. The Commission held that the rate was not unreason- 
able after June 8, 1919. 





RATES ON SALT CAKE 

A finding of unreasonableness and an award of reparation 
has been made in No. 11330, Minnesota & Ontario Paper Co. 
vs. B. & O. et al., opinion No. 6821, 61 I. C. C. 403-5. The com- 
plaint was that the rates on salt cake from Newell, Pa., and 
Hegewisch, and West Hammond, IIll., to International Falls, 
Minn., between July 1, 1917, and May 3, 1918, were unreasonable 
to the extent that they exceeded subsequently established rates. 
The Commission held that the rates were unreasonable to the 
extent that they exceeded 25 cents from Hegewisch and West 
Hammond and 40 cents from Newell to International Falls and 
that reparation should be made down to that basis. 


RATES ON NITRATE OF SODA 


An order of reparation has been made in No. 11433, Monsanto 
Chemical Works vs. Pennsylvania et al., opinion No. 6819, 61 I. 
C. C. 399-400, on a holding that rates on imported nitrate of soda 
from New York and Baltimore to E. St. Louis in August and 
September, 1918, were unreasonable to the extent that they ex- 
ceeded 35.5 cents from Baltimore and 38.5 cents from New York. 
The order directs the Director-General to pay reparation amount- 
ing to $1,323. The report also embraces No. 11433, Sub. No. 1, 
Same vs. N. Y. C. et al. 


ASKS CONSOLIDATION OF RAILROADS 


The Trafic World Washington Bureau 


F. B. Whitney of Waukegan, Ill., who designates himself as 
“a registered stockholder in several of the great American rail- 
road corporations operating railways in the United States,” filed 
a petition with the Commission, April 25, asking that the Com- 
mission consider the consolidation of the railroads “through a 
limited number of transcontinental systems, preferably trunk, 
with roads running northerly and southerly as laterals.” 

“It is believed,” he states in the petition, “that general pub- 
lic interest justifies the specific direction of your attention, espe- 
cially to the effect of railroad consolidations on the country’s 
foreign trade and on the American standard of living so far as 
it is influenced by our foreign trade and railroad transportation 
incident thereto. This petition is restricted to the foreign trade 
aspects of railroad consolidations.” 

Mr. Whitney offers for the consideration of the Commission 
of the creation of the following “five great transcontinental rail- 
road systems:” 
A. “MIDLAND & SOUTHWESTERN” TRANSCONTINENTAL 
TRUNK R. R. SYSTEM. 

Miles, Say, 43,104. 
1. Delaware, Lackawanna & 10. Detroit & Mackinac. 


Western. 11. Elgin, Joliet & Eastern. 

2. New York, Chicago & St. 12. Chicago, Burlington & Quincy. 
Louis. 13. Northern Pacific. 

3. Lehigh Valley. 14. Spokane, Portland & Seattle. 

4. Bessemer & Lake Erie. 15. Missouri Pacific. 

5. Lehigh & New England. 16. International & Great Northern. 

6. Lehigh & Hudson River. 17. Denver & Rio Grande. 

7. Lake Erie & Western 18. Western Pacific. 

8. Wabash. 19. Colorado & Southern. 

9. Pere Marquette, 20. Colorado Midland, 
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B. “NORTHERN & SOUTHERN” TRANSCONTINENTAL TRUNK 
R. R. SYSTEM. 
Miles, Say. 67,211. 


1. New York Central System. 11. Western of Alabama. 
2. Boston & Maine. 12. Central of Georgia. 
3. Maine Central. 13. Illinois Central System. 
14. Bangor & Aroostook. 14. Chicago & Northwestern. : 
5. Ulster & Delaware. 15. Chicago, St. Paul, Minneapolis 
6. Monogahela. & Omaha. 
7. Western Maryland. 16. Great Northern. 
8. Seaboard Air Line System. 17. Union Pacific. 
9. Atlanta, Birmingham & At- 18. Central Pacific. 
lantic. 19. St. Joseph & Grand Island. 


10. Atlanta & West Point. 20. Los Angeles & Salt Lake. 
C. “NEW HAVEN, PENN., ST. PAUL & ROCK ISLAND” CON- 
SOLIDATED TRANSCONTINENTAL R. R. SYSTEM. 
Miles, Say, 38,654. 

1. New York, New Haven & 5. Chicago, 

Hartford System. Paul. 
2. Ontario & Western. 6. Chicago, Rock Island System. 
3. Pennsylvania System, in- 7. El Paso & Southwestern Sys- 


Milwaukee & St. 


cluding tem. 
1. Pittsburgh, Cincinnati & St. 8. Trinity & Brazos Valley. 
Louis. 


D “CENTRAL & SOUTHERN” TRANSCONTINENTAL R. R. 
TRUNK SYSTEM. 
Miles, Say, 46,728. 
1. Philadelphia & Reading, in- 14. Washington Southern. 
cluding 15. Southern System. 
16. Alabama-Vicksburg. 
17 


2. Port Reading, and 
3. Atlantic City, and . Vicksburg, Shreveport & Pa- 
4. Central of New Jersey. cific. 
5. Baltimore & Ohio System. 18. Carolina & Clinchfield & Ohio. 
6. Chesapeake & Ohio, includ- 19. New Orleans Great Northern. 
ing, 20. Gulf & Ship Island. 
7. Hocking Valley. 21. Ann Arbor. 
&. Buffalo. Rochester & Pitts- 22. Florida East Coast. 
burgh. 23. Atchison, Topeka & Santa Fe 
9. Buffalo & Susquehanna. System. 
10. Wheeling & Lake Erie. 24. St. Louis & San Francisco, in- 
11. Cincinnati, Indianapolis & cluding (Frisco System). 
Western. 25. Chicago & Eastern Illinois. 
12. Toledo & Ironton. 26. St. Louis Southwestern (Cotton 
13. Richmond, Fredericksburg Belt Route). 
& Potomac, in part. 28. Midland Valley. 


Kk. “SOUTHERN & NORTHEASTERN” TRANSCONTINENTAL 
TRUNK R. R. SYSTEM. 


Miles, Say, 36,467. 


1. Erie System. 9. San Antonio & Aransas Pass. 
2. Pittsburgh, Shawmut & 10. Missouri, Oklahoma & Gulf. 
Northern. 11. Louisiana & Arkansas. 

3. Chicago & Alton. 12. Southern Pacific System. 


4. Chicago, Terre Haute & 13. Louisville & Nashville System. 


Southeastern. 14. Tennessee Central. 
5. Missouri, Kansas & Texas. 15. Nashville, Chattanooga & St. 
6. Kansas City, Mexico & Louis. 

Orient. 16. Atlantic Coast Line System. 
. Missouri & North Arkansas. 17. Norfolk Southern. 


eee | 


. Kansas City Southern. 


“It is believed that the suggested transcontinental railroad 
consolidations, A, B, C, D, E, above, adopt as far as it is possible, 
existing routes and channels of trade and commerce for domes- 
tic uses and for foreign trade uses the five great groups offer 
superior means of transportation involved in foreign trade, the 
grouping being made especially to provide a few strong self- 
sustaining competitive systems covering the country as a whole 
in contradistinction to regional or sectional grouping,’ Mr. 
Whitney says. 

“Competition is interpreted in a national rather than a sec- 
tional or regional sense because our foreign trade is a national 
problem. It is suggested that the five great groups, A, B, C, D, 
E, above, offer real competition, especially in service between 
potentially very strong systems that would compete in about 
every large section of the country and in the leading centers 
of manufacturing and distribution of the East, Middle West, 
South and West. It is believed that the groups A, B, C, D, E, 
above, meet, as far as it is possible to judge now, the require- 
ments of section 407 (4) (transportation act) in regard to the 
cost of transportation between competitive systems covering the 
entire country. So far as uniform rates are involved, it is sug- 
gested in relation to foreign trade transportation that it would 
be difficult to arrange a superior national plan, and that any 
combination of rates through regional or sectional consolidations 
could not offer adantages equal to those of a few great trans- 
continental systems’ rates, which ought to produce just returns 
upon the value of the railway properties involved, whenever 
the wages and working agreements are adjusted to a rational 
post-war basis.” 

Mr. Whitney says that “local or premature opinions favor- 
able to regional or sectional consolidations should not exclude 
consideration of or strong reservations regarding great national 
transcontinental consolidations which may speak clearly for 
themselves whenever public opinion centers itself upon our ex- 
port trade as an essential means of relief from industrial de- 
pressions or as a means of maintaining the American standard 
of living through the exportation of manufactures and staples 
in competition with other countries. 

“The Commission can take judicial notice of the fact that 
our export trade is decreasing substantially, and that unem- 
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ployment is becoming a matter of serious current discussion 
locally and nationally,” he adds. 

“If such movements are not checked and minimized, it js 
apparent that rather serious social and economic problems may 
confront our country; therefore your petitioner is moved to 
urge upon the Commission the maximum use of our railroad 
resources to maintain the American standard of living, which 
your petitioner believes is now in jeopardy, partly because our 
railroad resources have not been used to the maximum possible.” 

Mr. Whitney states that he served as chairman of the com. 
mittee on commercial treaties and trade agreements of the 
American Manufacturers’ Export Association in 1918 and that 
he also has been a member of the transportation committee of 
that organization. 

He believes his plan of consolidations offers solution for 
congested port conditions. 

“So far as foreign trade is concerned,’ he says, “some 
regional or district consolidations may stabilize a few ‘ocean- 
terminal roads,’ but they cannot offer a maximum of relief or 
opportunity to the greater number of inland roads which appar- 
ently can get better foreign trade facilities if made an integral 
part of great ocean to ocean and Great Lakes to Gulf trunk 
systems. 

“It is true that regional consolidations of roads adjacent to 
the oceans can exchange business with like inland regional con- 
solidations; however, at the exchange points and at the gate- 
ways, the multitude of handicaps would continue in an intensi- 
fied form. 

“It is suggested that the preferable scientific method, so far 
as foreign trade is involved, is to provide great transcontinental 
main lines of traffic and, so far as it is possible, incorporate 
therein, as laterals, the roads running northerly and southerly, 
especially from Great Lakes to Gulf. Then route freight on 
an all-inclusive system, overland, and-to ports, via the shortest 
lines of the system, which through consolidations can secure 
the maximum financial stability and the greatest number of 
chances to marshal shipments to preferable and least congested 
ocean-rail terminals in numerous sections of the country.” 


PAYMENTS TO RAILROADS 


The Commission has issued partial payment certificates to 
the Toledo, Peoria & Western for $175,000 and the Buffalo & 
Susquehanna for $100,000. 

Additional partial payments. to railroads announced by the 
Treasury follow: New York, Philadelphia & Norfolk, $300,- 
000; Carolina & Radkin River Railway, $16,500, and Louisville 
& Wadley Railroad Company, $6,500. ; 

The Treasury Department has paid $175,000 to the receiver 
of the Toledo, Peoria & Western, and $100,000 to the Buffalo & 
Susquehanna Railroad Corporation, under partial payment cer- 
tificates issued by the Commission. A loan of $7,250 was made 
to the Flemingsburg & Northern Railroad Company. 

‘A certificate for a partial payment of $500,000 was issued to 
the Delaware & Hudson by the Commission. 

The Commission has certified to the receivers of the Ten- 
nessee Central Railroad Company a partial payment under the 
guaranty of $80,000. A certificate for $10,000 was issued to the 
Electric Short Line Railway Company for reimbursement of its 
deficit incurred during federal control. A similar certificate for 
$55,583.02 was issued to the receiver of the Tennessee, Alabama 
& Georgia Railroad Company. 

The Treasury Department announced payment April 27 of 
$650,000 to the Michigan Central under a partial payment cer- 
tificate, and of $400,000 to the Wheeling & Lake Erie under 4 
loan certificate issued by the Commission. Partial payments 
on that date totaled $124,542,990. 

The Commission has issued partial payment certificates to 
the Georgia, Southern & Florida for $130,000 and to the Chicago, 
Indianapolis & Louisville for $125,000. 

The Commission has issued a partial payment certificate for 
$400,000 to the Western Maryland. 





TEXAS MIDLAND CONSTRUCTION AUTHORIZED 


The construction of 14 miles of railroad between Commerce 
and Greenville, Tex., by the Texas Midland Railroad Company 
has been authorized by the Commission. The line will cost ap- 
proximately $487,778 and will be financed by the issuance of 
bonds. The line will connect the Texas Midland’s two lines of 
railroad now owned and operated by it between Paris and 
Commerce and between Greenville and Ennis, respectively, 12 
Texas. The Texas Midland uses the main line of the St. Louls- 
Southwestern Railway of Texas between Commerce and Greet 
ville under a trackage agreement made in 1906. The St. Louls- 
Southwestern has served notice of its intention to cancel the 
contract which the. Texas Midland now regards as disadvan 
tageous to it, and the application was based on the necessity 
for providing a separate track between Commerce and — 
ville. The Commission said it could not assume that continue 
operation over the Cotton Belt’s line, on any terms that woul 
be fair to both parties, was possible, and that if the Texas Mid- 
land was to maintain its through route, it would have to com 
struct the proposed line, 
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Tentative Reports of the Commission | 
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RATE ON FEEDER CATTLE 


Dismissal of the complaint in No. 12079, H. P. Jones vs. 
Director-General, as agent, and Southern Pacific, is recommended 
py Examiner Richard T. Eddy on a proposed finding that a rate 
of $118 per car, charged on 37 carloads of feeder cattle from Lone 
Pine, Calif., to Brawley and Calipatria, Calif., shipped on April 
95, 1918, was not unreasonable. The complainant sought rep- 
aration down to the basis of a rate of $99, made effective May 
6, 1918. The $99 rate on June 25, 1918, was increased to $114. 
The Southern Pacific stated that the $99 rate was made in a 
spirit of co-operation to save the lives of the animals moved 
thereunder, and without involving an admission that the prior 
rate was unreasonable. 


RATE ON CANNED KRAUT 


A combination rate of 52 cents on one carload of canned 
kraut from Phelps, N. Y., to Pikeville, Ky., shipped over the 
N. Y¥. C., C. C. C. & St. L. and C. & O., was not unreasonable, 
but reparation should be awarded down to the basis of 44 cents 
because of misrouting, it is recommended that the Commission 
hold in a tentative report by Examiner Myron Witters on No. 
11989, Kentucky Wholesale Co., Inc., vs. Director-General, as 
agent. The complainant sough reparation down to the basis of 
a rate of 35 cents which was in effect over the Lehigh Valley 
at the time the shipment moved. The 44-cent rate applied over 
the New York Central and the Lehigh Valley and the defendant 
stated he was willing to pay reparation on that basis. The com- 
plainant contended that the shipment should have been turned 
over to the Lehigh Valley or that the agent of the New York 
Central should have notified the shipper that a lower rate ap- 
plied over the Lehigh Valley. The examiner pointed out that 
the Commission has held in numerous cases that the shipper 
as well as the carrier’s agent is charged with a knowledge of 
the published rates. There is no physical connection between 
the New York Central and the Lehigh Valley at Phelps. The 
44-cent rate was a combination on Geneva, N. Y., a junction 
point of the New York Central and the Lehigh. 


LIVE STOCK LOADING CHARGES 


In a tentative report on No. 11966, Omaha Packing Co. et al. 
vs. Atchison, Topeka & Santa Fe et al., Examiner Paul O. Car- 
ter proposes that the Commission shall lay down as a rule that rail- 
roads are under obligation to make allowances for the cost of load- 
ing or unloading ordinary live stock at the pens of the complainants 
just the same as they make allowances for the service of loading 
or unloading at public stockyards. It is his idea that the Com- 
mission should hold that the refusal of the Santa Fe and other de- 
fendants to unload ordinary live stock into the stock pens at 
the packing houses owned by the complainants at various points 
throughout the country, or to make allowance for the cost there- 
of, while performing such service or making allowance for the 
cost thereof when such ordinary live stock is destined to public 
stockyards, constitutes undue prejudice against the complain- 
ants, which are packers maintaining pens for the loading and 
unloading of live stock which are not public yards. 

Another recommendation made by Carter is that the Com- 
mission holds that the assessment by the defendants of a charge, 
in addition to the line-haul rates, for unloading and reloading 
ordinary live stock in transit, when destined to the packing es- 
tablishments of the complainants and the interveners, while 
unloading and reloading such stock in transit when destined to 
or forwarded from public stock yards without charge in addi- 
tion to the line-haul rate, is also unduly prejudicial. except 
when such unloading and reloading in transit is performed at 
the request of the shipper, consignee or owner or to try an in- 
termediate market, or to comply with quarantine regulations. 

Adoption of this report by the Commissicn would place every 
packer who maintains pens for loading or unloading live stock 
on a footing of equality with packers who have organized and 
maintained public stock yards such as those in Chicago, St. 
Louis, Kansas City, Fort Worth, Omaha and many other points. 

This proposed holding is based on paragraph 5 of section 15 
of the interstate commerce act, which makes it the duty of the 
carrier as part of the transportation service to load or unload 
ordinary live stock without any addition to the line-haul charges. 
Recently the Commission has authorized the railroads to increase 
the allowances to the public stockyards for the services which 
the latter render for the railroads because of the recently im- 
oo duty placed on the railroads by the amended fifteenth 
section. 

The railroads contended that a limitation in paragraph 5 
of section 15 precluded the Commission from giving relief to 
the complainants as demanded, The limitation was “nothing in 
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this paragraph shall be construed to affect the duties and lia- 
bilities of the carriers now existing by virtue of law respecting 
the transportation of other than ordinary live stock, or the duty 
of performing service as to shipments other than those to or 
from public stockyards.” The railroads maintained that the 
word “now” was applicable to the sentence. Accordingly, they 
argued, as such service as unloading at private yards had never 
been performed or the expense thereof never allowed by the car- 
riers, and as unloading and reloading in transit, if performed 
by the carriers, had always been charged for prior to March 1, 
1920, that the Commission was precluded by the quoted language 
from granting the relief asked. 

Carter said that with that contention the Commission should 
not agree. He said it would, in effect, amount to an authoriza- 
tion by Congress of a discrimination, assuming that discrimina- 
tion has been proved, with no power to the Commission to re- 
move such discrimination. He held that the proper construction of 
the limited language was that the word “now” should be read 
with and in reference only to the first clause of the sentence 
relating to the transportation of other than ordinary live stock. 

Carter said that the discrimination should be removed by 
either requiring the carriers to unload at the packing establish- 
ments without charge in addition to the line-haul rates or to 
make allowance to the packers for the cost of such service if 
performed by them. 


4TH SECTION DEPARTURES ON WOOL 


In a tentative report on No. 11424, Boston Wool Trade As- 
sociation vs. Abilene & Southern et al., and portions of fourth 
section applications Nos. 345 and 349, Examiner Richard T. Eddy 
has recommended classification ratings carloads and less car- 
loads on wool, mohair, camel’s wool and hair, and angora hair 
and alpaca in Official, Southern and Western classification terri- 
tories. He has recommended a finding that the rates on wool 
in the grease, carloads, from: Duluth to Boston, via lake and rail, 
have not been shown to be unreasonable. A similar recommenda- 
tion has been made as to rates on wool and mohair from Texas 
points to Boston, all rail and water and rail. He discussed what 
the complainants contended were ambiguities in tariffs and 
recommended that applications for fourth section relief be de- 
nied. He also recommended that the prayer of complainants for 
transit at Boston on wool and mohair originating at points west 
o fthe Hudson be denied. 

The recommendation of the examiner, if adopted, will require 
the carriers to remove all fourth section departures from the 
rates on wood from the intermountain country. They are, and 
for a long time have been, the only rates in trans-continentai 
tariffs that have been made without strict regard to the long 
and short haul part of the fourth section. The Boston complain- 
ants contended that they were unduly discriminated against by 
reason of transit at Chicago and St. Louis. Eddy said that the 
testimony of the complainants showed that the elimination of 
transit at Chicago and St. Louis would not satisfy them; that 
what they really desired was transit at Boston and not elimina- 
tion at either Chicago or St. Louis. He said their contentions 
for transit on wool at Boston, on traffic originating west of the 
Hudson was without merit and should be denied. 

Ratings on wool recommended by Eddy are as follows: Wool, 
N. O. I. B. N., in the grease, in bags or bales, not machine pressed, 
L. C. L., 1; machine pressed bales, L. C. L.. 2; in packages 
named, C. L., min. wt. 16,000 pounds, subject to Rule 34, 3; in 
packages named, C. L., min. wt. 24,000 pounds, subject to Rule 
34, 4 (in official classification territory, Rule 26). 

In bags or bales, not machine pressed, L. C. L., 114; in ma- 
chine pressed bales, L. C. L., 14%; in packages named, C. L., 
min. wt. 10,000 lbs., subject to Rule 34, 2. 

Wool noils (wool combings) in bags or bales, not machine 
pressed, L. C. L., 1144; in machine pressed bales, L. C. L., 1; in 
packages named, C. L. min. wt. 10,000 lbs., subject to Rule 34, 2. 

Wool tops, in bags or bales, not machine pressed, L. C. L., 
1%; in machine pressed bales, L. C. L., 1144; in packages named, 
C. L., min. wt. 16,000 Ibs., subject to Rule 34, 2. 

Wool waste, classification ratings as suggested in the report, 
Eddy said, should be provided on wool waste mohair and angora 
goat hair, camel’s hair and alpaca. 


REFRIGERATOR CARS FOR STRAW- 
BERRIES 


Adoption by the Commission of the tentative report made 
by Examiner Howard Hosmer on No. 11995, Charles C. Oyler 
& Son et al., dealers in fruits at Cincinnati and growers of 
strawberries in Alabama, Kentucky and Tennessee, against the 
American Railway Express Company, will lay a heavy burden 
on the defendants. In his report Hosmer recommended a find- 
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ing that the failure of the express company to provide express 
refrigerator cars for the shipment of strawberries, in carloads, 
from designated points in the three states mentioned to des- 
tinations in Central Freight and Eastern Trunk Line territories, 
while furnishing such cars for shippers in Louisiana, Mississippi 
and some parts of Kentucky and Tennessee, works undue preju- 
dice against the complainants and an undue preference for 
shippers in Louisiana and Mississippi and the parts of Ken- 
tucky and Tennessee from which refrigerator express service 
for carload shipments is maintained. 

The complaint grows out of the fact that the express com- 
pany, because the Illinois Central pursues the policy of provid- 
ing express refrigerator cars for shippers in Louisiana and 
Mississippi and from some points in Kentucky and Tennessee, 
while the Southern and the Louisville & Nashville, serving the 
points which are complaining, do not. They do not undertake 
to encourage the growing of strawberries along their rails by 
furnishing refrigerator cars for the American Railway Express 
or any other express company. 

In defending itself the express company pointed out that it 
operates the cars provided by the Illinois Central and some of 
its own equipment, but is unable, in a financial sense, to provide 
such equipment for all shippers along its lines. It pointed out 
that in its tariffs it set forth the fact that it has not equipment 
enough to provide refrigerator cars for all who may wish to 
ship in carloads, and that it has cautioned its agents, by means 
of tariff publications, not to promise refrigerator cars for that 
kind of traffic. 

Hosmer said that, in view of the fact that the company 
was organized to provide express service throughout the United 
States, and that the law imposes on it the duty of providing 
equipment, it seemed impossible to escape the conclusion that 
the inequality of treatment accorded complainants and their 
competitors is a violation of section 3 of the Interstate Com- 
merce Law. He differentiated this case from that of the Florida 
growers, who asked for refrigerator express service on the 
ground that such service was furnished from Louisiana. In 
that case the Commission could not hold there was undue preju- 
dice because the same carriers did not serve the complainants 
and their competitors. In this case, however, Hosmer said, all 
are served by the American Railway Express Company. 

The Southeastern Express Company is soon to take over 
the express business, on the Southern at least, so that an order 
to remove prejudice by furnishing express refrigerator cars may 
not have anything to work upon in so far as the express service 
on the Southern is concerned. In the event the express com- 
pany should undertake to use some of the refrigerator express 
cars provided by the Illinois Central to carry berries for ship- 
pers on the L. & N., that company would probably try to pre- 
vent the use of its property for such a purpose. 


DEMURRAGE CHARGES ON LUMBER 


ixaminer C. I. Kephart, in a report on No. 11188, Sterling 
Lumber Co. vs. Pennsylvania, Director-General, et al., has recom- 
mended a holding that demurrage charges were illegally assessed 
on two carloads of lumber from Lukens, Fla., to Pittsburgh, and 
that reparation be awarded. The question raised, on re-hearing, 
was whether the consignee had a right to ask for the spotting 
of the cars where it asked them to be placed for the benefit of 
the ultimate consignee. The examiner said that did not seem 
material because cars had been sent to that siding on other 
occasions. The Pennsylvania was unable to show that it had 
mailed any notices of arrival of the cars, so that when the con- 
signee found them demurrage charges amounting to $240 were 
assessed and collected. The consignee, however, was able to 
prove that as soon as it had received inquiry as to what it de- 
sired done with the car, it called attention to an instruction 
mailed before the arrival of the cars to deliver them at the 
designated sidetrack and to the ultimate consignee, and that 
the instructions to make such delivery had not been returned 
with any objection to the order to make delivery on the track 
named, which was at a non-agency station in Pittsburgh. 


RATES ON CRUDE PETROLEUM 


In a proposed report on No. 11705, Nyanza Refining Co. et al. 
vs. A. T. & S. F., Director-General et al., Examiner Myron Wit- 
ters has recommended a finding of unreasonableness, undue 
prejudice, and an award of reparation as to rates on crude 
petroleum from the Burkburnett and Ranger groups in Texas 
and the Shreveport group in Louisiana to Wilson and Healdton. 
Adoption of the report would result in placing Wilson and Heald- 
ton in the group with Ardmore, Addington and. Lawton and a 
return to the complaining companies, Nyanza Refining Company 
and Mark Kirkpatrick. as receiver in bankruptcy for the Termi- 
nal Refining Company, on shipments of Texas crude made since 
April 1, 1919. Its adoption would also give the benefit of the 
Ardmore rates to the Bay State Refining Company, which was 
constructing a refinery at Healdton at the time the complaint 
in this case was filed, because it intervened at the hearing asking 
that whatever adjustment of rates was ordered to Wilson be 














also extended to Healdton, because the two points at that time 
were taking the same rates. 

At the time the complaint was filed Wilson and Healdton 
took 22.5 cents from Burkburnett, and Ardmore, a shorter dig. 
tance, only 15.5 cents; from Ranger, Wilson and Healdton, took 
25 cents, and Ardmore, nine miles nearer Ranger, on an average 
computed from all points in the group via all routes, took 1g 
cents. 

No oil had ever been shipped from Shreveport to either Wi. 
son or Healdton, but the complainants desired to use Shreveport 
oil. They were unable to do so in competition with Ardmore 
because their rate for a 291-mile haul was 28 cents, while Arq. 
more, with a haul of 320 miles, had a rate of 18 cents. 

Examiner Witters detailed the history of the three attempts 
of the Railroad Administration to bring the rates into har. 
monious adjustment, but pointed out that notwithstanding the 
three efforts Wilson and Healdton were still out of line, to the 
extent indicated in his report. The car-mile and ton mile on the 
rates to those points, even when it was assumed that the empty- 
mileage was 100 per cent, were high in comparison with the 
ton-mile and car-mile to the competing points. 

The rates mentioned in the report are those which were jn 
effect prior to the increase on August 26, 1920, when they were 
increased 35 per cent. 


RATE ON IMPORTED POTATO STARCH 


A holding that the rate of $2.19 on imported potato starch, 
involved in No. 11767, Thomas W. Simmons & Co. vs. Director. 
General, as agent, from Seattle to Chicago in 1918 was unrea- 
sonable is proposed in a report made by Examiner Lawrence 
Satterfield. He also recommended a holding that the rate was 
unjustly discriminatory. The rate, Satterfield said, should be 
held to be unjustly discriminatory to the extent that it exceeded 
the rate on potato flour, “a like commodity” within the meaning 
of section 2, although potato flour and potato starch are dis- 
tinguishable commodities. The unreasonableness consisted of 
the rate being in excess of the subsequently established rate of 
$1.25 for domestic shipments. 

Satterfield said that an award of reparation should not be 
made, under his proposed holding of unreasonableness, because, 
under the terms of a letter of credit submitted by the complain- 
ant, it seemed that, while the complainant paid the freight, they 
were passed on to the customer and that therefore the com- 
plainant was not damaged. Satterfield proposed that the case 
be held open to enable the complainant to submit proof of dam- 
age, either by means of certified copies of invoices if the Di- 
rector-General will permit, or at a further hearing. 


RATE ON CRUDE PETROLEUM 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Leo J. Flynn in a tentative 
report on No. 12035, National Refining Co. vs. Louisville & Nash- 
ville, Director-General, et al., attacking a rate of 63 cents on 
crude petroleum from Beattyville, Ky., to Findlay, O., assessed 
on shipments between December 5, 1918, and, January 14, 1919. 
Rates of 43 and 65.5 cents per 100 pounds, without any tariff 
authority, were collected, so some shipments were over and 
some under charged. The proper rate was 63 cents, composed 
of a fifth class rate of 47.5 cents from Beattyville to Cincinnati 
and a commodity rate of 15.5 cents from Cincinnati to Findlay. 
Flynn recommended a finding that the component south of the 
river was unreasonable to the extent that it exceeded 16.5 cents, 
but his reason for recommending 16.5 cents was not made clear. 
It was assumed, however, that he fixed it in relation to rates 
of 14.5 and 17.5 cents, held to be reasonable on crude from 
Bowling Green and Rugby Road, Ky., to Louisville. He recom: 
mended reparation down to the basis of a through rate, com: 
posed of the two factors of 16.5 to the Ohio River and 15.5 
beyond. 


RATES ON FRESH SALTED MEATS 


Examiner C. I. Kephart, in a proposed report on No, 11667, 
Jacob E. Decker & Sons vs. Chicago Great Western et al., has 
recommended a holding that fourth class on fresh salted hog 
meats, in Western Classification territory, be held not unrea 
sonable or unjustly discriminatory. He further recommended 
that the rates on fresh salted hog meats from Mason City t0 
St. Louis, Kansas City, Wichita, Hutchinson, Arkansas City 
and Dallas, Tex., be held unduly prejudicial to the complainant 
and unduly preferential of its competitors at Sioux City, South 
Omaha, Nebraska City, Wichita, Kansas City, St. Joseph, Dal 
las and other Texas points. He recommended a further hold 
ing that the application of the packinghouse products ratings 
to fresh salted hog meats generally be denied; also that repa 
ration be denied. 

The examiner said the record was unenlighiening in regard 
to the effect that competitive conditions along the Missoul!! 
River might have asserted to produce the disparity of rates 
shown to the markets mentioned, or to what degree inequal- 
ities in rate structures might be chargeable therefor. He said 
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there was a situation, in some instances, of undue prejudice 
against Mason City where complainant has its plant, and un- 
que preference to some of the Missouri River cities and 
Wichita. He said that no justification had been presented. He 
said the correct solution seemed to be increases in some in- 
stances and reductions in others. 

The examiner said that Decker & Sons had not shown such 
proof of damage as would sustain an award of reparation. 


RATES ON CRUDE PETROLEUM 


In a tentative report on No. 11462, Liberty Oil Co., Ltd., 
ys. Trinity & Brazos Valley, Director-General, et al., Examiner 
F. E. Early has recommended a holding that the rates on crude 
petroleum, in tank cars, from Iowa Park, Tex., to New Orleans, 
in the period from April 26, 1918, to January 19, 1919, were not 
unreasonable. He recommended further that the Commission 
hold that the complainant had not shown itself to have been 
damaged by any undue prejudice which may have existed. The 
complaint covered the movement of 479 tank carloads of crude 
petroleum. The rates varied from 24.5 to 29 cents and were 
made by combination on Fort Worth and Wichita Falls. The 
Commission was asked to hold reasonable rates of 17.5 cents 


prior to June 25, 1918, and 22 cents thereafter and to award’ 


reparation. 

Approximately two years before complainant’s shipments 
began to move, a rate of 17.5 cents on crude oil, restricted to 
movement over the M. K. & T. of Texas and the L. R. & N., 
was established to New Orleans from Wichita Falls. On April 
16, 1918, a corresponding rate became effective from Burkbur- 
nett, on the M. K. & T. of Texas, 14 miles north of Wichita 
Falls. Effective February 1, 1919, subsequent to the movement 
period, the rate applicable from Wichita Falls and Burkburnett 
which had been increased to 22 cents on June 25, 1918, was 
established from Iowa Park and other stations in the vicinity 
of Wichita Falls via all federal-controlled lines forming through 
routes to New Orleans. During the period of movement the 
lowest rate available to complainant was a combination of 5 
cents via the Fort Worth & Denver City to Wichita Falls and 
17.5 cents beyond. Because of the congestion and terminal dif- 
ficulties via the route taking the lower Wichita Falls combina- 
tion, the complainant inserted instructions in its bill of lading 
to route shipments via the higher rated routes. 

The carriers defended their rates on the ground that those 
to New Orleans, being lower than to North Baton Rouge, could 
not be unreasonable, although in the Atkin Gasoline Co. vs. 
Director-General, 57 I. C. C. 136, the Commission awarded rep- 
aration on a holding of unreasonableness because Electra, Tex., 
was not grouped with Wichita Falls. The examiner said that, 
while the Commission dare recognize the propriety of placing 
Electra, Wichita Falls and other intermediate points on a parity 
with North Baton Rouge, that case strongly supports the rea- 
sonableness of the crude oil rates herein assailed, because the 
crude rates under assault were 11 cents lower in July, 1918, and 
85 cents lower in August than the rates found reasonable in 
the Atkin Gasoline case. Mr. Early, therefore, recommended the 
dismissal of the case. 


DEMURRAGE CHARGES ON LUMBER 


A holding that the Seaboard Air Line caused demurrage 
charges to be illegally assessed on three carloads of rough lum- 
ber shipped from Lovelace, Ga., to Norfolk, Va., has been recom- 
mended by Examiner Myron Witters in a report on No. 12021, 
Excelsior Shook & Lumber Co., Inc., vs. Seaboard Air Line et al. 
The three carloads of lumber were consigned to Norfolk on 
straight bills of lading, Norfolk, Va., with a notation on the bills 
“cheapest for belt delivery.” When the cars arrived at Ports- 
mouth notices of arrival were sent out but the complainant, hav- 
ing no office either at Portsmouth or Norfolk, not one of them 
reached destination. About two weeks after the arrival of the 
cars, the Seaboard finally ascertained the address of complainant 
and asked for instructions. Upon the payment of transporta- 
tion, reconsignment, demurrage and penalty charges, the ship- 
ments were deliverd to the American Box & Lumber Co. The 
demurrage and penalty charges amounted to $349. ‘ 


A joint rate applied to these shipments. The belt line wa 
not a party to the rate, but the Seaboard’s tariffs provided for 
the absorption of the Belt Line’s charges at Portsmouth and 
Norfolk not exceeding $3 per car. The Belt Line’s applicable 
switching charge was $4 per car. The one dollar difference was 
collected by the Seaboard as the agent of the Belt Line. The 
Belt Line’s tariff makes no provision for reconsignment, so the 
Seaboard collected the reconsignment charge. 


At the hearing, the complainant introduced the original car- 
bon copies of letters sent to the Belt Line, the Atlantic Coast 
Line, the Norfolk Southern and Southern Railway, notifying 
them to deliver these cars to the American Box & Lumber Co. 
It was shown that the Southern Railway received the letter, but 
receipt of the other letters was not established. The belt line 
Made no appearance at the hearing and the only evidence to 
overcome the presumption that the letters mailed to it. were re- 
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ceived, was a letter from the belt line stating there was no record 
of receipt of such letters. 

The examiner said that the letters showed that proper notice 
was given to the-belt line. The tariffs of the Seaboard did not 
call for prepayment of any charges. Besides, it was a joint rate 
in which the carriers offered to transport the lumber to the des- 
tination shown in the bill.. Therefore, the examiner recommended 
that the demurrage and penalty charges be held to have been 
unlawfully collected and should be returned to the complainant. 


RATES ON IRON ORE, COAL, ETC. 


Assistant Chief Examiner Ulysses Butler, in a report on No. 
11048, Alabama Company et al. vs. Southern Railway, Director- 
General, et al., has recommended a holding that the rates in 
effect during federal control, from June 25, 1918, on iron ore, coal, 
coke and limestone, from mines and quarries in Alabama to blast 
furnace points like Birmingham, Norih Birmingham, Sheffield, 
Florence, Gadsden, Ironton, Alabama City, Holton, Anniston and 
Shelby, Ala., were not unreasonable or unduly prejudicial, 
although the increases exceeded the 25 per cent which was the 
level of increases ordained by General Order No. 28. Butler said 
percentage was not controlling. 

The complainants attacked the rates established by the di- 
rector-general in lieu of the very low raw material assembling 
rates which had long been in effect from the mines and quarries 
in the mineral district of northern Alabama to the blast furnaces. 
The low assembling rates were established years ago and re- 
mained in effect until the Director-General, in his sweeping 
order, wiped them out and put them cn comparatively high 
levels. It is the opinion of Butler that there was nothing wrong 
with the rates resulting from the application of the terms of the 
Director-General’s order. In nearly all instances the order di- 
rected the application of specific amounts in cents or dollars 
per ton. On the short haul traffic in the northern Alabama dis- 
trict the rule resulted in the imposition of high percentages of 
increase to low level rates. 

According to Butler, the complainants undertook to apply 
to the rates in question the cost studies made in connection with 
rates and divisions to be allowed to the Birmingham Southern, 
32 I. C. C., to show that the rates established by the director- 
general were above the cost of the service plus a reasonable 
profit. Butler called attention to the fact that the average 
weighted haul on the traffic in question was greater than the 
average haul on that road, which is 12.5 miles, that costs had 
greatly increased and that railroad operations in that part of 
the country are exceedingly difficult on account of the topo- 
graphical conditions. He said that the rates under attack were 
as low as rates on brick, cement and other comparable com- 
modities in the south and lower than some of them. 


INDUSTRIAL PLANT SWITCHING 


What looks like an attempt to set down the law and the 
gospel in respect of industrial plant switching, especially at iron 
and steel plants, has been made by Examiner J. Edgar Smith, in 
a tentative report on No. 11097, Gulf States Steel Co. et al. vs. 
Louisville & Nashville et al. The report also covers No. 11097, 
Sub.-No. 1, Republic Iron and Steel Co. vs. L. & N., Director- 
General, et al. 

The two complaints amounted to a general move by all iron 
and steel manufacturers in the South other than the Tennessee 
Coal, Iron and Railroad Company, a part of the United States 
Steel Corporation combination, and the Woodward Iron Com- 
pany, to have the railroads of the South reimburse them for 
the cost incurred in switching cars from the interchange tracks 
to the points of loading and unloading. 

Smith asserts that never in the history of railroading in 
the South has a railroad done any spotting for an industry that 
had its own motive power. Another assertion by him is that 
the rates against which the complaints were made are those 
which have always been in effect, increased by various amounts 
as the levels of rates have been increased from time to time. 

Adoption of his report will close the door against the possi- 
bility of southern iron and steel makers ever obtaining any 
allowance for the work done by their own engines in taking 
cars to and from the points of loading and unloading. They will 
not even obtain the satisfaction of having the trunk lines make 
the formal offer to do the switching and spotting on the rail- 
roads which have been incorporated by the states in which their 
properties lie, at the convenience of the trunk lines, and without 
interference, by the operations over those railroads, of the en- 
gines employed in inter-plant or intra-plant work, such as have 
been made in cases brought by northern iron and steel manu- 
facturers. As summed up by Examiner Smith, the law and facts 
on the subject are as follows: 

“1. The acceptance and placement of cars upon interchange 
tracks, connecting common carrier rails and the rails of the 
plants were all the services in connection with the receipt, de- 
livery and handling of property in transportation covered by 
rates formerly in effect from and to iron and steel industries in 
Alabama. 

“2. The present rates, outbound and inbound, differ in no 
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respect from those formerly in effect, except in their levels. 
They are the old rates increased by certain amounts or percent- 
ages for the sole purpose of yielding greater revenues to the 
earriers per unit’ of service. The service units remain un- 
changed. 

“2 In the Birmingham and northern Alabama mineral dis- 
tricts for over thirty years the custom has been for each iron 
and steel plant to perform at its own cost its own intra-plant 
switching, spotting and placement of cars, inbound and outbound, 
accepting cars from and delivering cars to defendants only upon 
certain agreed interchange tracks. That custom was fixed upon 
transportation by usage; it was not a concession made by the 
plants, it was not an exaction extorted by the carriers, and the 
work done by the plants in the movement of cars between such 
interchange tracks and the various points within the plants for 
loading and for unloading is in no sense a ‘service’ directly or 
indirectly connected with transportation. Under this custom 
transportation begins and ends, has always begun and ended, at 
the interchange tracks; and all rates, those now in effect as 
well as those formerly in effect, contemplate common carrier 
service and obligation from and to such interchanges only. 

“4. This custom is more than an agreement, for it grew 
out of the necessities of plant and carrier operation. The plants 
run day and night and every day until they shut down; they 
cannot run successfully unless placements are made at their 
direction and for their convenience; carriers, in the performance 
of their public functions, cannot operate if their movements are 
determined by outside interests; the movement of plant engines 
and carrier engines over the plant network of tracts must be 
co-ordinated under plant direction, for the carriers cannot so 
direct, and no law in the absence of unjust discrimination in 
services by the carrier requires it to accept or deliver freight 
at places other than those of usual and reasonable convenience 
to the shipper and itself. 

“5. Complaints which demand that, by reason of increased 
rate levels, the defendants should compensate the plants for 
the costs of certain movements of cars made in the past be- 
tween the interchanges and points of loading and unloading 
within the plants, and, for the future that the common carrier 
defendants should make such movements themselves or com- 
pensate complainants should, therefore, be dismissed.” 


RATE ON IRON PIPE 


Assistant Chief Examiner Ulysses Butler, in a report on No. 
11791, South Chester Tube Co. vs. M. K. & T. et al., has recom- 
mended an order of dismissal on a holding that the rate of 
$1.143 on seven carloads of wrought iron pipe, shipped from 
Chester, Pa., to Lawton, Okla., in November, 1917, was not un- 
reasonable or unduly prejudicial because the shipments were 
routed by the complainant, so that it lost the benefit of a rate 
of 69.3 cents applicable via many routes, other than the one 
selected by the tube Company. Butler said the routing was in- 
serted on the erroneous assurances of a commercial agent who 
claimed that the low rate applicable on other routes was also 
in effect via the route specified by the agent who wanted to 
obtain a long haul for the M. K. & T. 

Butler, to support his recommendation, recited the dozens 
of cases in which the Commission has had to hold that a shipper 
is charged with knowledge of the tariffs, that an agent cannot 
vary them, that a carrier is not responsible for erroneous in- 
formation, and finally the fact that because there are lower rates 
via other routes does not prove that the higher rate was un- 
reasonable or otherwise unlawful. 


RATES ON SAND AND GRAVEL 


In a proposed report on No. 11475, Lafayette Hydraulic Gravel 
Co. et al. vs. Chicago & Eastern Illinois et al., Examiner F. H. 
Barclay has recommended a finding that the rates on sand and 
gravel from Lafayette, Ind., to Danville and other points in 
Illinois are not unreasonable, but unduly prejudicial with rela- 
tion to the rates on the same commodities from Attica, Ind., 
to the same destinations, to the extent that they were, are and 
for the future will exceed those from Attica by the following: 
To Danville, 20 cents; beyond Sidney to and including Gibson 
City, Effingham, Altamont and Decatur, 12 cents; beyond Gibson 
City to and including Forrest, and beyond Decatur to and in- 
cluding Springfield and Litchfield, 10 cents; beyond Springfield 
and Litchefild, 8 cents; Thomas to Rantoul, 20 cents; Prospect 
and Tomlinson, 15 cents; Assumption, 10 cents; Cadwell, 15 
cents; Chatham to Carlinsville, 10 cents; Westville to Ridge 
Farm, 20 cents; Mattoon and LeRoy, 12 cents; and Rosamond to 
Moro, 10 cents. 








Examiner Paul O. Carter, in a report on No. 11670, Cameron 
Coal Co. et al. vs. Marion & Eastern et al., in which the com- 
plainants sought to force physical connection between the Marion 
& Eastern and the Burlington, has recommended a finding that 
the refusal by the Burlington to serve the complaining coal com- 
panies’ mines on the rails of the Marion & Eastern, while it 
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serves coal mines located on the rails of the Missouri Pacific at 
Royalton, Ill., and on the rails of the Illinois Central at Logan, 
was and is not unduly prejudicial. He said that the Commission 
should hold that it had not been shown that the public interest 
would be served by the construction of a physical connection be. 
tween the rails of the Burlington and the Illinois Central, at a 
point two miles west of Marion, whereby connection between 
the Marion & Eastern and the Burlington would be established. 
A further holding recommended by him is that it has not been 
shown that public convenience and necessity require the exten. 
sion of the rails of the Marion & Eastern to connect with those 
of the Burlington at the point two miles west of Marion, wiere 
the complainants and the Marion & Eastern Railroad suggested 
that a connection should be made. 

In view of the suggested findings, Carter said the Commis. 
sion should hold that no reason exists for an order requiring the 
Illinois Central to permit any additional use of its rails by the 
Marion & Eastern and the complaint should be dismissed. 


NET RATES ON LOGS, ETC. 


An order of dismissal has been recommended by Examiner 
John B. Keeler in a report on No. 11530, Cairo Association of 
Commerce et al. vs. Illinois Central, Director-General, et al., on 
a finding that the so-called “net” rates on logs, bolts, billets and 
poles, from points on the Illinois Central and Mobile & Ohio 
railroads south of the Ohio, to Cairo, are not unreasonable. The 
carriers maintain two sets of rates, so-called gross and net, the 
latter being conditional on the product of the raw material 
shipped into the transit point being sent out over the rails 
of the originating carrier. The net rates do not apply to points 
north of the Ohio River. Rates to Cairo are made by the addi- 
tion of three cents to the net rates applying to East Cairo or 
Wickliffe, Ky. The complainant contended that the addition of 
three cents made the net rates unreasonable because the bridge 
arbitrary is only two cents. The examiner said that if only the 
arbitraries were under consideration there would be force in 
the contention of the complainants. The carriers said the net 
rates were made to encourage the use of southern woods and 
the clearing of southern lands and have never been considered 
fully compensatory. The examiner said that an examination of 
the net rates shows they are low and therefore they cannot be 
held unreasonable. 


CHARGES ON CEDAR POLES 


Examiner Leo J. Flynn has advised the dismissal of No. 
12041, F. R. Pendleton and H. S. Gilkey, doing business as Pen- 
dleton & Gilkey, vs. Minnesota & International, Direcior-Gen- 
eral, et al., on a finding that the allegation that the charges on 
a carload of white cedar poles shipped from Mizpah, Minn., to 
Albion, Ia., were assessed on an excessive weight had not been 
sustained. The complainant claimed that under the rules used 
by the Association of Producers of Forest Products, the carload 
weighed only 29,750 pounds instead of 33,400 pounds as claimed 
by the railroad weighmaster. The Illinois Central said when it 
weighed the car the weight was 35,900. The examiner said that 
the complainant said the poles, while seasoned, were not pro- 
tected from the weather and that weather conditions would at- 
fect their weight. There was no testimony as to the weather 
conditions when the shipment was made on June 9, 1919. 





INDIANA COAL SHIPMENTS 


Examiner Bronson Jewell has recommended the dismissal 
of No. 11877, Burns & Hancock Fire Brick & Clay Co. vs. Di- 
rector-General, as agent, on a holding that intrastate shipments 
of run-of-mine soft coal from mines in the Clinton, Ind., district 
to West Montezuma, Ind., between June 25, 1918, and August 
20, 1920, were not unreasonable. 


RATES ON STRAW 


Examiner E. L. Gaddess, in a report on No. 11732, United 
Paperboard Co., Inc., vs. Illinois Central, Director-General, et al., 
has recommended a holding of unreasonableness of rates on 
straw, in carloads, from points in Illinois to Rockport Ind. 
because and to the extent they exceeded, exceed, or may exceed 
the rates prescribed by the Commission in rates on straw from 
St. Louis to Anderson, Ind. (36 I. C. C. 30). The report covers 
sub-number 1, Same vs. Chicago & Alton, Director-General, et al. 
Gaddess recommended a 100-mile extension of the scale pre 
scribed in that case at the same rate of progression, and rep: 
aration, to cover the complaints handled by him. 





RATES ON ILLINOIS COAL 


Examiner H. W. Archer has recommended the dismissal 0! 
No. 11880, Merchants Coal & Coke Co. vs. Big. Four, Director 
General, et al., his idea being that the rates on lump coal from 
Eldnar Mine and Cantine, Ill., to Rose Hill, Ill, and from Cal 
tine to Jefferson Park, imposed on shipments moving in the 
spring of 1919 were not unreasonable. The coal, when started, 
was intended for Chicago but it was sold en route. The Chi 
cago & Alton is said to have given assurance that the rates 
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would be “protected” to the intermediate points, regardless of 
the routing because the rates to Chicago were the same over 
all routes, from the Belleville district. The Chicago rate, how- 
ever, could not be protected to the suburbs within the switch- 
jng district on the C. & N. W. The defendants, at the hearing, 
suggested that there were undercharges on several cars because 
they were reconsigned but no charges collected. 


RATES ON CORNMEAL 

Examiner Charles R. Seal, in a report on No. 12114, Charles- 
ton Milling Co. vs. Missouri Pacific, has recommended a holding 
of unreasonableness regarding a fifth class rate of 47.5 cents 
on cornmeal from Memphis, Tenn., to Charleston, Mo., because 
and to the extent that it exceeded 26.5 cents, the aggregate of 
the intermediates, based on Gavin, Ark. He recommended rep- 
aration. 





RATES ON PEANUTS 


Attorney-Examiner’ Arthur R. Mackley, in a report on No. 
11870, Empire Cotton Oil Co. vs. Alabama, Florida & Gulf et al., 
has recommended a holding that the carload rate on peanuts 
from Greenwood, Fla., to Bainbridge, Ga., in October and Novem- 
ber, 1918, was not unreasonable or otherwise unlawful. A com- 
bination rate of 23 cents applied at the time the shipments 
moved. Later a rate of 22 cents was established. 





RATES ON SOFT COAL 


Examiner Charles R. Seal has recommended, in a report on 
No. 12106, West Kentucky Coal Bureau vs. Illinois Central, a 
holding that rates on soft coal from mines in western Kentucky 
on the Illinois Central and Kentucky Midland to points in the 
southern peninsula of Michigan are unduly prejudicial to oper- 
ators in western Kentucky and unduly preferential to operators 
on the Illinois Central in the southern Illinois group, to the 
extent they exceed or may exceed, on a joint rate basis, by more 
than 25 cents per ton, the rates contemporaneously maintained 
from mines on the Illinois Central in the southern Illinois group 
to the same destinations. His recommendation is that that dif- 
ference be prescribed for the future. 





IMPORT RATE ON ANTIMONY 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John T. Money, in a re- 
port on No.. 11912, Great Western Smelting & Refining Co. vs. C. 
M. & St. P. et al., his condemnation falling on a rate of $2.59 on 
imported antimony from Seattle to Chicago, moving in August, 
1918, after the import rate of 90 cents had been cancelled by Gen- 
eral Order No. 28. Subsequently a rate of $1 was established and 
reparation is to be made to that basis. 


RATES ON BEANS FROM DEMING, N. M. 


Examiner G. H. Mattingly, in a report on No. 11297, State 
Corporation Commission of New Mexico vs. Abilene & Southern 
et al., has recommended a holding that the rate on beans from 
Deming, N. M., to various interstate destinations east of Deming 
had not been shown to be unreasonable or unduly prejudicial. 
The complaint was really directed against rates on beans from 
California, because the rates from California points of origin 
were and are lower than from Deming. The carriers said the 
rates from California had been forced down by water competi- 
tion. Mattingly recommended a denial of fourth section relief. 


DISTRIBUTION OF CARS FOR HAY 


Examiner Paul O. Carter has recommended the dismissal 
of No. 11785, Gaynor Bros. vs. Director-General et al. The 
allegation was that complainants were unduly prejudiced in the 
distribution of empty cars for the shipment of hay as compared 
with the distribution to other shippers at Forestburg and Woon- 
socket, S. D. He also recommended a holding that the carload 
minimum on the shipments of hay had not been shown to have 
been or to be unreasonable. 


RATES ON ALFALFA 

Examiner Harris Fleming, in a report on No. 11954, Otto 
Weiss Milling Co. vs. A. T. & S. F. et al., has recommended 
a holding of unreasonableness and an award of reparation on 
alfalfa hay from Winfield and Viola, Kans., to Wichita, milled 
In transit at Wichita and reshipped to Cairo, because and to 
the extent that the through rate exceeded the aggregate of the 
intermediates. The excess of the sum of the intermediates 
Over the joint rate was protected by an appropriate application 
which is now under consideration in other cases. 


RATES ON CONCENTRATED COTTON 
Assistant Chief Examiner Ulysses Butler, in a report on 
No. 11817, Armand L. Dejean vs. Southern Pacific et al., has 
recommended a holding that it was not unreasonable for the 
defendants to charge combinations on 4,809 bales of cotton con- 
centrated at Opelousas, La., and thence shipped to various gulf 
and Pacific ports, and that their failure to establish transit at 
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Opelousas, between August 18, 1918, and February 18, 1919, did 
not result in unreasonable or otherwise unlawful rates or 
charges. The examiner said the only showing was that there 
was transit at Opelousas on shipments to New Orleans, Algiers 
and other points, but that there was no showing of a similarity 
of conditions or anything of the kind that is usually regarded 
as necessary to show unreasonableness or undue prejudice. The 
application of the combination rates imposed a double increase 
on the complainant. The case was predicated on the idea that 
a double increase was unlawful but Butler did not recommend 
a holding of that kind. 





WOOD PULP, NEWPORT NEWS TO BIG ISLAND 


Examiner F. C. Hillyer has recommended the dismissal of 
No. 11976, Bedford Pulp & Paper Co. vs. C. & O., Director-Gen- 
eral et al., on a holding that the rate on imported wood pulp 
from Newport News to Big Island, Va., in the latter part of 1919, 
was not unreasonable or otherwise unlawful. The rate assailed 
was $3.50 per net ton. Prior to the effective date of General 
Order No. 28 the rate was $1.60 on the imported pulp. Compari- 
sons with the domestic rates on wood pulp for longer hauls at 
lower rates did not convince the examiner that the rate under 
attack was beyond the limits of the law and therefore to be 
condemned. 





COAL, OAKLAND CITY, IND., TO MONMOUTH, ILL. 

A dismissal of No. 12002, Western Stoneware Co. vs. C. B. & 
Q. et al., has been recommended by Examiner Leo J. Flynn on 
the ground that the rate on soft coal from Oakland City, Ind., to © 
Monmouth, Ill., had not been shown to have been unreasonable 
when the shipments moved between August 10 and 19, 1920. The 
coal was routed via an unusual line and a combination of $2.245 
was assessed. The shipper thought the customary route, over 
which a lower rate applied, was embargoed. The rate was sub- 
sequently reduced. 


LOGS, WALDEN, TEX., TO BEAUMONT 


An order of dismissal has been recommended by Examiner 
F. E. Early in a report on No. 11574, Beaumont Chamber of Com- 
merce vs. Director-General, as agent, on a finding that the rate 
assessed on 42 carloads of pine logs from Walden, Tex., to Beau- 
mont, in the period between February 5 and March 7, 1919, was 
not unreasonable. The haul was six miles and the rate 2.5 cents 
per 100 pounds, minimum 30,000 pounds. 


FOURTH SECTION VIOLATIONS ON COAL 


Examiner John T. Money, in a report on No. 11996, Clinch- 
field Coal Co. vs. C. C. & O. et al., has recommended a holding 
that the rate of $2.55 per ton on coal from Moss, Va., to Toledo, 
O., is not unreasonable, but in violation of the fourth section 
because higher than the rate on coal from Dante, Va. He rec- 
ommended that the Commission require the carriers immediately 
to remove that violation. 





COAL, HERRIN, ILL., TO CHICAGO 


Examiner Paul O. Carter has proposed a dismissal of No. 
11876, Ideal Fuel Co. vs. Director-General, as agent, on a holding 
that a rate of $1.60 per ton on nine cars of coal from Herrin, IIl., 
to Chicago, during August, 1918, was not unreasonable. 


RATES ON SULPHURIC ACID 


Examiner F. C. Hillyer, in a report on No. 11926, Cannon 
Manufacturing Co. vs. Southern Railway Co. and Director-Gen- 
eral, has recommended a finding that the rates on sulphuric acid 
in iron drums, carloads, from Richmond to Kannapolis, N. C., 
were unreasonable to the extent that they exceeded $3.10 per net 
ton prior to January 1, 1918, and $3.90 per net ton on and after 
that date, and that reparation should be made to that basis. 


The Trafic World Washington Bureau 


The contention that the increases authorized by the Com- 
mission in Ex Parte 74 are illegal, because the Commission did 
not give “due consideration to all the elements of value rec- 
ognized by the law of the land for rate-making purposes,” as 
provided in section 15-a of the Interstate Commerce Act, was 
made before the Commission, April 22, by Karl Knox Gartner, 
special counsel for the state of North Dakota in the North 
Dakota intrastate rate case. The interstate rates being illegal, 
he said, they could not be used to measure the intrastate rates. 

Mr. Gartner contended that the Commission should have 
promulgated a tentative valuation of the carriers’ property and 
permitted objections to be made thereto before fixing a final 
valuation on which it based the rate advances. 

“In Ex Parte 74,” said he, “the Commission made iis final 
valuation without giving the necessary notice as required by 
the law of the land. Its failure to comply with this provision 
of the law cannot be excused upon the ground that it would 
not have been practical because of delay, for only thirty days’ 
notice was required. If there had been protests, of course, 
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there would have been reason for them and if there was reason 
for protest, the protest must be heard, unless there is to be 
a taking of the property of shippers here without due process 
of law. During such a hearing the six-month continuance of 
the guaranteed return under federal control was in operation 
and if the hearings upon the protests could not have been 
completed within that period, it would have been exceedingly 
practical for Congress to have extended this six-month period 
to a year, or two years, if need be. The Commission did not 
comply with the law and its actions were consequently arbi- 
trary and illegal, and the resulting interstate rates cannot be a 
legal measure for determining whether the difference is unjust.” 

Commissioner Esch interjected a remark to the effect that 
it was difficult enough to get the guaranty extended for six 
months, and Chairman Clark indicated that he did not believe 
that the Commission would have been any better off as to 
fixing a valuation at the end of two years than it was at the 
time it acted. 

Mr. Gartner began his argument in behalf of the state’s 
case with an explanation that while he was with the Com- 
mission as an examiner he had held the view that the Commis- 
sion had the authority to issue the orders it had promulgated 
in the intrastate rate cases, but that since he had gone into 
the question more fully he had reached the conclusion that 
he had been in error. He expressed the hope that the Com- 
mission likewise might decide that it also had been wrong. 

“The Commission has proceeded upon the theory that the 
financial necessities of the carriers proves unjust discrimina- 
tion,” said Mr. Garner, adding that, under the conclusions 
reached by him, the financial necessities of the carriers could 
not enter into the quetsion at all. 

He further argued that in the light of the legislative history 
of section 13 of the act, Congress did not intend to make the 
law any broader than it was when the Shreveport case was 
decided and that, if the Commission’s power had not been 
broadened, then the North Dakota case must be one of discrimi- 
nation, pure and simple, and should be handled on that basis. 

“The Commission will search its many Shreveport cases 
in vain for the recital of a single fact in any of them concerning 
carrier financial necessities,” said he. “If there is an unjust 
discrimination it must be removed, regardless of any collateral 
considerations.” 

Every difference in rates, he argued further, is not an unjust 
discrimination under section 3 of the act, and that so under 
section 13 the mere difference existing between the level of 
interstate as compared with intrastate rates does not of itself 
establish the unjust discrimination against interstate commerce. 
The legality of the increases under Ex Parte 74, he said, was 
brought in issue because it had to be determined whether the 
difference between the interstate and intrastate rates amounts 
to an unjust discrimination. 

“To set down the higher interstate rates against the intra- 
state and find that the difference constituted an unjust dis- 
crimination would be indulging a theoretical consideration only,” 
he continued. 

Referring to calculations based upon the actual net railway 
operating income, Mr. Gartner said it would have been neces- 
sary to have increased freight rates in western territory only 
28.9 per cent to yield all the additional revenue necessary to 
return 6 per cent and pay increased labor costs. Or, if passen- 
ger rates were increased 20 per cent, he said, the freight rates 
should have been increased only 22.7 per cent instead of 35 per 
cent. 

B. W. Scandrett appeared for the carriers in the case. The 
railroad commission of North Dakota originally authorized the 
carriers to increase their passenger and freight rates, with the 
exception of milk and cream rates, in the same percentage 
amounts as prescribed by the Commission in Ex Parte 74. A 
suit was brought by the state in the Supreme Court of North 
Dakota attacking the order and the court set it aside on the 
ground that the minutes of the Commission failed to show the 
order to be valid as the result of official approval by the board. 
Thereafter the state commission issued another order author- 
izing the carriers to advance their rates, but this order 
also was attacked and the court held there should be another 
hearing. Then the commission held a hearing and finally issued 
an order denying all increases. The carriers then brought the 
case before the Interstate Commerce Commission under section 
13. Mr. Scandrett said the record disclosed no good reason 
why the North Dakota intrastate passenger fares and freight 
rates should be on a lower level than the interstate charges. 


KANSAS STATE RATE CASE 
The Trafic World Washington Bureau 


Argument in the Kansas intrastate rate case, which is prac- 
tically the last of the important intrastate cases still to be de- 
cided by the Commission, was heard April 23. The Kansas 
Court of Industrial Relations, later succeeded by the public utili- 
ties commission of Kansas, authorized an increase of 30 per 
cent in intrastate freight rates, with a maximum increase on 
specific commodities, while the interstate increase was 35 per 
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cent. No increase was permitted on petroleum crude oil, fue] 
oil, road oil, petroleum asphalt, petroleum wax tailings and pe. 
troleum gas oil, or in passenger fares. 

Clyde M. Reed, chairman of the Kansas commission, quoted 
at length from rate exhibits in support of the state commission’s 
contention that in many instances the existing intrastate rates 
are on a higher level than the interstate rates, which have 
been increased 35 per cent. He also attacked the carriers op 
the ground that they sought to prove discrimination against 
interstate commerce on the ground that a difference between the 
interstate commerce and intrastate rates resulted in discrimi- 
nation against interstate commerce. 

J. L. Coleman appeared as counsel for the carriers. He 
argued that the Kansas case came within the precedents estab. 
lished by the Commission in the intrastate rate cases heretofore 
decided. The carriers estimate that they are losing at the rate 
of $3,245,942 annually because of the state commission’s order, 


ABANDONMENT RESTRAINED 


The Trafic World Washington Bureau 


The U. S. Supreme Court April 25 issued a restraining order 
prohibiting the Eastern Texas Railroad from taking up its track 
or dismantling the road, in a case brought before it by the state 
of Texas. The case was set for argument October 10 and the 
restraining order will be operative at least until that date. The 
Commission authorized the Eastern Texas to abandon the road, 
but this was fought in the courts by the state of Texas. The 
lower courts decided in favor of the company and the state ap- 
pealed. The Commission’s jurisdiction over roads such as the 
Eastern Texas is one of the issues in the case. 


MICH. RATES ON SAND, GRAVEL, ETC. 


In an order, handed down April 23, the Michigan state com- 
mission directs the carriers to reduce the intrastate rates on 
sand, gravel and crushed stone, on or before May 10, by 25 per 
cent on the lower peninsula, in Official Classification territory, 
and by 22 per cent on the upper peninsula, in Western Classifica- 
tion territory. The decreases compare with each other about as 
the increases of 35 and 40 per cent granted in the two parts of 
the state under Ex Parte 74 compare. In effect, the Ex Parte 74 
increases are practically cancelled. 

The Michigan commission began an investigation of all the 
Ex Parte 74 rate increases on January 15, and three days later, 
in an order, expressed the intention of investigating the sand, 
gravel and crushed stone rates particularly. The fight against 
these rates was carried on entirely by the attorney-general, rep- 
resented by C. J. Bolender, traffic manager for the Kalamazoo 
Chamber of Commerce; Frank Rogers, state highway commis- 
sioner, and some fourteen counties in the southwestern part of 
the state. Neither the producers nor the industrial users of these 
commodities were representd. 

At the hearings, Mr. Rogers stated that if reasonable rates 
could be obtained the state highway program for the impending 
season would necessitate a movement of some 50,000 cars of 
sand, gravel and crushed stone. It developed that the existing 
average rate was $1.26, while the average pit or quarry cost of 
the three materials was 80 cents per ton. The average haul was 
53 miles. 

The state commission expressed the belief, in its order, that 
the reductions will stimulate the movement and quoted the lan- 
guage of the Interstate Commerce Commission in Ex Parte 74 
to the effect that the increases ordered therein might easily be 
dispensed with in the case of specific low-grade commodity move- 
ments. Sand, gravel and crushed stone for use in foundries, oF 
in the manufacture of glass, fertilizers, chemicals and cement are 
excepted from the reductions, which are to be computed on a per 
ton basis. ; 

The railroads are expected to seek a federal court injunction 
to prevent the Michigan commission from enforcing its order. 








RENSSELAER AND SARATOGA BONDS 


The Commission has authorized the Rensselaer & Saratoga 
Railroad Company to issue and deliver to the Delaware & Hud- 
son $2,000,000 of first mortgage 6 per cent 20-year gold bonds 
in accord with the terms of the lease under which the D. & H. 
operates the property of the R. & S. In connection with the 
same transaction, the Delaware & Hudson was authorized to 
guarantee the interest on the bonds and to sell them at par and 
accrued interest to pay $2,000,000 of bonds of the R. & S. matul- 
ing May 1. 


TEXAS MIDLAND BONDS 


The Texas Midland has been authorized by the Commission 
to issue not exceeding $500,000 of first mortgage 4 per cent 30 
year refunding bonds and to sell the bonds at not less that 
par and accrued interest. The proceeds will be used for the 
construction of 14 miles of road between Greenville and Com 
merce, Texas. 
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PRESIDENT AND THE RAILROADS 


The Trafic World Washington Bureau 


President Harding and the members of his cabinet, at their 
consultation, April 26, devoted most of their attention to the 
complaints that have been brought by the farmers of the coun- 
try against the deflation policy of the Federal Reserve Board. 
Railroad problems were not the big subject, as in other cabinet 
meetings. They decided that it would be advisable, in the inter- 
est of restoration of business, for the board that has control 
over the banks to allow easier credit conditions in agricultural 
sections and in some industrial sections where it has been al- 
leged the policy of the board has resulted in the freezing of credit 
and the stoppage of business. However, the loosening of the 
purse strings is not to be such as to invite or encourage specu- 
lation. 

The President, however, has not dropped his inquiry into 
the railroad problem. It was suggested, in view of the fact that 
the management of banks engaged the attention of the cabinet, 
the President and his advisers may have had it drawn to their 
attention that the rates of the railroads do not constitute the 
chief deterrent factor in the restoration of better business con- 
ditions. 

The President is conducting his inquiry about railroads 
along a number of undisclosed lines. There is speculation as to 
what those lines may be, but no information. One of the most 
obvious facts, however, is that the presidential ear was obtained 
early in this administration by those who attached unusual im- 
portance to the declaration that high freight rates were killing 
business. It is not considered improbable that some word as to 
the other side of the argument has been brought to the White 
House. 

Adhering to his conviction that transportation is the key 
to the whole domestic business situation, and that restoration 
of normalcy in transportation would be embodied in the res- 
toration of rates the traffic can bear, President Harding seems 
to be about ready to add another conviction—that relief cannot 
be brought about by processes ordained by law; that is to Say, 
the Interstate Commerce Commission and the Railroad Labor 
Board are too much bound by the law to permit quick action 
by them. While he seems loath to believe that they cannot act 
soon enough to bring relief, he seems inclined to turn to legisla- 
tion, amendment to the interstate commerce law, for instance, 
as the quickest method of relief. The President also believes 
the Cummins investigation may disclose whether there is need 
for additional legislation. 

The cabinet meeting, April 22, was devoted largely to the 
question as to how relief may be brought about. The President 
and his advisers had no doubt about the soundness of the 
remedy they suggest. Lower rates, they are convinced, would 
bring about a situation better for the farmers, notwithstanding 
chairman Clark’s assertions to the farmers. 

This turn to legislation as a method for obtaining the de- 
sired lower rates, and therefore relief, suggests four possibilities: 

1, An amendment to the interstate commerce law giving 
to the Commission the power to change rates in “emergencies” 
Without observing the formality of a “full hearing.” 


2. An amendment giving the Commission power over both 
rates and wages, as suggested by some of the railroad execu- 
lives during the consideration of the various proposals that re- 
sulted in the transportation act of 1920. 

3. Reduction in rates, by act of Congress, so as to bring 
back into operation the rates in effect on August 25, or those 
rates plus an increase of only 10 per cent, or some lower per- 
centage. 

4, Subsidy to the railroads, so that rates can be reduced 
to an even greater percentage, and the shouldering of the deficit 
by the taxpayers generally, a settlement akin to the settlement 
of England’s coal strike of 1919, and also akin to the bread 
subsidies adopted by various European governments during and 
after the war, while wheat and other bread grains were high. 

So far as what the President himself said about the cabinet 
meeting on April 22, nothing took place that could be spoken 
of as the evolvement of a plan for handling the situation. After 
the cabinet meeting of April 15 the hope was expressed that 
there would be a plan by which the trouble would start to be 
cured; but nothing definite resulted from the thoughts and 
efforts of the cabinet in the week intervening. 

In the event that President Harding should reach the con- 
clusion that more legislation was necessary, it would be neces- 
sary to persuade Senator Cummins that something should be 
done at the capitol in addition to the transportation law of 
1920. The senator is on record as opposed to further legisla- 
tion on the ground that no more is needed. At the time he 
announced his view, however, there was no suggestion, or even 
Inttimation, from the White House that more legislation might 
be desirable. President Harding’s first thought was that a re- 
duction in rates could be accomplished by ordinary methods. 
But when the delegation of farmers and congressmen called on 
Some of the commissioners, April 20, Commissioners McChord 
and Potter made it clear to the callers that the Commission had 
hot the power, possessed by several state commissions and 
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particularly the Texas commission, to change rates to meet 
emergencies. 

Congress has the power to reduce rates, without hearing, 
subject, however, to the constitutional provision forbidding con- 
fiscation. A bill ordering rates down, it is suspected, would 
command much support, notwithstanding the fact that a reduc- 
tion in revenue, even for a few days, while the increased volume 
of business was collecting at the freight stations, would put a 
disastrous dent in the finances of all but half a dozen excep- 
tionally prosperous railroads. 

As to a unification of the bodies controlling rates and wages, 
the labor unions would openly fight that. The interstate com- 
merce commissioners have always given a cold shoulder to that 
proposition. The suggestion that the same body that regulates 
income should regulate outgo has been made often, but when 
Congress provided a labor board it ignored the thought that the 
two things should be controlled by the same body. Under ex- 
isting conditions, the Commission is forced to wait on the Labor 
Board for a cue before it can go ahead to a final conclusion. 
Last summer the Commission had to revise its figures in Ex 
Parte No. 74 so as to make them fit, as its members thought, 
the addition to expenses that would be caused by the Labor 
Board’s decision. As the rate decision worked out, the revised 
figures were not high enough to produce the desired result, even 
at the highest rates, greatest volume of tonnage, and most effi- 
cient handling of freight. 

President Harding, in one form or another, has apparently 
been hearing more or less about the big objections that have 
been urged against flat percentage increases on basic commodi- 
ties, instead of specific additions, so as to preserve the rela- 
tionship between markets. On account of the straight percent- 
age increases on many of the commodities, he has been told, 
the volume of business has been checked and, therefore, there 
is vital necessity for a reduction. 

The fact that there is practically no movement of coal up 
the lakes to the northwest has also been called to the attention 
of the President and the fear is expressed that this summer 
may see a repetition of the move of last summer, when coal 
was forced into the northwest by means of priority orders re- 
gardless of the fact that the mine operators who were forced 
to send their product to the lake ports had no contractual rela- 
tions with the buyers of coal: at the upper lake ports. The pri- 
ority orders compelled them to send their coal to markets that 
had not evinced any desire to buy. They sold it, of course, but 
when they shipped they did not know who was going to buy 
or what price they were going to receive. At present, there 
are no orders for coal, comparatively speaking, and the volume 
of fuel bound up the lakes is small. The President and his 
advisers gave serious consideration to the question whether 
a reduction in rates on coal to the lower lake ports would 
stimulate the buying of coal it is morally certain will be needed 
in that part of the country. 


FRUIT AND VEGETABLE CONFERENCES 


The Trafic World Washington Bureau 


The Commission, April 23, announced a series of conferences 
in California and Colorado certainly and probably also in other 
states, the purpose of which is to find out whether the high 
freight rates constitute the chief cause of the distress among 
the growers of fruits and vegetables. 

Henry J. Ford, nominated by President Wilson to be a com- 
missioner, but never confirmed as such, who has been on the 
pay roll since the adjournment of the last regular session of 
Congress, has been assigned, as special assistant to the Commis- 
sion, to hold conferences in California and Colorado. A similar 
conference was held with Texas vegetable growers several weeks 
ago. Nothing came of it because practically all the commis- 
sioners, from what they have learned unofficially, are inclined 
to believe the trouble is not primarily caused by the freight 
rates, but the refusal of the commission merchant and the re- 
tailer to give the public any of the benefit of the big reduction 
in the prices they pay to the producers. 

The producers, as a rule, know only what they receive from 
the wholesale buyer or commission merchant and the freight 
rates they pay. They infer from the fact that the wholesaler 
pays them comparatively little, that the low wholesale price 
is due in large measure to the high freight rate, when, as a 
matter of fact, the small demand which enables the wholesaler 
to buy cheapely may be due to the high prices retailers demand. 

The Commission’s announcement concerning the conferences 
to be held by Mr. Ford is as follows: 

“Henry J. Ford, special assistant to the Interstate Com- 
merce Commission, will conduct conferences relative to rates 
on fruits and vegetables in Los Angeles, Calif., on May 3; in 
San Francisco, Calif., on May 6; and in Denver, Colo., on May 
10. Each conference will begin at 10 a. m. of the day named. 
The place of meeting will be announced later for each city. 
These conferences are called at the request of the California 
and Colorado legislatures, which passed resolutions requesting 
the Interstate Commerce Commission to investigate the alleged 
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serious situation of producers of fruits and vegetables in those 
states. 

“The conferences are to be held between shippers and car- 
riers and, while they relate primarily to the rates to and from 
California and Colorado points, carriers’ and shippers’ organi- 
zations from other fruit and vegetable producing districts will 
be granted an opportunity of making statements at these con- 
ferences relative to the general situation, if they so desire.” 

The conference in Los Angeles, set for May 3, will be 
held in the Federal Building; the conference in San Fran- 
cisco, on May 6, will be held in the Merchants Exchange Build- 
ing, room 237; and the conference in Denver, Colo., on May 10, 
will be held in the U. S. court room, Post Office Building. 

A statement, issued April 26, by “Producers and Shippers of 
Perishable and High Tonnage Commodities on the Pacific Coast,” 
in Washington, declared that “California’s entire cantaloupe crop 
is endangered by the excessive freight rates to the east, accord- 
ing to telegrams received by Senator Shortridge of California 
from growers and bankers of southern California.” 

“<The crop, estimated to be between 10,000 and 11,000 car- 
loads, is valued at about $11,000,000, of which a greater portion 
will be lost to the growers if freight rates are not reduced,’ Sena- 
tor Shortridge declared. ‘Something must be done to relieve this 
situation and it must be done immediately.’ 

“The growers and the representatives of the railroads will 
hold conferences on the coast next week in an endeavor to reach 
an agreement on the reduction of rates. The Interstate Com- 
merce Commission has declared that it would be pleased to ap- 
prove any fair agreement reached between the roads and the 
producers. 

“The situation surrounding the shippers of cantaloupes is 
practically the same as that which the orange and lemon growers 
are confronted with. The increased cost of shipping fruit from 
California has been about one hundred per cent as compared with 
recent years. 

“*The establishment of emergency rates under which the 
present crop could move is necessary,’ Shortridge declared. ‘The 
first increase of twenty-five per cent on the cost of shipping, to 
which was added a further thirty-three and one-third per cent 
increase, has presented a problem which is contrary to every 
economic principle. The rates are prohibitive, injuring both the 
railroads and the shippers. 

“*The roads have adjusted rates to permit shipments of 
other commodities, as has been admitted by G. W. Luce, repre- 
senting the Trans-Continental Freight Bureau. There is no rea- 
son why such adjustments cannot be made in reference to the 
movement of perishable fruits.’ 

“Telegrams were reccived by the Senator from the Elcentro 
Chamber of Commerce, the First National Bank of Imperial, 
Cal.; the First National Bank of Calipatria, Cal., and the 
Imperial County Farm Bureau, asking that immediate relief be 
afforded.” 


FARMERS ASK LOWER RATES 


The Traffic World Washington Bureau 


That part of the memorial presented to President Harding 
April 21 by the National Farmers’ Union and other agricultural 
organizations (see Traffic World, April 23), referring to freight 
rates follows: 

“In your magnificent address to Congress you said that rail- 
way rates were too high and they must come down. In this state- 
ment you correctly interpret the sentiment, at least of agricul- 


ture. The freight rates constitute a crushing burden on the 
farmer. We maintain that the rise in freight rates to heights 


hitherto undreamed at a time when their products were being 
marketed at figures far below the ten-year average price is 
crushing the life out of the industry and if continued will retard 
the development of that co-operative spirit among the great in- 
dustries of the nation which must be fostered in order to bring 
about in an orderly manner the reconstruction of our disordered 
national life. 

“It is true the railway executives complain that they are 
making no money and some of them fear that a reduction would 
mean ruin for the mammoth enterprises they are directing. 
There is no element in American industrial life would more re- 
gret the ruin of the great carrying industry than would the 
farmers. Therefore it is in no spirit of petty criticism that we 
approach this immense subject. Transportation is second only in 
importance to production. The one is dependent upon the other. 
The one gives life to the other. 

“So it is in a spirit of friendliness to the railways that we 
make our appeal to you. The railways cannot continue to be 
wholesome without the assistance of agriculture. When farms 
are abandoned or production restricted railway securities must 
suffer impairment in value. We are here to offer to yourself 
and the railways the hearty, intelligent and enlightened co- 
operation of the tillers of the soil. Agrarian America cannot sur- 
vive unless it is in constant contact with urban America, and this 
contact is secured by the railways and other carrying agencies. 

“But, Mr. President, to settle this problem and to settle it 
right, agriculture needs the co-operation of all basic industry. It 
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is ready to take its place by the side of steel, oil, finance, coal, 
lumber, labor, the railway executives and other great agencies, 
But we want you to lead all. We cannot promise that we will] 
endorse all the practices of the magnates which control the basic 
industries, but we can at least discuss measures calculated to 
bring about the economic pacification of the United States. 

“Tt was one time stated by a great divine that the nineteenth 
century would develop a great neighborhood, while the twentieth 
century would bring into being a mighty brotherhood. In the 
war America was a great brotherhood; why, in peace, should this 
brotherhood be unscrambled into fragments, each contending 
with the other for mastery and threatening ruin to the whole 
economic fabric? 

“We ask you, Mr. President, to bring these fragments to- 
gether. Call a conference of the heads of finance, the heads of 
the coal industry, the oil industry, the railway industry and the 
heads of labor, especially the railway labor boards. Let these 
gentlemen, in harmony with agriculture and under your leader. 
ship, work out a solution of this problem. Bring the poles of 
human thought together and focus the eyes of all upon the one 
great goal of enlightened reconstruction. * * #* 

“Agriculture is the friend of all honest business honestly and 
righteously conducted. It is the determined and inveterate 
enemy of all other kinds. We are ready to lay all the facts con- 
cerning ourselves before you. We are prepared to give the coun- 
try the benefit of ali the truth concerning our industry. 

“We are not unmindful that the duties resting upon you as 
chief executive are not only multitudinous, but burdensome. We 
have no desire to add in the slightest degree to your weight of 
responsibility, but rather offer the suggestion confident that the 
results obtained by following it will not only help us, but will 
aid you materially in guiding the ship of state through these turb- 
ulent economic conditions. 

“Our problem, in common with the world’s problem is economic 
rather than political and the solution depends more upon an ap- 
peal to the fairmindedness of industrial America than to legis- 
lative enactment; it is therefore my great happiness to pledge 
to you upon behalf of the farm organizations represented here 
this day that agriculture courts the fullest investigation and will 
gladly meet the other great industries of the country more than 
half way in an effort to bring about a proper readjustment.” 

“Satisfied that the President would take such steps as would 
result in a reduction of freight rates, more than three hundred 
farmers who have been in Washington during the past week at- 
tending the convention of the National Farmers’ Union left the 
city for their homes yesterday,” said a statement issued by that 
organization April 23. 

“C. S. Barrett, president of the organization, said everything 
indicated that the government would do all possible to meet the 
demands of agriculture for freight rate reductions. He said 
that in Congress there was a particularly friendly feeling. He 
aeclared that he had talked with scores of men in both branches 
of the national legislature and he found a very general desire to 
do something substantial to relieve the present situation.” 

The statement quoted Mr. Barrett as follows: 

“I have reason to feel that Congress will act promptly on 
a number of bills now before it and I feel that the President, 
the Interstate Commerce Commission and other agencies will 
take up the question of a reduction in freight rates and bring 
about something substantial in that direction. We have asked 
the government to act quickly and give us such temporary relief 
as will justify the country in entertaining the hope that a perma- 
nent adjustment will speedily follow.” 


Mr. Barrett said he hoped the President would see his way 
clear to call a conference of spokesmen for all the great interests, 
including labor. If this conference is called, the Farmers’ Union 
leader said he was sure at least a basis for the settlement of 
questions now irritating the country would be found. 

In a report adopted by the National Farmers’ Union at its 
closing session, April 22, “the unreasonable rise in railroad rates” 
was included as one of the principal “direct causes” of losses 
suffered by the farmers. The part of the report which discussed 
freight rates follows: 

“The rise in freight rates as farm prices fall is a flagrant ex 
tortion. It is caused by a cost plus guarantee law that puts a prem- 
ium upon waste, extravagance and mismanagement. Under this 
law a valuation of 18 billion, 800 million dollars is put upon the 
railroads. At the same time all their stock and all their bonds 
representing all their value could be bought on the market for 
less than 14 billion dollars. Heretofore we have regarded this 
value too high, but this law has added to it over 5 billion dollars 
of water. It is said the advance in wages of labor caused the 
advance in rates. Last year maintenance expense increased 1,406 
million dollars, but the amount paid for increased wages was 
only 480 millions. This leaves 926 millions to explain. It 1s 
next said the causes were the high prices of steel and coal, but 
the same men who co:itrolled the railroads controlled the prices 
of steel and coal. When the government was operating the Pent- 
sylvania and the N. Y. Central their locomotives were repaired 
in their own shops at a cost of $4,466 each. After the roads 
were turned back the men in these shops were discharged and 
299 locomotives were sent to the Baldwin Company at a cost of 
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$19,057 each for the same work. The Baldwin Company is con- 
trolled by the same men who control the roads. Therefore they 
got more profits by increasing the expenses over 300 per cent, 
most of which the farmer must pay. 

“A unified government regulation under the management o 
honest and competent men would reduce costs of transportation 
in vast amounts. The railroads now have about 10 billions of 
capital at an average rate of 4% per cent. Upon all of this 
they have a guarantee of 6 per cent. This means a bonus of 150 
millions. Add to this the guarantee on capital above market 
yalue and there would be a saving of 450 millions on capital 
charge alone. Seven hundred millions could be saved on coal, 
steel, and other expenses when the power of the trusts is broken. 
The waste of competition could be reduced by over 400 millions. 
The capitalization of unearned increment at the rate of over 300 
million dollars per year would be saved. These items make a 
grand total of nearly 2 billion dollars, most of which could be 
used in the reduction of rates with proper readjustment of wages. 
The farmers pay 56 per cent of the freight rates and have a just 
demand for this reduction. 

“To these must be added a general remedy of taxation. The 
millions made out of the war must be taxed to pay for the war. 
Up to date they have paid nothing. They have added it in and 
passed it on to the public. These war profits must be surveyed 
and a tax levied which they will pay and not pass on, in an 
amount sufficient to pay for the war, including any adjusted 
compensation that may be granted to the men who were drafted 
at 30 dollars per month. 

“We request that a copy of this report be presented to the 
President and each member of his cabinet and to each member 
in both houses of Congress.” 

The report was signed by the following: E. L. Harrison, 
chairman, Kentucky; S. W. Brookhart, secretary, Iowa; G. D. 
Baker, Iowa; O. A. Thomas, Virginia; J. H. Mills, Georgia; J. 
M. Templeton, North Carolina. 

Mr. Brookhart was a candidate for the nomination of United 
States senator from Iowa in the primaries last year and fought 
the candidacy of Senator Cummins bitterly. He had the support 
of the Plumb Plan League and the railroad brotherhoods. 


Farmers Oppose Section 15a 


The executive committee of the American Farm Bureau 
Federation, together with representatives of the state federa- 
tions, adjourned April 23, after spending two weeks in working 
out a program dealing with transportation, tariff, taxation and 
finance, aithough many other subjects of vital interest to agri- 
culture were considered. 

The committee called before it some of the best minds in 
the country on the subjects under consideration and obtained 
statements to be of assistance in formulating a legislative policy. 
Secretary Hoover, Secretary Wallace, Governor W. P. G. Hard- 
ing of the Federal Reserve Board, S. F. Lever of the Farm Loan 
Bank, Professor T. S. Adams of the Treasury Department, W. S. 
Culbertson of the Tariff Commission, Senator Reed Smoot of 
Utah, Carl S. Vrooman, former Assistant Secretary of Agricul- 
ture, R. F. Bower, of the Washington Office, Congressman Hat- 
ton W. Sumners of Texas, Kenyon L. Butterfield, President of 
the Massachusetts Agricultural College, Chester Morrill, As- 
sistant to Chief, Bureau of Markets, Professor James Rice, Cor- 
nell University, Major-General Lansing H. Beach, War Depart- 
ment, Thomas MacDonald, Chief of the Bureau of Public Roads, 
and Edgar E. Clark, Chairman of the Interstate Commerce Com- 
mission, were among those who addressed the conference. 

In a statement the Federation said the following with re- 
gard to freight rates: 

“The American Farm Bureau Federation believes that rail- 
roads must render adequate service, but they should receive a 
reasonable rate of return based upon fair and just valuations. 
We realize that the farmers’ interest depends upon absolute fair- 
hess to the carriers and we desire to call attention to the 
present situation. 

“The Transportation Act of 1920 contained a provision which 
attempts to compel the Interstate Commerce Commission to 
make rates sufficient to produce a minimum net return of 5% 
or 6 per cent above all expenses and taxes on the present value 
of American railroads. ; 

“The American Farm Bureau Federation believes this pro- 
Vision is paternalistic class legislation as it attempts to make 
a government guaranty on the cost plus basis. This provision 
has caused the Commission to establish excessive increases in 
rates which have served to paralyze American industry. 

“They have come at a time when other lines of business 
are reducing their charges. The Federation therefore petitions 
Congress to repeal immediately the guaranty provision in Sec- 
tion 15 A of the transportation act and to instruct the Com- 
Mission to make a readjustment of railroad rates back to pre- 
war basis in harmony with other business. 

“Ocean rates from competing countries are so much lower 
t© our consuming centers than are the exorbitant and in- 
creasing freight rates from our own farms to our own consum- 
ers, that we urge a consideration of this important condition 
low menacing the farmers of the south, west and middle west. 

“Agriculture neither asks nor demands any special favors 
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in the revision of the tariff, and will tolerate no unfair discrimi- 
nation against it, for the benefit of other branches of industry.” 

The American Farm Bureau Federation has taken excep- 
tion to a bill proposed by Senator Charles E. Townsend, chair- 
man of the Senate committee on Post Offices and Post Roads, 
for the creation of trunk line highways and the building of roads 
with the view of connecting cities. 

Establishment of interstate highways, the Federation states, 
will help the farmer to a certain extent but it stands for federal 
assistance in the building of “feeder lines” to the interstate 
highways. The Townsend bill has the support of the American 
Automobile Association, the United States Automobile Chamber 
of Commerce and the Federal Highway Council. 


NEW LEGISLATION PROPOSED 
The Trafic World Washington Bureau 


Representative Ward, of North Carolina, has introduced a 
bill (H. R. 5216) providing a penalty of $100 to be imposed on 
railroad companies in the event they fail to settle within 60 days 
after filing claims for loss and damage to freight. Mr. Ward 
said the purpose of the bill was to prevent the railroads from 
ignoring the settlement of small claims. 

Senator Spencer of Missouri introduced a bill (S. 1167) 
directing the Interstate Commerce Commission to require the 
railroads to issue 1,000 mile mileage books at a 20 per cent re- 
duction under the regular rates. 

Amendment of the interstate commerce act so as to prohibit 
telegraph companies, when sending messages between points 
within one state, from sending such messages via a point outside 
the state in order to make the transmission come within inter- 
state commerce, is provided in a bill (S. 1166) introduced by 
Senator Harrison of Mississippi. 

Representative Black introduced a bill (H. R. 4974) under 
which a railroad company could not pay a salary in excess of 
$15,000 a year to any officer, trustee or director thereof unless 
such salary is approved by the Interstate Commerce Commission. 

The revival, in effect, of the so-called Smith amendment was 
proposed April 28 by Senator Robinson of Arkansas in a bill 
providing that no increased rate, fare, charge, or classification 
shall become effective until approved by the Commission, which 
may approve increases, however, without formal hearing. It 
is further provided that approval of any increase by the Com- 
mission shall not affect any subsequent proceeding to reduce 
rates. Senator Robinson said freight rates were too high and 
had the effect of preventing business and of discouraging enter- 
prise because they were out of proportion to market conditions 
and prices affecting products, particularly those of agriculture. 
“Certainly, hereafter, increased freight charges should not be 
put into effect until approved by the Commission,” said he. 

After further consideration of the Frelinghuysen bill provid- 
ing for the establishment of seasonal rates on coal, the Senate 
committee on interstate commerce this week practically reached 
the conclusion that it would not approve the bill in its present 
form. As the bill stands it provides for specific increases and 
reductions at different periods of the year. The committee has 
concluded that it would be best to leave to the Commission the 
prescribing of the schedules rather than to write them into the 
law, and the bill will be redrafted. 

Eugene McAuliffe, president of the Union Colliery Company 
of St. Louis, was before the committee April 25 in support of the 
bill. He advocated the passage of such legislation last year when 
hearings were held on the Frelinghuysen bill. Mr. McAuliffe be- 
lieved that the establishment of seasonal rates would stabilize 
the coal industry and would encourage summer buying of coal. 

Some of the members of the committee entertained the con- 
viction that if the Frelinghuysen bill were approved as drawn, 
the committee might be pressed for similar legislation fixing 
rates on other commodities. 

Bills authorizing the Interstate Commerce Commission to es- 
tablish mileage books at reduced rates for passenger travel 
have been introduced by Senator Lenroot (S. 1085) and Repre- 
sentative Barkley: (H. R. 5037). A number of such bills have 
been introduced. Commercial travelers are urging the passage 
of such legislation. 

Representative McLaughlin of Nebraska has reintroduced 
his bill (H. R. 4984) providing that all sessions of the Interstate 
Commerce Commission and the Federal Reserve Board shall be 
open to the public. 

A memorial from the legislature of Nebraska urging develop- 
ment of a waterway from the Great Lakes to the Atlantic for 
ocean-going vessels was submitted in the House by Speaker 
Gillette. 

A bill (H. R. 4801) identical with that introduced by Senator 
Fletcher, of Florida, providing for amendment of Section 206, 
paragraph ec, of the transportation act so that reparation and 
overcharge claims arising during federal control may be filed 
prior to March 1, 1922, has been introduced in the House by 
Representative Sandlin. 


Repeal of Section 15a 


Senator Trammell of Florida has introduced a bill (S. 1249) 
to repeal section 15a of the interstate commerce act. This is the 
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second bill to repeal the rate-making section of the transportation 
act, a similar provision being carried in a bill introduced by Sena- 
tor Capper of Kansas. 

A resolution of the Wyoming Stock Growers’ Association 
protesting against “excessive and unreasonable freight rates now 
imposed by the railroads on live stock and agricultural products 
in the state of Wyoming,” and favoring an immediate reduction 
in transportation charges to a pre-war basis, was submitted by 
Senator Warren of Wyoming and referred to the interstate com- 
merce committee. 

Representative Flood introduced a bill (H. R. 5362) author- 
izing and directing the Commission to require the railroads to 
issue 1,000-mile mileage books at a reduction of 33 1-3 per cent 
under the regular rates. 


CAPPER AFTER HIGH RATES 


The Trafic World Washington Bureau 


Senator Capper of Kansas, April 25, introduced a bill (S. 
1150) to repeal the provisions of the transportation act, which 
direct the Commission to make rates that will yield as nearly as 
may be 514 or 6 per cent on the aggregate value of the carriers’ 
property devoted to transportation. It also would reserve to 
the states the power to regulate purely intrastate commerce. The 
bill is designed further to nullify the orders of the Commission 
heretofore made in the intrastate rate cases. —_ 

“My bill has the approval of practica!!y all the farm organi- 
zations and the large number of state railway and utility com- 
missions,” said Senator Capper. “At a recent meeting in Chi- 
cago, attended by grain and live stock shippers from all the 
middle west states, a committee was appointed to ask Congress 
for this legislation. The most pressing question in the United 
States at this moment; and the greatest obstacle in the way of 
a return to normal conditions and the restoration of business 
is the high transportation rates. 

“Railroad rates are now prohibitive on many products of 
the farm. Not only do we have the situation in regard to agri- 
culture, but we have a nation-wide stagnation of general busi- 
ness, for commerce between the states is hit almost as hard by 
high rates of transit as is agriculture. We have placed an em- 
bargo on ourselves and must find a speedy means of remov- 
ing it, if we are going to get business off its dead center and 
save the railroads from receiverships and bankruptcy. 

“The semi-mystery of the recent arrival at our seaports of 
shiploads of foreign products, products of which this country 
has an exportable surplus of its own, becomes clearer when we 
learn that a bushel of grain can be shipped to New York from 
South America for 12 cents, but it costs 38 cents to ship a bushel 
of wheat to that city from Minneapolis by rail. There can be 
no defense for the highest rail rates in the history at a time 
when every rail-carried commodity is seeking a pre-war price 
level. 

“The situation is so acute that immediate relief is impera- 
tive. A substantial reduction in rates is the only solution. My 
bill will at least help. Since the transportation act was passed, 
the Interstate Commerce Commission has made state-wide orders 
advancing passenger or freight rates, or both, in seventeen states, 
and proceedings are now in progress before the Commission 
looking towards the making of like orders in six other states. 

“IT am undertaking to repeal section 15-a, the guarantee 
clause of the transportation act, because the Commission bases 
its claim to power to increase state rates largely upon the com- 
mand which is contained in this section, that it so adjust rates 
to yield the percentage specified therein, and it is upon this 
section that the decisions of the lower federal courts sustaining 
the orders of the Commission appear to be principally based. 

“The Commission also claims that under this section it is 
commanded to make rates that will yield the guaranteed per- 
centage upon the aggregate value in each rate group. Under its 
construction of the section, it holds that the sufficiency of rates in 
any state is not to be determined by the return which the rates 
vield on the value of the property in that state. In Kansas, for 
example, the state commission found that the rates that are 
now in force yield more than the guaranteed return on the value 
of railroad property in Kansas, but under section 15-a, as the 
Commission construes it, they may nevertheless be increased, if 
necessary to bring the aggregate net return to 6 per cent upon 
the value of all railroad property in the western group, which 
embraces all railroads between the Mississippi River and the 
Rocky Mountains and between Canada and Mexico. 


“The passage of this bill will immediately bring to an end 
the mass of litigation which has followed in the wake of the 
attempt of the Interstate Commerce Commission to exercise juris- 
diction over intrastate rates. In every state where an order of 
the Commission has been made, litigation has followed. In most, 
if not all cases, the railroads have begun suits against state 
officials to secure injunctions to prevent them from in any way 
enforcing the lower state rates. On the other hand, the states 
have begun suits to test the validity of the orders of the Com- 
mission. Three of these have already reached the United States 
Supreme Court, those from Wisconsin, New York and Minne- 
sota. Often several suits have been begun by state officials on 
the one hand and by the railroads on the other. The state of 
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Illinois is probably most plagued. There the Interstate Com. 
merce Commission has made orders completely ousting the state 
of control over all freight rates, standard passenger rates and 
Pullman fares. The state has begun two suits and the railroads 
have begun thirty-nine.” 

The first section of Senator Capper’s bill to repeal section 
15-A and paragraphs 3 and 4 of section 13 of the interstate com- 
merce act repeats paragraph 1 of section 3 of the act and adds 
the following proviso: 

“Provided, That the provisions of this paragraph shall not 
be construed to prohibit any state, through its proper regulatory 
bodies, from exercising full and complete jurisdiction for the 
regulation of intrastate traffic, which jurisdiction is hereby ex. 
pressly reserved to the states.” 

Section 2 of the bill adds the same proviso to the first para- 
graph of section 15. Section 3 repeals paragraphs 3 and 4 of 
section 13. These are the paragraphs empowering the Com- 
mission to remove discrimination against interstate commerce 
and to prescribe the intrastate rates thereafter to be charged, 

Setcion 4 of the bill repeals section 15-A in its entirety. 

Section 5 follows: “It is hereby declared to be the policy 
of Congress to permit the properly constituted state regulatory 
bodies to exercise full and complete jurisdiction over intrastate 
commerce, and that no provisions of the act to regulate com- 
merce, or of the transportation act, 1920, shall be construed to 
confer upon the Interstate Commerce Commission any power or 
authority to in any manner regulate intrastate commerce, or the 
facilities used in connection with the transaction of such intra- 
state commerce.” 

Section 6 follows: “That no order of the Interstate Com- 
merce Commission heretofore or hereafter made, requiring or 
purporting to require, any carrier to establish, put in force, or 
maintain any rate, fare, charge, or classification applicable to 
the transportation of passengers or property between points 
wholly within one state, shall be of any force or effect whatso- 
ever so far as respects such transportation.” 


SMITH BLAMES FREIGHT RATES 


The Trafic World Washington Bureau 


Senator Smith, of South Carolina, member of the Senate 
interstate commerce committee, said in a speech in the Senate, 
April 21, that he had received many communications ‘“‘as to the 
present disastrous freight rates.” 

“I have a letter here from Sumter, S, C., under date of April 
19,” said he, “in which a large lumber dealer states that he 
shipped a carload of pulpwood from Lynchburg, S. C., my old 
home, to Sumter, S. C., a distance of 19 miles, five cords to the 
car, and the freight charge for the distance of 19 miles was $140. 

“I also have a letter from another individual shipping pulp- 
wood into Sumter from another angle, a distance of 13 miles, 
and the charge on the carload of pulpwood was $90. The charge 
was $140 for 19 miles and $90 for the 13 miles. 

“In addition to that, I have a letter from the M. H. Lazarus 
Company of King and Hassell street, Charleston, S. C., in the 
southeastern tariff division, in reference ta the shipment of truck 
from the great trucking industry along the coast to the eastern 
cities, and he writes me the following: 





_ For the past year, and particularly for the first four months of 
this year, the losses and hardships which have been incurred by the 
faimers of this section in marketing their products in the eastern 
markets have become so acute that the agricultural committee of the 
Charleston Chamber of Commerce feels constrained to approach our 
representatives in Congress with a view of securing their co-opera- 
tion in bringing about a reduction in the freight rates on vegetables 
from the Charleston district to eastern cities. 

A comparison of the rates in effect in 1914 with the rates at pres- 
ent in effect from the Charleston district shows the following. 


“T shall not quote it all, but just a few of the figures to 
indicate what disastrous effects these rates are having, not only 
upon the producers but upon consumers of these articles. 

“This shows the rates from Charleston to New York and 
Philadelphia, as follows: Cabbage in standard barrels or barrel 
crates—in 1914 the rate per carload lot was 46 cents; in 1921 
it was 76% cents. In less-than-carload lots the rate in 1914 was 
48 cents, and in 1921 it was 80 cents. 


“On potatoes in standard barrels or in sacks the carload lot 
rate in 1914 was 291% cents; in 1921 it was 49% cents. In less- 
than-carload lots in 1914 it was 31 cents, and in 1921, 52% cents. 

“For vegetables not otherwise specified, per bushel box, 
basket, or crate, the carload lot rate in 1914 was 30 cents, and 
in 1921 it was 50 cents. In less-than-carload lots, in 1914 it was 
32 cents, and in 1921 it was 53% cents. 


“Vegetables per standard barrel, or barrel crate, the carload 
lot rate in 1914 was 57 cents, and in 1921, 951%4 cents. The less- 
—e lot rate in 1914 was 61 cents, and in 1921 it was 

“Mr. President, there was a meeting this morning of farm 
ers, representing every district in the United States, calling 
the attention of the Chief Executive to the freight conditions 
which exist in this country, and he very wisely told them that 
the whole economic system at the present time was out of joint, 
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and he promised to do all that was in his power to see that 
something might be done to relieve the situation. 

“The reason I am calling attention to this just at this time 
is because I consider the first thing essential to bring about a 
restoration of anything like prosperity is for us to address our- 
selves to this question of transportation. It is needless for me 
to state that with the prices of farm products far below the 
cost of production, with wages being reduced throughout the 
country, except in certain places, with everything seeking a 
lower level, these rates have been maintained as high as, or 
higher than, they were during the period of the war. They say 
that the railroads are going rapidly into the hands of receivers 
and into bankruptcy, and one of the prime causes is that the 
rates are so high as to be prohibitory and people cannot do 
business. It is analogous to the situation brought about by 
the tax on oleomargarine, which is so high that the article can- 
not find a market, and, of course, the producers suffer. 

“T understand there is to be a thorough investigation of 
the railroad conditions by the interstate commerce committee, 
and I wanted senators to be informed specifically of information 
such aS I have given them this afternoon, showing that $90 
was charged for hauling a carload of pulpwood 13 miles, and 
for 19 miles $140, and a 100 per cent raise in the rate of vege- 
tables from the semi-tropical and temperate zone or section of 
our country to the near-by eastern cities. 

“So that one of the prime reasons for the high cost of living 
is the difference between the low cost of production and the 
high cost of transportation which is pouring into the railroads. 
It is true they are carrying less, and perhaps the return is less. 
But, as far as the shipper is concerned, it means bankruptcy 
for him or prohibition of his entire business.” 


CLARK ON RATE REDUCTIONS 


The Trafic World Washington Bureau 


The position taken by Chairman Clark of the Commission 
with respect to reductions in rates was reiterated by him ina 
letter to Senator Willis, of Ohio, who had written the chair- 
man about the high freight rates. 

“The Commission is as anxious as the shipper and the 
carrier to find a solution of the transportation problem,” said 
Chairman Clark. 

“We are well aware, and I think fully advised, of the un- 
fortunate conditions that exist at the present time. We can- 
not, however, look at the situation from one side alone. It is 
not a question today whether or not the rates shall produce 
5% or 6 per cent upon the value of the carriers’ properties. 
The unfavorable conditions in commerce and industry generally 
and the unfortunate plight of individuals and individual indus- 
tries can not be worse than the present plight of the railroads. 
More than one-half of the carriers are earning less than their 
operating expenses and taxes. A very few individual roads 
are earning their interest charges. Some of them are not even 
earning their operating expenses. It is obvious that the present 
condition can not long continue without general and widespread 
bankruptcy of the railroads. 

“We have participated in some instances in arranging and 
encouraging readjustments of rates where it has been made 
clear that such readjustments would move a substantial volume 
of traffic at rates that would yield some profit, which traffic 
would not otherwise move at all; but, in view of the facts 
above stated, it is difficult to see how the Commission could 
urge any reductions in rates that would result in reductions in 
the revenues of the carriers which, as stated, are insufficient 
how to pay the interest on their bonds, to say nothing of any 
return to the stockholders. 

“This whole subject is receiving the most careful study and 
consideration. The bare operating expenses of the railroads 
consume more than 90 cents out of every dollar earned and 
more than 60 cents out of every dollar earned is paid out in 
compensation to employes. It is obvious that until a wider 
margin can be established between the dollar earned and the 
cost of earning it, conditions cannot substantially improve. 
This result must be brought about through appropriate read- 
justment of operating expenses, the adoption of every possible 
and reasonable economy and general revival in business. We 
are not hopeless nor pessimistic as to the future.” 


NEED FOR CO-OPERATION 
The Trafic World Washington Bureau 


Discussing business conditions before the District of 
Columbia Bankers’ Association, April 27, Arthur Reynolds, presi- 
dent of the Continental National Bank of Chicago, said in part: 

“No enumeration of the points that bear on the revival of 
business could be complete without reference to the railroad 
situation. The solution of this problem is vital to our future 
brogress, No single step toward the stabilization of general 
business conditions would have as great effect as a settlement 
of this question to which the nation’s greatest talent is now 
addressing itself. It is most unfortunate that the question is 
controversial—that in popular opinion it has passed, for the mo- 
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ment at least, from that stage of discussion in which the com- 
mon good is the end sought; it seems to have become a question 
of victory between opposing forces, with transportation efficiency 
as an incident in the settlement. The innocent bystander, the 
public, is in his usual precarious position with a fair chance that 
he will head the casualty list. And yet his survival is the ques- 
tion of greatest importance. Certainly there is crying need of 
a general understanding that co-operation, not conflict, is the 
only way to the solution of the railroad problem. 

“I feel that the treatment the railroads have had in the past 
warrants the most magnanimous consideration on the part of 
the government and the people.” 


CUMMINS INQUIRY MAY 10 
The Trafic World Washington Bureau 


Senator Cummins, April 26, announced that the inquiry into 
the railroad situation authorized in his resolution would be 
started May 10. It is expected that the hearings will last more 
than two weeks and probably more than a month. 


SAND AND GRAVEL REDUCTIONS 
The Trafic World Washington Bureau 


A delegation from the National Sand and Gravel Association 
called on Chairman Clark April 26 asking him to arrange for 
a conference between themselves and the railroad executives 
with a view to persuading the latter that a reduction in rates 
would revive road and house building. Chairman Clark gave 
them no encouragement. They wish to suggest to the railroad 
executives that they could stimulate business by a cutting of the 
Ex Parte No. 74 increases. 


PROTEST HIGH RATES ON HAY 


The Trafic World Washington Bureau 


Under the heading “Hay Markets Depressed by High 
Freight Rates,” the Market Reporter, published by the U. S. 
Department of Agriculture, says in its current issue: 

“There are three important factors which are contributing 
to the present almost stagnant market situation. First in im- 
portance seems to be the high freight rates; second, the finan- 
cial situation; and third,- the open winter which prevailed 
throughout the country. 

“Freight rates on many shipments are equal to or greater 
than the price of the hay delivered on board cars at point of 
shipment. While producers in western alfalfa states can ob- 
tain but $3 to $5 per ton for their hay in the stack, it must 
sell at $25 to $27 per ton in Texas or other southern consum- 
ing sections to cover handling and transportation charges. The 
serious financial situation in many consuming sections has 
greatly curtailed the purchase of hay by a large number of 
consumers and the mild winter has made it possible for them 
to carry their stock through on local forage... . 

“It is reported that if hay could be sold cheaper than grain, 
which is not now possible in many sections, a greater demand 
would develop for hay. Lowered freight rates are claimed to 
be the only solution for this part of the difficulty. If rates are 
lowered there is some question as to whether the buyer or the 
seller would reap the benefit. Supply and demand would no 
doubt be the determining factors. Altogether it seems improb- 
able that any decided advance in prices will occur, while at 
the same time, for the reasons already stated, prices seem to 
be as low as producers can accept without entailing heavy 
losses.” 


REDUCTION IN COST NECESSARY 


In his address at the opening of the convention of the Cham- 
ber of Commerce of the United States at Atlantic City, April 
27, Joseph H. Defrees, president, said with regard to transporta- 
tion: 

“There is no one thing affecting our prosperity, indeed 
affecting our very capacity to live, more than the transportation 
problem. All commerce, all industry, all contact of peoples de- 
pend upon transportation. May we not say on the other side 
that no one element of our national necessity seems to be in a 
more precarious condition than railroad transportation? Strange 
as it may seem, this is not so for any fundamental reason. 
It is not so because we may not have sufficient rails, cars, 
means of locomotion or traffic; all these things are quite pos- 
sible if the proper balance between expense of operation and 
gross income can be realized. The governmental agencies to 
accomplish this would sem to have adequate power under the 
law if they may have proper co-operation from those over whom 
they have jurisdiction. Let us hope their wisdom and their 
courage will be sufficient for the occasion. We know, they 
know, everyone knows, that the railroads must operate at a 
profit in order that they may have the credit to obtain the many 
essentials for rehabilitation of the existing service and its ex- 
pansion to meet the growing demands of the country. We know, 
they know, and everyone knows that rules with the entire ap- 
proval of the business public were raised in September, 1920, 
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were increased by percentages estimated upon the volume of 
traffic obtaining at the time to add $1,500,000,000 per year to 
their revenue. We know that this increase in revenue, which 
would have been realized if the volume of traffic had kept up 
would have been more than absorbed by the deficiency of nine 
hundred million dollars in net operating income said to have 
existed for the year in the preceding October and the increase 
of wages in the preceding July estimated to amount to six 
hundred million dollars, but found by experience to amount to 
over seven hundred million dollars; we know also that since 
this increase in rates it is estimated that the volume of traffic 
of the railroads has fallen off 40 per cent. A fearful decline! 
We all know, too, that it may be forcefully argued that much 
of the reason for the reduction in the trade and commerce of 
the country since that period is the application of those ad- 
vanced rates. If that be so, further advances would seem to 
be impracticable. Whether the necessary industrial progress of 
the country can be maintained under the existing rate schedules, 
time and the adjustment of other factors in our industrial life 
will soon disclose. Inquiry upon that subject may well be ex- 
pected. Upon the most hopeful basis, however, is it not clear 
that there must be a reduction in expense of operation? This 
involves both management and wages. The Railroad Labor 
Board in its hearings, now occurring in Chicago, has a respon- 
sibility in connection with our national life certainly at this 
time equal to any other governmental body in existence. 

“It has recently announced a decision in which it declared 
some interesting principles that it requires should obtain in 
the negotiations and conduct of the parties. About these prin- 
ciples opinions differ, but it is expected the announcement will 
operate to clear the way. 

“Much depends upon the attitude of the factors in conten- 
tion before that board. Have they not responsibility to the 
public, to the nation, equal to that of the board? Must not each 
side minimize class consciousness—recognize that the public in- 
terest is paramount and in the end the real interest of each 
contestant; that the success of each of them depends upon 
establishing the confidence of the public; that each owes the 
duty to the public, as well as to itself, to compose the differences 
fairly; to abandon each and every contention not absolutely 
essential; to seek no advantage, but rather to insist only upon 
that which is fair to both and to the public? This may sound 
like idealism, but I submit no settlement which is not a just 
settlement will be permanent, and if composure is not reached 
soon it may be there will be little left to contend for. 

“You all remember this story of the man who put green 
goggles on his horse and fed him shavings instead of grass. 
Before he could get used to that sort of provender the horse 
died. How much longer may the railroads exist without ade- 
quate excess of income above expenses? 

“Let us hope, let us expect, all of the factors involved, the 
governmental agencies, the employers and the employes will 
rise to the necessities of the occasion and reach results which 
will command the respect and confidence of the entire people. 


REGULATION GOES TOO FAR 


The hope that the Cummins investigation of the railroad 
situation will reveal that regulation and control of the railroads 
have gone too far was expressed before the Traffic Club of 
Pittsburgh, April 28, by Otto H. Kahn, banker of New York 
City, in an address on “Pressing Problems and Some Sugges- 
tions.” 

“It is characteristic that the decline in the vigor, vitality 
and enterprise of railroading has kept steady pace .with the 
enlargement of the powers of the Commission over the destinies 
and the managements of the railways,” said he. “And nothing 
is more natural. 

“In the days antedating the Taft administration, under which 
the functions of the Commission received their fundamental and 
radical enlargement, there were, it is true certain abuses in 
railroad practices which called for redress, certain delinquen- 
cies which demanded safeguards against revyetition, but there 
was also the American spirit of progress and daring enterprise, 
there was vision, there was incentive to venturing and risking. 

“Great pioneers like Huntington and Hill, men of construc- 
tive genius like Harriman, saw and found in the building, ac- 
quiring, consolidating and managing of railroads a vast field 
for their splendid capacities. They did mighty work. True, 
they reaped rich rewards, but the wealth they received was but 
a trifling fraction of the wealth their genius created for the 
people. 

“And now? Nine (sic) governmental appointees sitting in 
Washington hold almost absolute power, together with a wage 
board sitting in Chicago (not to mention numerous state com- 
missions) over the railroads of the country. Practically noth- 
ing of any importance can be done without a hearing before 
them and without their approval. Initiative has been blunted, 


vision deadened, daring rendered impossible, decision removed. 
the qualities of leadership dispossessed, men of commanding 
ability discouraged from entering the railroad field. 

“A large part of the time, the thoughts and the energies of 
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the chief executives of railroads is given to appearing and ay. 
guing before commissions. The routine of bureaucracy and the 
trial-court have been substituted for individual brain work, ep. 
ergy and action. A simply incredible mass of paperwork and 
statistical data of all kinds has taken the place of the few 
small sheets of essential data which Hill and Harriman used to 
carry around in their pockets. As Mr. Slason Thompson, of 
Chicago, wrote recently: ‘The blank form for the annual re. 
port of Class I roads contains over 10,500 spaces for items. 
When it is considered that some of the items in this veritable 
wilderness of data run up as high as eleven figures, the colossal 
nature of what the Commission requires of the railways can be 
vaguely visualized if not comprehended.’ 

“No wonder that, as Mr. Thompson calculates, tke number 
of railway clerks has increased from 42,200 in 1895, to 223,830 
in 1919, and their compensation has increased from $28,516,000 
in 1895, to $307,375,000 in 1919. 

“T venture to hope—though I know it is to be a rather dar. 
ing hope—that out of the investigation which will shortly be 
inaugurated by Senator Cummins’ committee into the railroad 
situation, there will come recognition that regulation and con- 
trol have gone too far, and that more scope must again be allowed 
to the old American method of personal initiative, enterprise 
and responsibility, if the railroads are to be enabled to give the 
fullest and best measure of service to the people. Of course, 
the principle of supervision and regulation of the railroads in 
the public interest has come to stay. 

“The institution of the Interstate Commerce Commission is 
both an advantage and a necessity. But it should be entirely 
possible to attain both the things which I believe a great ma- 
jority of our people desire to see preserved—namely, on the one 
hand, governmental surveillance and authority, so as to em- 
phasize the semi-public character and duties of the railroads, 
protect the community’s rights and just claims, and guard 
against those excesses of unrestrained individualism which ex- 
perience has indicated; and on the other hand, private initiative, 
resourcefulness, zest and responsibility. 

“It seems appropriate in taking leave of this general subject 
of governmental interference with business, to quote the follow- 
ing sentences uttered by one who at the time was a detached 
student of, and considered a leading authority on, the science 
of government: 

A passion for regulative legislation seems to have taken possession 
of the country of late. * * * 

* * * Governmental control, which we are undertaking so ex- 
tensively and with so light a heart, sets up not a reign of law, but a 
reign of discretion and individual judgment on the part of govern- 
mental officials in the regulation of the business of stock companies 
owned by innumerable private individuals and supplying the chief 
investments of thousands of communities. I can see no radical differ- 
ence in principle between governmental ownership and governmental 
regulation of this discretionary kind. 

Governmental commissions cannot possibly understand business 
better than those who conduct it. Their regulative interference with 
business will only complete the confusion and embarrassments into 
which we are so rapidly stumbling. The old processes of law are the 
more difficult, but the more effective. We must discover just what 
transactions we wish to put an end to; must have once more the reign 
of law rather than the reign of government officials. 

“These weighty words were spoken before the Commercial 
Club of Chicago on March 14, 1908. The speaker was Woodrow 
Wilson. They are commended to the responsible leaders of the 
party that was in power for the past eight years.” 


COXEY URGES OWNERSHIP 
The Trafic World Washington Bureau 


Jacob S. Coxey, of “Coxey’s army” fame, has submitted to 
Secretary Christian for transmission to the President a peti- 
tion urging government ownership of the railroads. The con 
dition confronted by the railroads is not due to high wages 
but to the railroad managements, Coxey said. 

“Why not purchase the roads and issue legal tender money 
to pay for them, save a hundred million a month in interest 
and dividends and continue thereby to pay a living wage to 
the men and to operate the roads at cost to all the people?” 
Coxey asked in his petition. 

Coxey requested an audience with the President to tell him 
how to solve the railroad and other pressing problems. 





HEARINGS IN I. S. 1303 


Hearings on I. and S. No. 1303, begun by Examine! Gad- 
dess at Memphis, April 5, were resumed at St. Louis, April 25, 
in accordance with the notice given. The adjournment was taken 
to St. Louis to suit the convenience of shippers who desired to 
be heard but who said it would be easier for them to come t0 
St. Louis. Grain and grain products were the rates taken uP 
first at the resumption of the. hearings at St. Louis. 


LOAN TO F. C. & G. 


The Commission has approved a loan of $33,000 to the Fern- 
wood, Columbia & Gulf to aid the company in meeting its m@ 
turing indebtedness and in making additions and betterments. 
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LABOR BOARD APPOINTMENTS 


The Trafic World Washington Bureau 


The nominations of W. L. McMenimen, Samuel Higgins and 
Ben W. Hooper as members of the U. 8S. Railroad Labor Board 
were confirmed by the Senate April 25. 

Prior to the action of the Senate committee, a number of 
letters and telegrams were received by members of the Senate 
protesting against confirmation of Walter L. McMenimen as a 
member of the labor group on the board. The protests came 
from the labor organizations composed of maintenance of way 
employes, clerks and other employes in Group 4, as established 
by the Interstate Commerce Commission, and were based on 
the contention that these employes would be without represen- 
tation on the board and that the train operatives would have 
two representatives if McMenimen were confirmed. 

In a revised issue of its rules and regulations governing the 
making of nominations to the United States Railroad Labor 
Board, the Commission has added the Order of Sleeping Car 
Conductors to the organizations of subordinate officials which 
comprise Group 4 of railroad employes. When the Commission 
created Group 4 so as to enable the employes in that group to 
submit nominations for the Labor Board, the Order of Sleeping 
Car Conductors was omitted. This was brought to the attention 
of the Commission, which decided the order should be included 
in Group 4. 


RAIL WORKERS OPPOSE PAY CUT 


Not content with their repeated allegations that the rail- 
roads are wasting a billion dollars a year, representatives of 
the labor organizations, appearing before the Labor Board at 
the hearing on wage reductions, April 28, raised their guess to 
about 31%4 times that figure. B. M. Jewell, president of the 
railway employes’ section of the American Federation of Labor, 
added to the first figure sums representing alleged added cap- 
italization, savings to be made by reducing the forces of car 
men and helpers, “reasonable” reductions in the cost of fuel 
and railroad materials,. and the $300,000,000 which the executives 
have said they would save if the national agreements were 
abrogated. “From this it can be seen,” he said, “that without touch- 
ing the moderate and, in some cases, inadequate wages of the rail- 
road workers, the railroads can reduce their operating expenses 
by nearly 50 per cent. 

“Under the transportation act of 1920,” said Mr. Jewell in 
his opening statement, “two major considerations should direci 
the decision of this board in determining or changing wage 
rates in the railroad industry: First, prevailing wage rates, or 
changes in such rates in similar industries; second, changes in 
the cost of living. 

“Basing its action upon these considerations, we submit 
that the board can make no reduction in railroad wage rates at 
this time because there have been no reductions in wages paid 
in the basic industries comparable to the transportation indus- 
try, and because there has not been a sufficient reduction in the 
cost of living to justify a reduction in wage schedules that were 
inadequate to meet living costs at the time they were es- 
tablished. 

“Only one thing is certain, and that is that there has not 
been a sufficient change in the conditions affecting the prin- 
ciples underlying the board to warrant any change in its wage 
decision of last July. No justification can be found in ethics, 
in economic reason, or in the cold, concrete facts of present- 
day industrial life and activity to support the board in making 
any changes in the existing rates of pay to railroad employes. 

“The insistence of the railroads upon a reduction in the 
wages of their employes, in our opinion, has been most unex- 
pected and unseemly. In the midst of an industrial depression 
when transportation workers are unemployed and suffering for 
the means of subsistence, when there is a surplus of labor be- 
cause of general unemployment, and when no one, not even the 
most highly trained specialists and analysts of industry and 
fnancial conditions can tell with certainty what future tenden- 
cies will be, the representatives of the railroads have literally 
Precipitated themselves before the board and have in chorus 
declared that ‘the cost of living is declining’ and ‘labor is 
cheap,’ and they must therefore not be required to pay so much 
to their employes. 

“As a matter of fact, aside from considerations of human 
Standards and human conditions, there are no data which can 
be presented to this board which would justify the board in 
authorizing at this time a reduction in the rates of pay of rail- 
road employes. Even if these facts existed, they are not to be 
found in the hastily-prepared and fragmentary evidence which 
has been submitted by the railroads. 

“In the first place, the cost of living has not declined since 
the wage decision of this board, which was manifestly based on 
the official returns not for June, 1920, but for December, 1919. 
Any reduction in food prices since the first of the year have 
been practically neutralized by increases in house rents and 
fuel. Furthermore, an examination of official figures for past 
years, even for the war period itself, show that there has al- 
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ways been a downward fluctuation during the early months of 
each calendar year followed by a trend upward. Finally, it is 
the consensus of the best opinion available that the lowest 
point in the existing depression has been passed, that whole- 
sale prices have practically become stabilized, and that retail 
prices, or the measure of the workingman’s cost of living, will 
probably advance in the future.” 

Several pleas for delay were made by the workers. Mr. 
Jewell said that he thought a decision on wages ought to be 
withheld until new rules and regulations had been decided for 
the various roads. W. Jett Lauck, the A. F. of L.’s consulting 
economist, said no move toward the reduction of rates of pay 
should be made until the Cummin’s Congressional investigation, 
which begins on May 10, is concluded and its findings announced. 

Mr. Lauck introduced 38 exhibits, which were for the most 
part studies of wage and working standards and financial sta- 
tistics, which purported to show that the railroads were in the 
power of an “inner financial group which centers in the house 
of Morgan & Co.”, which group, he insisted, also controls the 
cement, coal, steel and other industries; and “while not actu- 
ally responsible for the present business depression, had at 
least done much to accentuate and intensify it.” They have 
already succeeded, he said, in liquidating the agricultural in- 
dustry and are now attempting to liquidate organized labor, 
the entering wedge in this effort being the present attempt to 
cut the pay of railroad workers. 

Some of the exhibits presented had been prepared for the 
hearing on national agreements, which dispute has already been 
decided, and others, according to Mr. Lauck, were prepared for, 
and will be presented to the Cummins’ investigation committee. 

An attempt to have the hearing adjourned over Monday and 
Tuesday, so that the labor leaders could be present at a con- 
ference which is to determine the policy which their representa- 
tives will follow at the coming conferences with individual rail- 
roads regarding rules and regulations, failed when the board 
announced that, if the A. F. of L. leaders could not be present 
on those days, the independent organizations would be heard. 

The level of the cost of living is not the proper principle 
to apply in determining the proper rates of pay for railroad 
labor, according to W. Jett Lauck, consulting economist for the 
A. F. of L., who continued his presentation before the Labor 
Board at the hearing on wage reductions, April 29. Neither 
should any further consideration be given to the financial neces- 
sities of the roads. After making the latter statement, however, 
Mr. Lauck spent considerable time in endeavoring to show how 
the finances of the roads could be improved without resorting to 
wage cuts. 

It was contended that, instead of considering the cost of liv- 
ing, the board should first seek to establish what constitutes a 
living wage, a question which, according to the witness, was 
not settled during the deliberations which resulted in the wage 
increases of July, 1920. 

“We, therefore,” he said, “assert with all the force at our 
command that the contention of the railroads for a wage reduc- 
tion because of an alleged decline in living costs should not be 
entertained by your honorable board, unless the board first, as 
a preliminary to any such consideration, takes up and passes upon 
the question whether, as the result of Decision No. 2, or whether 
at the present time unskilled railway labor and other classes of 
low-paid employes are even now, after allowing for any alleged 
decline in the cost of living, receiving rates of pay which would 
enable them, on a full-time working basis, to support their 
families in a manner which enlightened public opinion in this 
country would sanction as the minimum American standards of 
health and decency.” 

Some questions regarding the accuracy of the estimated pos- 
sible savings stated by the labor leaders were raised by repre- 
sentatives of the railroads. F. W. Sargeant, general solicitor for 
the C. & N. W., figured that the waste of $3,377,355,000, as alleged, 
would mean a waste of $13,500 for each mile of railroad in the 
country. “According to that,” he continued, ‘the North Western, 
with its 8,400 miles of track,‘ could save $108,000,000 out of a 
total revenue of $165,000,000. We would like to have the wit- 
ness explain how this can be done when our payroll amounts 
to $120,000,000 a year.” J. L. Coleman, attorney for the Santa 
Fe, raised a similar question, in an effort to ascertain how his 
road could save $150,000,000 a year when its material purchases 
amount to only $50,000,000. 

Mr. Lauck’s reply to these questions was that the waste could 
not be proportioned per mile of track because some roads were 
much more efficient than others. He insisted, however, that his 
figures were not only fair but conservative. 

In preparation for the presentation of their side of the wage 
cut controversy, before the Labor Board, April 28, labor leaders 
filed exhibits which they claim show that the present financial 
difficulties of railroading are caused more by mismanagement 
than by overpayment of labor. Overcapitalization amounting to 
$690,000,000 is charged on 20 roads, in an exhibit filed April 25. 
It also charges that in the period from 1910 to 1919 these roads 
distributed $233,559,000 in bonuses and stock dividends, while 
faulty management on the roads and in the marketing of securi- 
ties are alleged to have wasted $175,000,000 more. 
Simultaneously with the anouncement by the New York 
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Central, April 23, that the wages of practically all skilled labor 
on that system would be reduced 20 per cent on May 20, an ex- 
hibit was filed by W. Jett Lauck, for the American Federation of 
Labor, in which he charged that the N. Y. C., through various 
consolidations has become overcapitalized by more than $128,- 
000,000. This overcapitalization, it is alleged, is costing the 
stockholders $6,000,000 annually, which amount ought to be saved 
before any attempt at wage cutting is allowed. 


HARDING HEARS ABOUT M. & N. A. 
STRIKE 


The Trafic World Washington Bureau 


A delegation of railroad brotherhood leaders submitted to 
President Harding, on the afternoon of April 21, an account of 
the controversy between the receiver of the Missouri & North 
Arkansas Railroad and the employes of that road who are on 
strike because of a reduction in wages. The brotherhood leaders 
informed the President that the receiver, C. A. Phelan, had vio- 
lated an order of the Railroad Labor Board in reducing wages, 
and intimated that the railroad management had incited the 
people served by the road against the employes and their leaders, 
to such an extent that a mob compelled the leaders to leave 
Harrison, Ark., April 6. 

The brotherhood leaders also conferred with Senator Cummins 
in regard to the situation and will ask a congressional investiga- 
tion, particularly with regard to the labor leaders being driven 
from Harrison. They said they were informed that another 
mob was being organized to drive the striking employes out of 
their homes. 

The delegation which called on President Harding was com- 
posed of W. N. Doak, vice-president of the Brotherhood of Rail- 
way Trainmen; H. E. Wills, vice-president of the Brotherhood 
of Locomotive Engineers; P. J. McNamara, of the Brotherhood 
of Locomotive Enginemen and Firemen; M. C. Cary, vice-presi- 
dent of the Order of Railway Conductors; L. M. Eddy, vice-presi- 
dent of the Order of Railroad Telegraphers, and W. E. Horn, of 
the railway employes’ department of the American Federation 
of Labor. 

The conference was arranged with the President as the re- 
sult of a telegraphic appeal from the heads of the big brother- 
hoods that the President hear a presentation of the case. 

In a statement issued by Martin C. Carey, vice-president 
of the Order of Railway Conductors, and other brotherhood 
leaders, after they had held a second conference with Senator 
Cummins, April 23, it was announced that the senator promised 
that a searching inquiry would be made into “the recent de- 
portation from Harrison, Ark., of the representatives of the 
recognized railroad labor organizations,’ which grew out of a 
strike of the employes of the Missouri & North Arkansas. The 
statement indicated that a special inquiry would be started by 
the Senate interstate commerce committee about May 2, but 
what Senator Cummins said was that the situation complained 
of would be gone into at the general inquiry into the railroad 
situation which will be made by the committee. 

“It was apparent that the President and Senator Cummins 
fully appreciated the gravity of the situation and were desirous 
of affording the members of our organizations the protection 
guaranteed by the laws and Constitution of our country,” the 
brotherhood leaders said in their statement. 

After reviewing the situation which led up to their depor- 
tation from Harrison, April 6, the leaders stated: “In order to 
avert bloodshed we complied with the instructions of the mob. 
We believe the investigation promised by Senator Cummins 
will fix the responsibility for these un-American proceedings 
and will effectually forestall a repetition of the outrage.” 


LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureau 


The Car Service Division of the American Railway Associa- 
tion authorizes the following: 

“For the second consecutive week, an increase in the number 
of cars loaded with revenue freight was shown during the week 
which ended on April 16, according to reports just received from 
the railroads of the country by the car service division of the 
American Railway Association. 

“The total for the week was 703,896 cars, an increase of 
10,000 over the previous week and a gain of 37,250 cars with- 
in two weeks. It was also an increase of 102,201 cars over the 
corresponding week in 1920, when traffic was tied up by the 
switchmen’s strike, but 2,100 cars below the total for the cor- 
responding week in 1919. 

“The increase was principally due to coal, 135,658 cars being 
loaded with that commodity during the week or 7,614 cars more 
than during the previous week, but 228 cars below the total for 
the corresponding week last year. Cars loaded with merchandise 
and miscellaneous freight, which includes manufactured products, 
totaled 451,126 or an increase of 1,633 over the previous week. 
Increases were also reported in the loading of live stock, forest 
products and ore compared with the preceding week, although 
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slight decreases were shown in the number of cars loaded with 
grain and grain products and coke. 

“Compared with the corresponding week in 1920, an increase 
of 100,800 cars due to the switchmen’s strike last April was shown 
in the loading of merchandise and miscellaneous freight, while 
increases were also reported in the loading of grain and grain 
products and livestock. Decreases, however, were shown in the 
loading of other classes of freight. 

“Tabulations show that compared with the previous week 
there were increases in the number of cars loaded in all districts 
except the Southern, while in all cases increases were shown 
compared with the corresponding week in 1920, with the excep. 
tion of the Pocahontas and Northwestern districts.” 

Loading of revenue freight by districts in the week ending 
April 16 and the corresponding week of 1920, was as follows: 

Eastern district: Grain and grain products, 5,041 and 2,148: 
live stock, 2,888 and 874; coal, 37,114 and 30,626; coke, 782 and 
1,522; forest products, 5,730 and 5,593; ore, 850 and 982: mer. 
chandise, L. C. L., 56,375 and 26,018; miscellaneous, 63,962 and 
43,078; total, 1921, 172,742; 1920, 111,041; 1919, 169,935. 

Allegheny district: Grain and grain products, 2,370 and 
1,070; live stock, 3,159 and 1,819; coal, 41,710 and 38,786; coke 
2,447 and 3,044; forest products, 2,264 and 2,053; ore, 948 and 2,- 
594; merchandise, L. C. L., 46,631 and 25,752; miscellaneous, 46. 
786 and 34,964; total, 1921, 142,315; 1920, 110,182; 1919, 145,491, 

Pocahontas district: Grain and grain products, 137 and 108: 
live stock, 76 and 59; coal, 17,202 and 18,756; coke, 57 and 597; 
forest products, 1,398 and 1,635; ore, 23 and 286; merchandise 
L. C. L., 2,645 and 178; miscellaneous, 6,221 and 8,589: total, 
1921, 27,759; 1920, 30,208; 1919, 33,046. ; 

Southern district: Grain and grain products, 2,922 and 2, 
790; live stock, 1,951 and 2,365; coal, 17,341 and 21,158; coke, 
460 and 240; forest products, 14,049 and 16,063; ore, 708 and 2, 
086; merchandise, L. C. L., 38,037 and 24,977; miscellaneous, 
37,349 and 51,964; total, 1921, 112,817; 1920, 122,363; 1919, 112,286, 

Northwestern district: Grain and grain products, 7,869 and 7,- 
749; live stock, 6,609 and 4,732; coal, 3,751 and 8,040; coke, 406 
and 951; forest products, 14,326 and 20,452; ore, 1,011 and 2,800: 
merchandise, L. C. L., 27,668 and 19,760; miscellaneous, 29,695 
and 34,679; total, 1921, 91,335; 1920, 99,163; 1919, 101,659. 

Central western district: Grain and grain products, 10,050 
and 5,962; live stock, 9,890 and 6,094; coal, 14,362 and 14,378: 
coke, 115 and 312; forest products, 4,085 and 4081; ore, 903 and 
2,316; merchandise, L. C. L., 30,090 and 18,808; miscellaneous, 
20,141 and 31,088; total, 1921, 99,636; 1920, 83,151; 1919, 92,643. 

Southwestern district: Grain and grain products, 4,978 and 
2,509; live stock, 1,957 and 1,001; coal, 4,178 and 3,942; coke, 98 
and 115; forest products, 6,057 and 5,809; ore, 498 and 370; mer- 
chandise, L. C. L., 16,636 and 13,608; miscellaneous, 22,890 and 
18,333; total, 1921, 57,292; 1920, 45,687; 1919, 50,952. 

Total, all roads: Grain and grain products, 33,367 and 22,- 
276; live stock, 26,530 and 16,944; coal, 135,658 and 135,886; coke, 
4,365 and 6,781; forest products, 47,909 and 55,680; ore, 4,941 and 
12,154; merchandise, L. C. L., 214,082 and 129,173; miscellaneous, 
Sears and 222,795; total, 1921, 703,896; 1920, 601,695; 1919, 


L. C. L. merchandise loading figures for 1921 and 1920 are not 
comparable because some roads are not able to separate their L. C. L. 
freight and miscellaneous of 1920. Add merchandise and miscel- 
laneous figures to get a fair comparison. 


GRAIN RATE ADJUSTMENT 
The Trafic World Washington Bureau 


Adjustment of rates on grain from Missouri River points 
to Chicago via Minneapolis will probably be authorized by the 
Commission on short notice to meet the needs of the milling 
industry at Twin Cities. Its supply of grain has been cut down 
through a rise in price due to the exclusion of Canadian grain 
by the Fordney emergency tariff law. A committee representing 
carriers and millers called on Chairman Clark April 29, sug- 
gesting the making of a rate to apply through Minneapolis, with 
transit at that point, of 11 cents over the rate on direct routes 
from the Missouri River to Chicago. That would give Minne 
apolis a milling-in-transit rate of 31.5 cents. At present there 
is no transit arrangement at Minneapolis on grain from the Mis- 
souri River. A committee, consisting of C. E. Spens, for the 
Burlington; E. B. Townsend, Minneapolis & St. Louis; and Stan- 
ley H. Johnson, representing the Rock Island, and C. Bovey, 
John Pillsbury and M. Galligher the Minneapolis millers, pre 
sented the matter to Chairman Clark as an urgent situation 
requiring quick action, lest some mills be closed through inabil- 
ity to buy grain at prices at which they could afford to grind. 


APPLICATION FOR EXTENSION DISMISSED 

The Commission has dismissed an application of the Duluth 
& Iron Range Railroad Company asking for authority to operate 
trains over a branch line 2.91 miles long, between Divide station 
and Babbit, in St. Louis county, Minn., because the applicant be 
gan the operation of the line prior to the effective date of the 
Commission’s jurisdiction under the transportation act. It held 
that no certificate was required. 
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LAKE CARGO COAL REDUCTIONS 


The Trafic World Washington Bureau 


The Commission, April 28, authorized the carriers to reduce 
rates on lake cargo coal 28 cents a ton on five days’ notice. The 
rates are to be limited to destinations west of Fish Bay and 
north of the Illinois-Wisconsin line, and to apply only until 
October 31. A formal sixth section order will be issued, but 
the carriers were notified that such authority would be formally 
granted so they could prepare their tariffs. The operative date 
of the reduction will depend on how soon they can file their 

iffs. 
-— was admitted by men in the Commission April 26, though 
not by Chairman Clark, that the carriers had informally asked 
for sixth section permission to reduce lake cargo coal rates. 
Chairman Clark’s clerk would not admit inquirers to the chair- 
man’s office when they wanted confirmation or denial of reports 
that had been in circulation on that subject. ; 

The division consisting of Clark, Daniels and Esch is pass- 
ing on the subject and the understanding was that when they 
had decided what should be done, the carriers would submit a 
formal application, the terms of which would accord with the 
decision of the Commission, or drop the subject. Their applica- 
tion was for permission to publish short time tariffs, probably 
by May 5, cutting off 28 cents a ton, the lowered rates, however, 
to be limited so as not to apply at ports of destination east of 
Fish Point on Lake Superior or south of the Illinois-Wisconsin 
line on Lake Michigan. In that way the carriers would preserve 
to themselves the profitable all-rail coal traffic to Chicago and 
the southern part of Michigan, and confine the movement by 
lake to strictly northwest business. ; 

Wire protests have been coming to the Commission from 
Chicago, Detroit and other lake points that will be excluded 
from the benefit of the reduction, on the theory that the limita- 
tion would be discriminatory against them. ; 

No one connected with the Commission, the American Rail- 
way Association or the National Coal Association would admit, 
April 25, that the question of reducing the spread between rates 
on lake cargo coal from Ohio, Pennsylvania, and West Virginia 
on the one hand, and coal from the Illinois mines, on the other, 
to the Northwest, had been even informally placed before the 
Commission or any commissioner, since the subject was broached 
in the consideration of the complaint of the northwestern dock 
operators. At that time suggestions for a narrowing from 58 
to 30 cents a ton were made. 

The reports, however, coming from sources generally be- 
lieved to be informed, indicated that the mine operators had 
been bringing unusual pressure on the railroads serving both 
upper and lower lake ports; that the railroads had said they 
were without authority to make a decision in the matter and 
that when informal suggestions were made to the Commission 
or commissioners, that it should authorize a reduction in the 
lake cargo coal rates, the “buck” had been passed back to the 
railroads on the theory that, while the law requires the Com- 
mission to make rates that will, in its judgment, yield six per 
cent, the railroads are under no constraint to keep such rates 
in effect, except when necessary to prevent undue prejudice. 

Talk about the possibility of lower rates on lake cargo coal, 
it is believed, will aggravate instead of ameliorate the situation 
in the northwest, to which little coal has been moving by lake. 
The long delay of the consumers in the Northwest last year 
helped materially, it is reckoned, in bringing about the condi- 
tions that caused the Commission to issue, for the benefit of the 
northwestern and the New England consumers, the priority 
orders which caused the Senate committee on reconstruction to 
g0 into. the question of car supply and priority orders. The Com- 
Mission acted on the theory that there was an emergency au- 
thorizing it to prescribe rules for car distribution. The point 
was made at the time the orders were issued that there was no 
emergency that was not as clearly foreseen in the spring of that 
year, when there was a plentiful supply of cars, as it had been 
during the period of slump through which the railroads and all 
other business have been passing since the latter part of 
November. 

It is argued now that if the people of the Northwest believe 
tates on lake cargo coal are coming down, they will continue de- 
laying the purchase of their fuel, and that in the summer and fall 
there will be another emergency similar to that of a year ago. 
That, it is suggested, is one reason why operators and railroads 
that may be mulling over the subject will desire to say nothing 
_ the subject until they have figured out what, if anything, can 
€ done, 

When reports that such a plan had been agreed on in a 
conference in New York were most frequent, a number of rail- 
taad men and mine operators were holding informal conferences 
with Chairman Clark, April 22, about adjustments in coal rates 
to the lower lake ports made necessary by the Commission’s re- 
Port on the suspension case involving. rates to Toledo for trans- 
shipment. In that case the Commission pointed out that, from 
a number of points in Ohio and West Virginia, the railroads 
had not taken all the benefits they had obtained in prior de- 
cisions. The Commission said they could not have the benefits 
* the later decision until they straightened out their rates in 
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accordance with the prior decisions. But the discussions then 
had nothing to do with the relationship of rates from the com- 
petitive fields. 

Ohio, Pennsylvania and West Virginia mine operators, in 
the case brought by the northwestern dock operators, tried to 
prove there had always heen a relationship in the rates from 
the two fields. They were handicapped in that by the fact that 
not all the raiJroads hauling their coal would stand for the propo- 
sition that there had been a definite and known relationship be- 
cause the lake cargo rates are for transportation to the lower 
lake ports only and are not supposed to be influenced by the 
rates made from the upper lake ports to the northwestern 
destinations. 

Their fight for a narrowing of the spread from 58 to 30 cents 
was induced by the fact that the Illinois operators were getting 
a larger share of the business than formerly. At present the 
stream of lake cargo coal is extremely thin. The eastern opera- 
tors and the eastern railroads are suffering by reason of the 
failure of the northwest to buy and the inroads made by the 
Illinois operators. 

Some carriers are reported as being ready to make a reduc- 
tion in their rates but they are opposed to doing so lest, by so 
doing, they be required to reduce their all-rail rates to Chicago 
or have their tonnage to that point cut off by shipments of lake 
cargo coal to Chicago. It was understood that the Chicago lines 
would be willing to reduce lake cargo coal rates if they could 
limit them so they would apply only on coal going to the upper 
lake ports, and not to Chicago. Such a limitation, however, they 
fear, would bring on their heads a charge of undue prejudice. 
On account of the by-product coke ovens in the Chicago district 
the carriers thereto are hauling coal to be used in the by-product 
ovens. Prior to the establishment of the by-product plants they 
were comparatively indifferent to the coal rate to Chicago be- 
cause they were carrying coke from the Connellsville and other 
eastern coking points. The coal rate was of comparative unim- 
portance. Now, however, it is of great importance—hence the 
hesitation. (See later news on page 46.) 


COAL PRODUCTION REPORT 
The Trafic World Washington Bureau 


“Production of soft coal*in the week ended April 16 was 
marked by a slight but distinct recovery,” the Geological Survey, 
Department of the Interior, said in its weekly coal production 
report, under date of April 23. 

“The total output, including lignite and coal coked, is esti- 
mated at 6,525,000 net tons, an increase of 416,000 tons over the 
week preceding, and the largest since the second week of March. 
In spite of the increase the rate of production remains the lowest 
since April, 1914, except, of course, for the period of the strike 
of 1919. 

“The following statement furnished by the American Rail- 
way Association shows the number of cars loaded daily: 

“April 11, 22,505; April 12, 22,005; April 13, 21,923; April 14, 
20,645; April 15, 20,179; April 16, 14,122. 

“Loadings on Monday of the week (April 18-23), according 
to preliminary reports, were 22,690 cars. This was a slight in- 
crease over the preceding Monday. 

“No recovery in the rail movement to New England was 
suggested by the returns for the second week of April, when the 
total number of cars forwarded through the five rail gateways 
over the Hudson was 2,219, as against 2,274 in the week preced- 
ing. The low figure for the corresponding week of 1920, 1,397 
cars, is accounted for by the switchmen’s strike, which was then 
in progress. 

“Production of anthracite continues at a substantial rate. 
Shipments originating on the 9 anthracite-carrying roads during 
the week ended April 16 are reported at 36,050 cars. This indi- 
cates a total production, including mine fuel and local sales, of 
about 1,885,000 net tons. Compared with the corresponding week 
of 1920, when the railroad switchmen’s strike was blocking 
traffic, this was a marked increase and the cumulative produc- 
tion since the beginning of the calendar year is slightly ahead 
of 1920. 

“The information available to the Geological Survey at this 
writing does not indicate that the strike of British coal miners, 
which began April 1, has had any marked effect in stimulating 
exports of American coal. Exports and foreign bunker coal 
dumped over the three piers at Hampton Roads during the first 
half of April, although greater than the March average, were 
less than the rate of January and February, and very much be- 
jow the maximum in the fall of 1920.” 


ANN ARBOR BONDS 

The Ann Arbor Railroad Company has applied to the Com- 
mission for authority to issue and pledge from time to time a 
total of $2,000,000 of 6 per cent improvement and extension mort- 
gage bonds in lieu of, and in substitution for, the 5 per cent 
improvement and extension mortgage bonds. The company states 
that it has become necessary to increase the interest rate be- 
cause of present financial conditions. The 5 per cent bonds 


aggregate $2,500,000 and it is proposed to reduce that amount 
to $2,000,000. 
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FREIGHTS AND CHARTERS 


(Issued by U. S. Shipping Board.) 
April 21 


There is a general dearth of business in the charter market, 
and while sufficient merchandise has thus far been accumulated 
to keep up the intercoastal trade, the outlook for the near future 
jis not encouraging. 

The high transcontinental rates have caused apple shippers 
in the Hood River section to view with interest the activity of 
steamships in offering lower rates. 

During the coming fruit season it is proposed to reach Lon- 
don, Liverpool, Amsterdam, Rotterdam, Havre, Hamburg and 
other European markets by direct service via the Panama Canal. 
Great quantities of northwest fruit are expected to be shipped by 
all-water route to the Atlantic seaboard. 

A fleet of twelve steamers and motor boats have been booked 
to carry grain from the Pacific coast ports to European ports. 

It is reported that grain exporters are trying to procure 
allocation of some of the government idle tonnage to transport 
grain at rates that will meet the latest reductions in the foreign 
charter market. 

Charters 
Str. Westward Ho (Am.), 3,562 net register, Columbia River to 
United Kingdom, heavy grain, Max H. Houser, Portland, charterer. 

Str. Ansaldo VIII (lItal.), Atlantic Range to Palermo, 5,000 tons 
coal, part cargo, $5.75; prompt. 

A steamer, 2,166 tons, Cuba to Boston, sugar, 26c; April. 

Schr. Cecvelia Copen, Philadelphia to New Orleans, 1,700 tons coal, 
$2.65, free discharge. 

Schrs. Pat Harrison, 1,032 tons, and Integral (Br.), Orange, Tex., 
to Tampico, lumber, private terms. 

Schr. E. M. Roberts (Br.), 296 tons, Ruatan to North Hatteras, 
cocoanuts, private terms. 

Bark Hesperian (Am.), 7,225 tons, Columbia River to two ports 
South Africa, $30. 

Schr. Sophia Christienson, 750 tons, net register, Gray’s Harbor to 
Callao, lumber, private terms. 


April 22. 


The freight market continues barren of encouragement, al- 
though hope is indulged in everywhere. 

Freight rates recently established on a tentative basis to 
French Atlantic ports were reduced about 30 per cent on an 
average, although there has been no marked change in the rates 
on the Dutch, Belgian or German trade. 

The heavy grain movement which has been the backbone of 
the bulk cargo business is easing up somewhat, and coal charter- 
ing is at the lowest ebb that it has reached in years, the fixtures 
recorded usually being on private terms. 

The American steamer Wallkill, loaded with lumber, timber, 
rosin and turpentine, is the first vessel to depart from Mobile 
under the new alignment grouping certain Gulf ports. 

Flour continues to be quoted at $7 from Portland to the 
Orient, and lumber at $15 per 1,000 ft., although some carriers 
are reported to have cut under this latter figure. 

Shingles are in keen demand for the Atlantic markets, but 
they are all going via the Panama Canal. High transcontinental 
freights prevent these shingles moving via the regular channels. 


Charters 


Str. Bowkadra (Br.), 2,156 tons, Virginia to West Italy, coal, pri- 
vate terms, prompt. 

Str. Heika (Dan.), 822 tons, one round trip to West India trade, 
$2.75 if delivery in New York; if delivery St. John, N. B., $3. 

Str. Massedijk (Du.), 3,700 tons, Virginia to Ibicny, coal, $6.35, 
Welsh form, May. 

Str. Marshal French (Br.), 2,885 tons, Virginia to Buenos Aires, 
coal, $6, Welsh form, prompt. 

Str. Glenarn (Br.), 3,082 tons, Atlantic range to Buenos Aires, 
coal, 30s, May 1-20. 

Str. Flowergate (Br.), Atlantic range to Bahia-Blanca, coal, 30c 9d, 
April-May. 

Str. Djerisen (Br.), 2,961 tons, Virginia to Mediterranean, not east 
of West Italy, coal, $6, May. 


April 23 


The general cargo movement continues light in all direc- 
tions with rates at a standstill. 

The result of the reduction in French-Atlantic rates brings 
that for dense weight freight to $6 per ton for shipments under 
25 cubic feet measurement, and $8 per ton for any space over 
25 cubic feet, while general cargo will pay 25 cents per cubic 
foot, or 50 cents per 100 Ibs. 

To Antwerp and Amsterdam $8 per ton is charged for 
space under 25 cubic feet, and $12 over 25 cubic feet, and for 
general cargo, 40 cents per cubic ft., or 75 cents per 100 lbs. 
The Hamburg and Bremen rate is $9 a ton under 25 cubic ft., 
and $13 over 25 cubic ft., with general cargo at 45 cents per 
cubic ft. or 82% cents per 100 lbs. 

Coal and grain exports are falling off. 

Despite the prevailing business stagnation, the French ex- 
ports for the first quarter of 1921 surpassed those for the.same 
period in 1920 by nearly a billion francs. The exports exceeded 
the imports by more than 120,000,000 francs. 


Charters 


Str. Lake Traverse, Cienfuges to 
terms; prompt. 


Philadelphia, sugar, private 
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Str. Noureston (Br.), Atlantic range to Hamburg, 40,000 quarters 
grain, 6s; April. iiss 

Str. Hesleyside (Br.), 
quarters grain, 6s 14%d; May. 

Str. Thordis (Nor.), 3,520 tons, Atlantic range to West Italy, $5.85. 
prompt. , 

Str. Eastgate (Br.), 2,604 tons, Atlantic range to Plate, coal, pri- 
vate terms. 

Str. Onda (Br.), 1,720 tons, Atlantic range to Villa Constutiene 
coal, 30s, option Rosario, 31s 3d. 3 

Str. Manwood, 2,935 tons, north side of Cuba to New York, sugar 
19c; Boston, 22c; if New Orleans, 17c; May. ' 

Str. Ubbergen (Du.), 1,156 tons, Orange, Tex., to Tampico, lumber 
private terms. ; 

Schr. J. K. Mitchell, 319 tons, New York to Bermuda, genera] 
eargo and coal, private terms. 


Atlantic range to Avonmouth, 22,009 


April 25 


According to a summary issued by the Department of Com. 
merce, imports from Germany last year were nearly nine times 
as great as in 1919, and approximately half the average of 
trade for the two years immediately preceding the war. 

The aggregate value of declared exports from London to 
the U. S. for the first three months of 1921 showed a decrease 
of about 70 per cent compared with those for the same period 
in 1920. 

Our trade with China during the past three years has in- 
creased 180 per cent in value, and as prices in 1920 showed a 
general decline, the volume of trade for that year registered a 
proportional increase. 

The fact that even with ample banking and shipping facil- 
ities our share of China’s total trade in 1919 was only 17 per 
cent seems convincing evidence that closer study of merchan- 
dising methods in the lines for which a demand exists would 
yield excellent results. 

There is nothing new to be said regarding conditions in 
the charter market, which remains quiet. 


April 26 


The most favorable report on the charter market is that 
inquiry for coal carriers is showing some life, and the continu- 
ance of the British miners’ strike will, it is believed, develop 
some business in this trade. 

A number of steamers which have been temporarily laid up 
on the west coast, including one or two Shipping Board vessels, 
have been taken out and are loading wheat at the Columbia 
River section for the United Kingdom. 

Intercoastal operators are reporting little or no difficulty 
in securing cargoes between the Pacific and Atlantic coasts, espe- 
cially since the fruit growers are patronizing the water route 
in preference to the rail service. 

In an effort to avert the threatened strike directly involving 
60,000 men and 1,500 steamships, leaders of the two groups of 
sea labor and the American Steamship Owners’ Association have 
been invited to meet in Washington on April 27. 

One or two scattering charters were noted for Rotterdam 
and France, but the bulk of demand continued to come from 
Italy and Mediterranean countries. The River Plate demand is 
slackening, a few fixtures being made, but most all included 
“up river options.” The coastwise market holds no interest for 
owners, most companies having more vessels than they can keep 
moving. 

Charters 

Str. Eastern Guide (Am.), 3,800 tons, n. r., 
United Kingdom, with grain, prompt, about $10.50. 

Strs. Pheceda (Du.), 18,000 quarters grain, and Rubens, Mon- 
treal, to United Kingdom, 6s 9d: May. 

Str. Teesbridge (Br.), Montreal to United 22,000 
quarters grain, 6s 3d, with options; May, two trips. 

Str. Skegness (Br.), Montreal to Dublin and 
quarters grain, 7s: May. y 

Str. Georgie (Fr.), Montreal to Rotterdam, 32,000 quarters grain, 
25c per 100 Ibs., Canadian currency; May. 

Str. Marie Strabetos (Greek), a gulf port to West Italy, 21,000 
quarters grain, 7s 10%d; May. ; 

Str. Stikelstad (Nor.), 3,458 tons, thirteen months’ time charter in 
Transatlantic trade, 6s, delivery Europe; prompt. : 

Str. Monealliere (lItal.), Atlantic range to Genoa, coal, private 
terms. 

Str. Steel Engineer, 3,450 tons, to West Italy port, cargo of coal, 
private terms; prompt. ; 

Str. Ruby, 1,896 tons, and Rirth, 2,429 tons, Cienfuegosto to Phila- 
delphia or New York. sugar, private terms; April. 

Schr. Barbara W. (Br.), 286 tons, Santa Cruz or Manzanilla to 
north of Hatteras, cedar and mahogany, $18 on round logs. 


April 27 


The big steamship line vessels are carrying only partial 
cargoes, and the officials report inability to meet expenses 4 
present rates and light traffic. 

The market today is paying $5.75 to Rotterdam, $5.85 to 
West Italy, River Plate $5.75, Rosario 31s and Buenos Aires $6. 

The Pacific Coast fruit growers, having found a way of 
avoiding heavy rail rates to the Atlantic seaboard by patromlz 
ing the all-water route, are now puzzled to know how to combat 
the rates from the Pacific Coast to the Interior markets. 

Transportation rates were increased from the Northwest 
on August 26, 1920, to such an extent that it now costs $1 a box 
to haul a box of apples to Chicago, which costs from $1.80 t0 
$2.05 to produce. There are from 1,200 to 1,300 carloads, or al- 
most 1,000,000 boxes of apples still in storage in the Northwest, 
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about 800 or 900 of which are small sized apples for which ship- 
pers are finding it practically impossible to effect a sale, even at 
prices showing a sacrifice below cost of production. 

The Steele S. S. Line has announced a reduction in the ton- 
nage rates on dried beans from Pacific Coast loading ports to 
Galveston, the charge being cut from 70c to 55c, effective at 
once. The Steele Line reported that inquiries for space to the 
United Kingdom had become more active, and that cotton, grain 
and general commodities were being offered. 

The outlook for Lake freight business is more discouraging 
this spring than in many years, according to the President of 
the Lake Carriers’ Association. Several companies have al- 
ready announced withdrawal of portions of their fleets, and not 
more than 50 per cent of the association’s tonnage would be put 
into operation this year unless a marked improvement is shown. 

The time charter market remains practically unchanged. 


OCEAN TONNAGE INCREASE 
The Trafic World Washington Bureau 


Admiral Benson, chairman of the Shipping Board, and Capt. 
Paul Foley, director of the division of operations, believe that 
indications point definitely to an upward trend in ocean traffic 
conditions. The demand for tonnage is on the increase and sub- 
stantial withdrawals of ships from the managing caretaker of 
the board for service are being made. 

Capt. Foley said ocean freight rates were getting firmer and 
that revenues were beginning to shade operating expenses. He 
quoted average gross revenues per deadweight ton in January, 
February and March as an indication of improvement. In Janu- 
ary the gross revenue per deadweight ton was $2.01, in Febru- 
ary, $2.45, and in March, $2.45. 

The board has 606 steel ships in operation and a total of 658 
withdrawn from service. The number of vessels tied up is ex- 
pected to decrease substantially in the near future. Tie-ups in 
recent weeks exceeded withdrawals from tie-up on an average 
of five to ten a week. In the last week 18 vessels were restored 
to service and 20 were withdrawn, several of the latter being 
small vessels. 


SHIPPING BOARD VACANCIES 


The Trafic World Washington Bureau 


President Harding apparently still was in a quandary this 
week relative to the selection of a new Shipping Board. The 
impression gained ground that Admiral Benson, chairman of the 
board, stood a good chance of being appointed to the new board 
and that he might be selected as chairman. 

R. A. C. Smith, former dock commissioner of New York, 
has been indorsed for the chairmanship by the American Steam- 
ship Owners’ Association. James A. Farrell, president of the 
United States Steel Corporation, who would be named chairman 
if he would accept the place, has declined to serve. 

Representative Frank Scott of Michigan has been discussed 
as a possible appointee on the board. He is a member of the 
House committee on merchant marine and fisheries. 

The Maritime Association of New York has asked the Presi- 
dent to appoint E. C. Plummer of Bath, Me., as a member of 
the board. 

It is believed that when the President does name the board 
former Senator Chamberlain of Oregon and F. L. Thompson of 
Mobile, Ala., former member of the board, both Democrats, will 
be in the list. 


INQUIRY INTO PORT CHARGES 


The Trafic World Washington Bureau 


The Commission, April 21 (see Traffic World, April 23), 
announced the institution of an inquiry, Docket No. 12861, with 
Tespect to the reasonableness and propriety of the charges of 
common carriers for wharfage, handling, storage and other 
accessorial services at the south Atlantic and Gulf ports, at and 
south of Hampton Roads, and also as to the propriety of requir- 
ing that the rates and charges be stated as whole-service rates 
to and from the ports; and the cost of or charges for such 
Services, all with a view to prescribing such reasonable and 
Proper rules and regulations and charges as may appear to be 


hecessary. The order instituting the investigation was passed 
_ 9, but the announcement thereof was not made _ until 
pril 21. 


The subject of wharfage and port charges has long been a 
Sore spot in traffic offices of carriers and shippers; of conten- 
tions between carriers by railroad and carriers by water; of 
bickerings between carriers and owners of water-front property, 
some under the control of private corporations and some under 
= control of states and some under the control of municipali- 

S. 
The announcement made by the Commission is as follows: 
_ ‘By its order of April 9, 1921, the Interstate Commerce Com- 
mission instituted an investigation, under Docket No. 12681, 
with respect to the reasonableness and propriety of the charges 
of common carriers subject to the interstate commerce act, and 
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applicable to interstate or foreign commerce, for wharfage, han- 
dling, storage and other accessorial services at the south At- 
lantic and Gulf ports at and south of Hampton Roads, Va., and 
also as to the propriety of including in the rates of the carriers 
to and from the ports, the cost of or charges for the above 
services, with a view to prescribing such reasonable and proper 
rules and regulations and charges as may appear to be neces- 
sary. 

“It is the purpose of the Commission in this proceeding to 
investigate in a broad and comprehensive way the charges of 
the carriers for the services above mentioned; the nature of 
the services rendered by the carriers for such charges, and 
the cost thereof; and the facilities employed by the carriers in 
rendering such services; and also to endeavor to gather infor- 
mation, for comparative services, as to similar charges, costs, 
services and facilities, of water terminals at the ports in ques- 
tion which are not owned, controlled or operated by the carriers. 

“The Commission will also inquire into the propriety of 
absorptions of terminal charges at the ports by the carriers, and 
will endeavor to ascertain whether, under existing conditions 
affecting charges, services or facilities at the ports, any ports, 
shippers, localities or descriptions of traffic are unduly preju- 
diced or preferred; whether the proper growth and development 
of, or the construction or improvement of terminal facilities 
at any ports are unduly restricted; and whether the free and 
natural flow of commerce through the various ports and the 
economical, expeditious and efficient handling of traffic at the 
ports is unduly impeded. 

“A copy of this notice will be given to the press, to the 
carriers, and to all other parties within the knowledge of the 
Commission who may be interested, and the fullest co-operation 
of all concerned is invited. 

“The proceeding will be set for hearing and places and 
dates to be determined later. The carriers will be expected to 
furnish complete and specific information bearing upon the ques- 
tions above set forth, including the costs of performing said 
services, to the extent of their ability, and pertinent evidence 
of other interested parties will be received. 

“The Commission will receive suggestions from interested 
parties as to dates and places for hearings, the time which they 
probably will require to present their evidence, and upon any 
other matters within the scope of the investigation, all of which 
will have careful consideration.” 


SHIPPING BOARD APPROPRIATIONS 


The Trafic World Washington Bureau 


Admiral Benson, chairman of the Shipping Board, has re- 
quested a deficiency appropriation of $36,852,000 for the current 
fiscal year and a supplemental appropriation of $134,000,000 for 
the fiscal year beginning July 1. He also asks $10,633.33 for 
salaries of the members of the Shipping Board who served as 
recess appointees from December 1, 1920, to March 4, 1921, 

In a letter to the House urging the appropriation of $134,- 
000,000, Admiral Benson said: 

“A careful estimate having been prepared, it has been de- 
termined that there would be no balance on hand available on 
July 1, 1921; and in view of the present ocean traffic the ships 
of the fleet would earn during the first six months at least no 
net revenue, and due to the financial situation, the market for 
the sale of ships, plants, and material is so poor that it is not 
believed probable that any appreciable amount may be attained 
from these sources. 

“It is, therefore, deemed imperatively necessary that Con- 
gress should be advised of the existing and prospective condi- 
tions and that sufficient appropriations should be made to carry 
out existing contracts, to care for the property committed to 
the care of the board, and to carry on the necessary operations.” 


MARKING OF FOREIGN CONTAINERS 


The Trafic World Washington Bureau 


Containers manufactured in foreign countries must be 
marked in such way that the person buying goods packed in con- 
tainers manufactured abroad will know where the containers 
originated. That is the substance of a Treasury Decision, No. 
38677, issued under date of April 8, but not given to the public 
until now. This decision amounts to a reversal of Treasury De- 
cision No. 30029, in which the Treasury construed a section of 
the tariff law of 1913 as not requiring the marking of bottle caps, 
empty cans, bottles and so forth, of foreign origlin, on the theory 
that, in the language of the statute they could not be marked 
“without injury” to the articles in question. In the latest deci- 
sion on the subject the Treasury said: 

Upon reconsideration the department has reached the conclusion 
that empty containers of the character described are ‘‘articles of 
foreign manufacture or production”’ which, if capable of being marked 
in their condition as imported, come squarely within the provisions of 
the marking statute and cannot escape the operation of such law by 
virtue of any possible use to which they may be put after their 
release from customs custody. 


In harmony with the foregoing, you (customs collectors) are 


directed to require all imported boxes, cans, tierces, and similar mer- 
chandise, which are capable of being marked without injury in their 
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condition as imported, to be marked in the manner prescribed in 
-—- F, supra, irrespective of their ultimate use. 

That part of T. D. 30029 relating to the marking of empty con- 
tainers is hereby superseded. 

It is suggested that in order to avoid the possibility of foreign 
origin being imputed to domestic products sold in such imported 
containers, because of the marking of the latter, the words ‘‘Container 
eee er ,”’ or some similar formula, might be adopted. 


COAST BUSINESS TO BOAT LINES 


The Trafic World Washington Bureau 


“Continuance of the present high freight rates from the Pa- 
cific coast will result in the diversion of the major portion of 
heavy freight traffic to the steamship lines operating through 
the Panama Canal and the consequent permanent loss of traffic 
for the transcontinental railroads,” Representative George W. 
Edmonds of Pennsylvania, ranking member of the House mer- 
chant marine committee, said April 27. 

“The major portion of the business done by the transcon- 
tinental lines, to the east, is the fruit and farm products tonnage. 
The high rates are driving the shippers to the use of the canal, 
permitting the establishment of regular lines to the Atlantic 
coast. 

“Every time a shipload of fruit and produce leaves southern 
California it means a loss of $150,000 to the railroads of the 
country. The only manner in which this may be averted is to 
have the roads lower the rates, regain the trade, permit the 
sale of California fruits on the eastern market at fair prices, and 
permit a just profit to the growers and the roads in the future.” 


DEVELOPMENT OF TRADE ROUTES 


The Trafic World Washington Bureau 


Secretary Hoover, of the Department of Commerce, has con- 
ferred with representatives of the National Merchant Marine As- 
sociation with a view to making plans for a survey of trade 
routes and the establishment of new routes through co-operation 
with the Shipping Board. Mr. Hoover suggested that a commit- 
tee be appointed by the association to work with the Shipping 
Board and the Department of Commerce. Under the merchant 
marine act the board is charged with the duty of developing trade 
routes necessary for the upbuilding of the merchant marine and 
it has done considerable work along that line. 


The Trafic World Washington Bureau 


The work being done by the Shipping Board’s Sea Service 
Bureau toward the Americanization of crews on American ships 
is shown in a statement issued by Admiral W. S. Benson, Chair- 
man of the Shipping Board. In 1917, when the board first 
started to place men on vessels, at the port of New York for ex- 
ample, the Americans, below the grade of officers, available and 
placed were less than 10 per cent of the number required. Dur- 
ing the month of February, 1921, 76 per cent of the men below 
the grade of officers placed at New York were American. Dur- 
ing the fiscal year ending June 30, 1920, the Sea Service Bureau 
placed on American ships 160,863 men, of which number 65 per 
cent were Americans. The development during the past few 
months has been as follows: December, 1920, 67 7-10 per cent 
Americans; January, 1921, 72 7-10 per cent Americans; Febru- 
ary, 1921, 77 2-10 per cent Americans; March, 1921, 80 9-10 per 
cent Americans. 

These figures cover the percentage of Americans placed 
through the United States. The figures show that since 1917 
the percentage of Americans placed has been changed from 90 
per cent aliens and 10 per cent Americans to 20 per cent aliens 
and 80 per cent Americans. The Sea Service Bureau is the only 
agency through which Americans are given preference on Amer- 
ican vessels. The results accomplished by the Bureau show the 
necessity for its continuance if the ships which have been built 
by the government are to be manned by Americans in order to 
make them useful as naval and military auxiliaries in case of 
war. 


Former Governor Alfred E. Smith, who has been appointed 
one of the three New York commissioners on the Port of New 
York Authority to negotiate a treaty with the state of New 
Jersey providing for the future development of the port, thinks 
that the best temporary solution of the problem of freight con- 
gestion in New York is the idea of store-door delivery of freight. 
Mr. Smith takes the position that the port of New York is suf- 
fering from competition with other Atlantic and gulf ports be- 
cause of the immense cost of handling freight at the New. York 
and New Jersey terminals. It is estimated that it costs as much 
to handle a ton of freight at the New York terminals as it does 
to haul it from Buffalo to New York. 

“Any solution of the port problem must, therefore, have for 
its ultimate result the lowering of the costs of doing business 
at the Port of New York,” said Mr. Smith. “Added to the actual 
operating costs is the great waste that occurs from delay in the 
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handling of freight. The trucking problem becomes one of great 
importance when it is realized that horse-drawn and motor- 
drawn trucks are compelled to stand for hours at the various 
terminals awaiting their turn to get on the docks. This must 
of necessity, be reflected in the cost of trucking and consequently 
in the cost to the ultimate consumer. No relief can be had from 
these conditions until development is carried on jointly with the 
state of New Jersey. 

“The one serious objection offered to this plan is the fact 
that it denies the merchant owning his own equipment the right 
to do his own trucking from terminal or store-door delivery, 
This objection could be readily met by having the Interstate Com. 
merce Commission quote an alternate rate for either termina] 
or store-door delivery. Our merchants should be made acquainted 
with the fact that where they do not own their own equipment 
store-door delivery will bring about a more economic handling 
of freight by relieving the congestion.” 


WAGES OF MARINE WORKERS 


The Trafic World Washington Bureay 


Nothing resembling an agreement was reached at the con- 
ference of marine workers and steamship interests, held in 
Washington, April 27. The only constructive move resulting 
from the day’s work was the announcement by the American 
Steamship Owners’ Association that the members of that or- 
ganization were willing to reduce the proposed wage reduction 
from 25 to 15 per cent. The latter figure was the one origin- 
ally decided on by Admiral Benson, chairman of the Shipping 
Board, as being the proper reduction to make. 

Not one of the marine organizations, however, was willing 
to accept even the more conservative cut, but the general im- 
pression, after the conference, was that the seamen, firemen, 
cooks and stewards might consent to negotiate on the basis 
outlined by Admiral Benson. The marine engineers, however, 
flatly refused to discuss any reduction, and the wireless oper- 
ators also expressed an unwillingness to come to terms. Rep- 
resentatives of the masters, mates and pilots declined to par- 
ticipate because their agreements do not expire until August 1. 
The other agreements come to an end May 1, and some oppo- 
sition developed to the proposition, submitted by T. E. Burns, 
of the U. S. Mail Steamship Co., that a small commitiee of 
union leaders, operators, and Shipping Board representatives, 
with Admiral Benson as chairman, be selected to see whether 
an agreement could be reached, because it was feared that this 
committee might deliberate beyond that date and so make the 
scales proposed by the private owners effective. 

No action was taken on this proposal, however, and the 
conference was adjourned until April 28, so as to allow the 
steamship owners and operators time in which to confer on the 
measure of the proposed reduction. The agreement on a cut 
of 15 per cent was the result of this conference, which took 
place April 28. 

After the adjournment, April 28, a disposition on the part 
of some of the organizations, not to participate further in the 
conferences, developed. Andrew Furuseth, president of the In- 
ternational Seamen’s Union, however, urged all to come back 
on April 29, and added that those who refused to participate 
would have to assume the responsibility for the results of such 
action. 

Possible intervention by President Harding in the wage con- 
troversy between the marine unions and the shipowners and 
Shipping Board was the only thing that stood in the way of a 
strike May 1 as a result of developments at resumption at wage 
conference April 29. Representatives of the unions rejected 
Admiral Benson’s 15 per cent wage cut and proposed that the 
whole matter be put up to the President for decision. Admiral 
Benson declared he would not add to the President’s burdens, 
adding that the President expected him to handle matters under 
his jurisdiction. He told the union leaders that in attempting to 
carry the matter to the President they were shirking their re 
sponsibility as citizens. The conference then broke up and the 
union leaders appointed a committee of Andrew Furuseth, of 
the Seamen’s Union, and W. S. Brown, of the Marine Engineers’ 
Union, to appeal to the President to take a hand in the matter. 
The shipowners, who had accepted Benson’s proposition, rejected 
the proposal to go to the President. Another proposition made 
by the union leaders was that they be permitted to submit the 
Benson offer to a referendum vote of the members. This also 
was rejected by Admiral Benson. 


FREIGHT RATES FROM TAHITI TO UNITED STATES 
Consul Withey reports from Tahiti that the steamshiP 
freight rates between Papeete, Tahiti, and San Francisco havé 
been revised as follows: General freight reduced from $24 to 
$20 per ton; copra, from $26 to $21; and shell, from $26 to $21. 


THROUGH EXPORT AND IMPORT RATES 
The traffic department of the Appalachian Corporation, NeW 
Orleans, has prepared for free circulation among persons who 
care to have it, a folder showing comparative through export 
and import freight rates, New Orleans vs. New York. 
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rOss AND DAMAGE CLAIMS 


(Ninth of a series of articles written for The Traffic World by C. H. 
Dietrich.) 

In several previous articles special mention has been made 
of the peculiarities and outstanding features of claims on com- 
modities that are responsible for a substantial proportion of our 
joss and damage account, particularly commodities that are 
handled almost exclusively in carload lots. 

The analysis of loss and damage payments tabulated by the 
American Railway Association, Freight Claim Division, indicates 
that practically 50 per cent of all loss and damage is paid on less 
than carload freight, which is ordinarily covered by the broad 
term “merchandise,” and aside from special drives made by in- 
dividual lines that handle an unusual tonnage of certain com- 
modities, such as live stock, grain, green fruits, etc., the efforts 
of claim prevention bureaus have been largely centered on pre- 
yenting loss and damage to less than carload shipments. 

In our consideration of the causes responsible for the increase 
in loss and damage to less than carload freight as a whole we 
must necessarily compare the ordinary practices followed in con- 
nection with the packing, marking, loading and stowing of this 
class of freight, during the period prior to 1914, with those gen- 
erally followed during the war and subsequent thereto. In the 
earlier period referred to, while I have no reliable statistics on 
the subject, I believe it is a conservative statement to make, 
that the average load of merchandise, particularly the so-called 
peddler car, loaded with less than carload freight for distribu- 
tion to a number of smaller stations, did not exceed an average 
load of from five to seven tons. The solid cars, loaded for larger 
points, of course, exceeded this figure, but with loads as light as 
this, it was possible for the stevedores at the large distributing 
centers not only to stow the freight in station order, making it 
easily available for the way freight crew to unload, but also 
to stow without danger of crushing or damaging the lighter 
packages in the car. These comparatively lightly loaded cars 
would reach their destination district and, on account of the 
manner in which the freight was stowed, there would be no 
necessity of setting the car out short of destination. Conse- 
quently the freight was likely to reach its destination on schedule 
and without any shortage or damage. With the shortage of 
equipment that developed during the early days of the war and 
became more acute from month to month, there followed the 
necessity of conserving equipment and the campaign for capacity 
loading not only applied to carload shipments, but was also ex- 
tended to include less than carload merchandise. By increas- 
ing the average load to from ten to fifteen tons per car, many 
thousands of cars were released for other loading, but this was 
done at a sacrifice to loss and damage that few of us even begin 
to appreciate. 


It would seem to be theoretically possible to load to full 
visible capacity without any greater hazard, so far as loss and 
damage is concerned, than if only one-half of the visible capacity 
of the car were occupied. This would be true in practice if the 
usual run of less than carload freight was properly packed in 
containers sufficiently strong to stand the heavier load referred 
to. As a matter of fact, in a full carload of merchandise, there 
is almost invariably a certain proportion of sacked goods and 
light articles packed in fibre board containers that simply will 
not stand up if heavier freight is loaded indiscriminately on 
top of it; and while all freighthouse foremen aim to load such 
cars with the idea of placing the heavier articles on the floor 
of the car or toward the bottom of the load, this plan cannot be 
followed out where the freight is being received in small lots 
from many different shippers from morning until time to close 
the cars in the afternoon. In other words, the foreman has not 
the opportunity of sizing up the load before he starts to build 
it, but, on the contrary, it is necessary to take the freight in as 
it comes and build the load as best he can under these circum- 
stances. In many instances these cars are held over for the 
second day’s loading and in some cases even three days’ load- 
ing is placed in the same car. Where this occurs and two or 
more stations are loaded in the same car, anything like station 
order is practically impossible. 

On the peddler cars that contain freight for several stations 
the bad effect from a loss and damage standpoint is more ap- 
Parent when the car finally reaches its destination district and 
ls opened at the break-bulk station by the train crew for un- 
loading. It is then that the possibilities for loss and damage 
appear plain even to a novice. 

These heavily loaded peddler cars result in frequent and 
long delays to the train handling them for unloading. There is 
4 tremendous amount of labor required to search through the 
load for the freight consigned to each station, and not infre- 
quently the car is set out at the break-bulk point which results 
ina 24-hour delay at least. Where this occurs at only a few 
of the stations for which the car contains freight, there is a 
— delay to the freight consigned to the more distant 

ints. 

The extent to which this heavy loading has contributed to 
the increase in loss and damage to less than carload shipments 
', of course, problematical, but that it has contributed, and 
heavily, is, I believe, indisputable. However, no student of this 
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problem, having in mind the necessity of efficient and economical 
use of our present day equipment, can consistently counsel the 
return to any such light loading averages as those that prevailed 
in former years and, while it may be practical to lighten up the 
load somewhat in cars containing freight for several points 
(peddler cars), the real answer to this question, in the judgment 
of freight claim people so far as I have heard them express them- 
selves, is that freight shipped in less than carload lots must be 
packed in containers substantial enough to stand ordinary trans- 
portation in cars loaded with a reasonable tonnage. While this 
is a very tender subject with a great many concerns that are 
seeking to reduce their container cost to the lowest possible mini- 
mum and still stay within the requirements of the classification, 
it is a matter that will have to be adjusted before we reach the 
point in claim prevention that practically every rail line is at- 
tempting to reach at the present day. 

All claim prevention organizations, including the organiza- 
tion representing the American Railway Association, are asking 
ihe shipping public for its earnest co-operation in the reduction 
of loss and damage to freight and I submit that it is along the 
lines suggested in the preceding paragraph that this co-operation 
can be given to splendid advantage. 

There are numerous other directions in which such assistance 
can be given by the shipper, but none of any greater consequence 
than through the checking up of their container situation and by 
voluntarily strengthening any container that is regularly reach- 
ing its destination in a dilapidated and damaged condition. It 
is my thought, in connection with this particular phase of the 
loss and damage situation, that the proper yardstick to apply to 
the fitness of any container is not altogether whether it fully 
complies with classification requirements, but whether the com- 
plaints from destination regarding damage upon arrival are 
numerous enough to indicate that the particular container in 
question is not standing up and protecting the merchandise 
packed init. This is a danger signal with respect to a container’s 
fitness that can be recognized a great deal sooner by the firm 
using them than by any claim prevention organization, and in 
soliciting the active co-operation of shippers along the lines of 
strengthening their containers, where they have such evidence 
of their unfitness, the carriers feel that while it, of course, assists 
in reducing the loss and damage which they pay, it is many times 
more valuable to the shippers themeslves in maintaining satis- 
fied customers and saving them the expense incidental to the 
presentation and collection of claims for loss or damage. This 
expense is not infrequently almost as much as the amount that 
is collected. 

In addition to the container being a proper one for carrying 
its particular load, I believe the next item in importance is the 
legible marking of every package shipped in less than carload 
quantities. This feature alone was responsible for an enormous 
improvement in connection with merchandise shipped by express 
since the American Railway Express Company inaugurated their 
right way plan about two years ago, and the reduction in their 
“over without marks” freight since the improvement they were 
able to bring about in the correct marking of freight, has been 
almost beyond belief. 

One special feature in connection with this plan developed 
and promoted by the American Railway Express Company was 
that of adding a concealed mark in addition to the regular mark- 
ings on the face of the package. This resulted in thousands of 
packages, that would ordinarily have been over without marks 
and perhaps never delivered to the proper consignee, being for- 
warded to correct destination by means of the identification 
furnished by the concealed mark which simply consists of a 
duplicate tag being placed within the package where it can 
easily be located in the event of the outside mark becoming 
obliterated or lost. 

Above everything else, every package shipped should bear 
the shipper’s name and address. This is not so essential from 
the standpoint of getting the shipment to its correct destination, 
but it saves endless delays and difficulties in securing disposi- 
tion where for any reason the shipment is refused or unclaimed 
at destination. I am satisfied from my observations, in connec- 
tion with the marking on less than carload freight, that the 
manner in which innumerable packages are marked is not fully 
understood by the responsible officers of the concerns shipping 
these packages; and while it is true the receiving clerk at the 
railroad freight houses has it within his power to reject any 
package that is not properly marked, it is also true that this 
action is taken only in extreme cases and I am sure if the traffic 
manager or other responsible officers connected with our large 
shipping interests throughout the country would personally 
check up their marking arrangements, they would in many cases 
voluntarily inaugurate improvements along this line that might 
be of inestimable value in moving freight promptly to its correct 
destination. , 

To point out one notabie instance of inefficient marking, I 
need only refer to articles ordinarily shipped in bags such as 
sugar, coffee, rice and similar commodities where the marking 
is in many cases with a stencil on the bag itself and where such 
a bag is dragged across a dirty warehouse or car floor, the mark 
is practically obliterated by this first handling. Although no 
bag should be forwarded without a substantial shipping tag 
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securely attached to the upper end, there are literally thousands 
of sacks and bags moving today on marks applied with a stencil 
and frequently this stencil contains only the consignee’s initials. 

One other specific instance that occurs to me at this time, 
in connection with less than carload freight on which the shipper 
himself can undoubtedly prevent much loss and damage in 
transit, is that of furniture shipped, crated or wrapped in burlap. 
This commodity shows a loss and damage, in the American Rail- 
way Association statistics, of about 34% per cent of the entire 
amount paid; but of this 3% per cent, about 7% per cent is in- 
cluded in the less than carload shipments. Every salvage ware- 
house and freight station where salvage freight is accumulated 
in the country is a mute witness to the inefficient methods em- 
ployed by many firms in protecting their product from damage 
in transit. This commodity particularly is difficult to classify 
so far as freight classification requirements are concerned, for 
the reason that almost every separate piece of furniture requires 
a little different protection from any other so far as crating and 
packing are concerned. It is moreover recognized as a most difficult 
commodity to stow in a car with other miscellaneous freight and 
at the same time prevent its being damaged enroute. The results 
obtained at furniture manufacturing points, where under compe- 
tent supervision the problem of safe packing and crating is 
studied by expert packers and the work of protecting is done not 
alone with the view of complying literally with the classification 
requirements but rather with a view of getting the product to 
its destination in first class condition, speaks volumes for what 
can be done at other points where this business originates in 
large quantities but where the same careful attention is not given 
to preparing it for shipment. 

It might not be amiss to mention in this connection that 
these claims on damaged furniture are most aggravating, both 
to the consignee and carrier alike, for the reason that a very 
slight damage to a piece of new furniture ordinarily results in 
a loss that is out of all proportion to the damage sustained, due 
to the fact that repairs cannot be made satisfactorily by the con- 
signee. If the piece is returned to the shipping point or to the 
factory there is frequently additional damage on the return haul 
and the consignee is generally greatly inconvenienced by the 
delay incidental to its return for repairs and reshipment after 
repairs have been made. 

The new furniture problem referred to in the preceding para- 
graphs is bad enough, as every freight claim agent will agree, 
but if the safe handling of new furniture is difficult, what shall 
we say with respect to second hand furniture, ordinarily classi- 
field as household goods. The statistics indicate that claims on 
household goods constitute only one and one-half per cent of the 
entire loss and damage account, but claim agents will testify that 
the investigation and settlement of claims on this commodity re- 
sults in controversies, arguments and disputes, many times one- 
and one-half per cent of the entire claim work in our offices. 
‘This, of course, is due to the fact that household goods claims, 
generally speaking, are handled with people entirely unfamiliar 
with claim matters and their views ordinarily regarding the 
damage or loss sustained are magnified to such an extent that 
the adjustment of the claim is necessarily more or less of a 
heart-breaking matter. These claims on houshold goods are like- 
wise largely brought about by incompetent and careless methods 
practiced in preparing the shipments for transportation and this 
class of freight is proverbial for being poorly marked, if marked 
at all. 


The adjustment of our claims on household goods and per- 
sonal effects is greatly simplified where it is possible to send a 
representative of the freight claim office to the consignee’s home 
and there go over the damaged articles piece by piece and either 
arrange for having them properly repaired or, in the case of 
articles entirely demolished, arrive at some replacement value. 
Where such a plan can be carried out, there is every likelihood 
of a prompt and satisfactory adjustment being made, but where 
the matter has to be adjusted by long distance correspondence, 
the adjustment is generally unsatisfactory to both parties. 

I wish to correct a slight misstatement made in the article 
published in the Traffic World January 22, p. 185, wherein there 
were enumerated several commodities largely responsible for 
concealed loss claims among which was mentioned cigarettes and 
tobacco, along with clothing, dry goods, boots and shoes, etc. My 
attention was shortly thereafter called to the fact that claims 
for concealed losses on cigarettes and tobacco were actually in- 
finitesimal as compared to other items mentioned. I find that 
this is true and I gladly make this correction, for although 
tobacco, cigarettes and cigars bulk rather extensively in our claim 
account, to be specific, they represent about three per cent of the 
entire loss and damage account. These claims represent other 
causes than concealed loss. 





K. & T. BRANCH LINE CONSTRUCTION 
The Kentucky & Tennessee Railway has been authorized by 
the Commission to construct a branch line from White Oak, Ky., 
up White Oak creek, in a northwesterly direction, a distance of 
9,230 feet, to reach coal deposits in McCreary county, Ky., not 
now reached by a railroad. The extension will also serve certain 
Jumbering and other interests. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
i (Digests taken from Reporters and Digests of National Reporter 
\ System, published by West Publishing Co., St. Paul, Minn. 
1 Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Bill of Lading Prima Facie Evidence Only that Carrier Receiveg 
the Goods: 

(Supreme Court of Appeals of Virginia.) Bill of lading ¢op. 
stitutes prima facie evidence of fact that carrier received goods 
recited therein, but this evidence may be rebutted.—Directoy. 
General of Railroads vs. Chandler, 106 S. E. Rept. 226. 

Where plaintiff purchased potatoes and directed seller to 
bill them in his name from point of shipment to him at destina- 
tion and on delivery of bill of lading paid for the potatoes, he 
could not recover from the carrier for loss of the potatoes, where 
no potatoes were ever delivered to the carrier under the bill 
of lading, the carrier’s agent, due to the fact that seller, who op.- 
erated on a large scale, presented to him for signature a number 
of bills of lading purporting to cover an equal number of car- 
load shipments, all of which were signed at the same time, 
agent failing to detect the error in checking the bills, the re. 
citals of the bill of lading in no way estopping the carrier from 
showing the true facts.—lIbid. 

Liability of Initial and Delivering Carriers Under State Statute: 

(Commission of Appeals of Texas, Section A.) Where initial 
carrier limited its liability to damage occurring on its line and 
did not receive goods on through contract, it was not jointly 
liable under Vernon Sayles’ Ann. Civ. St. 1914, art. 731, with 
connecting carriers for damages to shipment during transporta- 
tion, article 1830, subd. 25, providing for apportionment of dam- 
age between the carriers, being applicable in such case.—Cren- 
welge et al. vs. Ponder et al., 228 S. W. Rept. 145. 

In an action against connecting carriers for damage to ship- 
ment under Vernon Sayles’ Ann. Civ. St. 1914, art. 1830, subd. 
25, requiring apportionment between connecting carriers when 
requested by either party, the last carrier is presumed to have 
been at fault and has burden of proving itself not at fault, or 
proving the proportion of damage for which it was not at fault, 
in which case the burden of proof is shifted to the next pre 
ceding carrier to acquit itself in the same way.—Ibid. 





& a 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
' Copyright by West Publishing Co.) 
s ® 





Personal Effects of Army Officers Is Not “Property of the United 

States”: 

(Argued Jan. 13, 1921. Decided March 7, 1921.) The per 
sonal baggage of army officers is not “property of the United 
States,” and, as such, entitled to transportation by land-grant 
railroads at the reduced rates applying to government property. 
—Oregon-Washington R. & Nav. Co. vs. United States, 41 Sup. 
Ct. 329. 

The action of a land-grant railroad in charging the govern 
ment for transportation of the baggage of army officers at land 
grant rates, so rendering its bills to the government, and re 
ceiving payment without protest or assertion of a greater com 
pensation, held deliberate, based upon a consideration of its 
advantages, and with no thought of ultimate assertion of a right 
to the regular tariff rates, notwithstanding its claim that such 
action was due to the fact that shipments were for the Quarter 
master’s Department and upon government bills of lading 1 
terms applicable only to government property, and that the 
Comptroller of the Treasury had held that such transportation 
was entitled to land-grant rates.—Ibid. 

Where the acts of a land-grant railroad in charging the 
government the land-grant rates for the transportation of arm) 
officers’ baggage was deliberate, and based on a consideration 
of its advantages and without intention of ultimately assertims 
a claim for the regular tariff rate, it was not subsequently e@ 
titled to recover the balance of the tariff rate—Ibid. aie 

Where the Court of Claims found implicitly, if not explicitly, 
that settlements between the government and a land-grant rail- 
road for the transportation of army officers’ baggage was final, 
and not tentative, a request for findings to the contrary was 4 
mere effort to change negative to positive findings.—Ibid. 

As interstate commerce act, p. 22 (Comp. St. Pp. 8595), aa 
mits reduced rates to the United States, and a ruling of ' ‘ 
Interstate Commerce Commission has made this applicable "I 
property transported for the United States, the duty of the fina 
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carrier to collect the full published tariff rate on the personal 
effects of army officers changing stations under orders, and its 
lack of power to release the shipper from any part of the rate 
held not to entitle a carrier accepting land-grant rates without 
protest to collect the balance of the tariff rate-——Western Pac. 
R. Co. vs. United States, 41 Supreme Court Rept. 332. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

a 7 

Notice of Readiness to Load About Certain Date Held Definite 


Notice: 

(Circuit Court of Appeals, Second Circuit.) Where the ship- 
ping contract provided the steamship company should give the 
shipper notice of readiness to load, a notice that the vessel 
would sail for the loading port about a certain date, and be 
ready to load on the stated date thereafter, bound the steamship 
company to have the vessel ready to load on the stated date.— 
New York & Cuba S. S. Co. vs. Guayaquil & Q. R. Co., 270 Fed. 
Rept. 200. 

Contract Made with Reference to Rules at Port of Loading: 

A contract for the shipment of coal from a specified port 
must be understood as having been made in view of the custom 
of the port with reference to loading.—Ibid. 

Cargo Need Be Furnished Only in Reasonable Time After Ship’s 
Delay in Readiness to Load: 

Where the shipper had a cargo ready for the vessel on the 
date he was notified she would be ready to load, but the vessel 
was not ready at that time, the shipper is only bound thereafter 
to furnish a cargo for the vessel within a reasonable time after 
she is ready to load.—Ibid. 

Dead Freight Allowed, Where Shipper’s Agent Required Sailing 
Without Full Cargo: 

A vessel which was ordered by the fuel company, which sold 
a cargo of coal to a shipper, into her berth at a time when a 
full cargo was not available, and when she could not wait therein 
for the rest of the cargo, or return for more, is entitled to re- 
cover from the shipper dead freight on the amount of cargo not 
furnished, less any expense saved by not carrying that part.— 
Ibid. 

Messenger Who Arranged for Shipping Libelant’s Property Re- 
garded as Libelant’s Agent: 

(Circuit Court of Appeals, Second Circuit.) Where a mes- 
senger took libelant’s property to a vessel and made all arrange- 
ments for shipping it, there being no direct dealings between 
libelant and the shipowner, the messenger was libelant’s agent 
without any known limitation upon his authority—Hugetz vs. 
Compania Trasatlantica, 270 Fed. Rept. 90. 

Where Libelant Had Option of Shipping Under Two Arrange- 
ments, It Was Unnecessary to Present Alternative Contract 
to Him: 

Where a libelant had option of shipping under a regular bill 
of lading or under a parcel tariff, but chose the latter course, 
because the charges were less and the customs requirements 
were less exacting, it was unnecessary for respondent to present 
the alternative bill of lading contract.—Ibid. 

Translation in Record Accepted, Where Not Challenged Below: 
Translations in the record must be accepted upon appeal, 

where their accuracy was not challenged below.—Ibid. 

Limitation of Value Held Valid: 

Where a libelant had the option of shipping under a regular 
bill of lading or under a tariff applying to parcels worth not 
more than $5, and chose the latter course, there was a valid 
valuation, which precluded libelant from recovering a greater 
or although the actual value of the property exceeded $5.— 

id. 

Shipper May Recover Prepaid Freight for Non-delivery: 

_ (Circuit Court of Appeals, Second Circuit.) If the goods 
Shipped are not delivered, no freight is earned, and the shipper 
May recover the freight if it was prepaid——Owens vs. Breitung, 
270 Fed. Rept. 190. 

_— Held to Have Rendered Carriage After Capture Impos- 
sible: 

_ On a libel to recover prepaid freight because of the shipper’s 

failure to deliver the cargo at the port of destination after cap- 

ture of the vessel where libelant had voluntarily accepted the 

Cargo at the port in which the captured vessel was taken, and 

had sold it there for the full price at destination, thereby pre- 

venting the carrier from keeping his contract, if he had been 
able to do so, there can be no recovery of the freight.—Ibid, 

Carrier Held Entitled to Full Freight After Capture: 

A shipowner, who was prevented from keeping his contract 
of carriage after capture of the ship by the shipper’s sale of the 
cargo at the port of capture, is entitled to retain the entire 


freight prepaid for the voyage, not merely freight.pro rata 
llineris.—Ibid. 
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CLAIMS FOR OVERCHARGES 


The Trafic World Washington Bureau 


It is not improbable that Director-General Davis, of the 
Railroad Administration, will figure out some way for changing 
the Administration’s ruling that claims for overcharges come 
within the terms of section 206 (c), which required all claims 
arising under federal control to be filed one year after the end 
of control—that is to say, on or before February 28, 1921. If 
he does not, Senator Cummins has promised shippers who did 
not get their overcharge claims to the Commission before March 
1, 1921, in accordance with the ruling of Director-General Payne, 
that he will have the law changed so that claims of that kind 
will either be not held to have been barred by section 206 (c) 
or that the time for the filing of such claims shall be extended 
to some day in 1922. 


A holding by the Railroad Administration that its ruling 
is not to be construed as covering claims for admitted over- 
charges, it is believed, would solve the situation. It would, of 
course, put into the hands of the Railroad Administration a 
club with which it could get rid of claims that were not clearly 
for overcharges, on its mere assertion that such and such a 
claim was not for the return of an overcharge. But inasmuch 
as the claims, even when clearly for overcharges, are barred 
by the ruling that now controls, such an amended ruling of 
construction of the prior ruling, would be a measure of relief 
for those shippers whose claims are now clearly barred under 
the ruling made by Chief Counsel Finerty and approved by 
Director-General Payne. 


The Railroad Administration is not ready to admit that the 
ruling is wrong. On the contrary, it is inclined to contend that 
that was the only kind of a ruling that could be made and that 
any kind of modification would be a big concession to the ship- 
pers. 


N. Y. C. CHICAGO TERMINAL 


The Trafic World Washington Bureau 


In effect, arguments on the application of the New York 
Central for an authorization by the Commission to acquire the 
Chicago Junction railroad, were made to the Commission on 
April 28. In theory, the arguments made on that day had no 
immediate bearing on the application in question. However, 
Luther M. Walter, representing the trunk lines that are pro- 
testing against the acquisition of the most desirable terminals 
in Chicago by their competitor; Earnest S. Ballard, represent- 
ing shippers who ask that if and when the Commission issue 
the desired authority it shall impose terms and conditions of 
neutrality on the New York Central; Walter O. Fisher, repre- 
senting the Chicago Terminal Commission; C. C. Pauling and 
other attorneys for the New York Central, argued the question 
as earnestly and as pointedly as if the application were on ar- 
gument before the Commission. 


The discussion covered paragraphs 18 to 22, both inclusive, 
of the first section of the interstate commerce law, and para- 
graph 2 of section 5. It was brought about by a conference 
ruling of the Commission, dated April 8, but not promulgated 
until April 23, which seems to hold that the Commission has 
no jurisdiction over the question raised by the application of 
the New York Central. That conference ruling is as follows: 


That the applications which must be made to the Commission for 
certificates of public convenience and necessity under paragraph (18) 
of section 1 of the Interstate Commerce Act are confined to new lines 
of railroad and extensions of lines of railroad to be constructed, or 
put in operation in interstate or foreign commerce, by carriers sub- 
ject to the act, subsequent to the effective date of the paragraph, and 
to lines of railroads in existence prior to that date which were not 
then being used in interstate or foreign commerce, except that the 
term ‘‘abandon,’’ as used in the paragraph applies to any line of rail- 
road or portion thereof owned or operated by a common carrier subject 
to said act, and means entire cessation of operation thereof in inter- 
state or foreign commerce, and that any such certificate granted by 
the Commission applies to the property covered thereby, regardless of 
any change in the owner or operator of the property which may take 
place after the certificate is granted. 

That it is not necessary to secure from the Commission a certifi- 
cate of convenience and necessity for the acquirement of an ordinary 
trackage right; or for the discontinuance of the use of such track- 
age right, provided such discontinuance does not result in withdrawal 
of all service to the public upon the road or part of road over which 
such trackage right is exercised. 


Mr. Walter contended that the intention of Congress in 
passing the paragraphs in the first section of the interstate 
commerce law relating to the construction, acquisition, exten- 
sion and operation of railroads, was intended to prevent waste 
of capital by the creation of lines where they were not needed; 
to encourage the consolidation of existing lines under certain 
conditions and the use of existing facilities in such a way that 
railroads would not have to indulge in expensive construction 
to protect themselves from the inroads upon their business that 
would be made through the acquisition, for illustration, of the 
Chicago Junction Railroad by the New York Central. He said 
that there was no question in his mind but that the Pennsyl- 
vania, the Erie, the Baltimore & Ohio and other railroads rep- 
resented by him have such an interest in the question raised by 
the application of the New York Central under paragraph 18 of 
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the first section, as to give them a standing before the Com- 
mission. 

Denial by the Commission of jurisdiction over the proposed 
acquisition of the Chicago Junction Railroad by the New York 
Central, he said, would be equivalent to saying that what Con- 
gress had sought, could not be attained in instances where the 
extension of an existing railroad was to be brought about by 
such an operation as proposed by the New York Central in 
Chicago. 

“The New York Central came to this body for a certificate,” 
said Mr. Walter. “It construed the new paragraphs in section 
one as giving this Commission the jurisdiction which it is now 
proposed this body shall hold was not conferred upon it by the 
new legislation. The New York Central does not make mis- 
takes in construing the statute.” 

In behalf of shippers whom he did not name, Mr. Ballard, 
critically discussed paragraph 2 of section 5, which, in agreement 
with Commissioner Eastman, he said, if successfully invoked, 
raises a shield for a railroad company against the operation of 
federal and state anti-trust laws forbidding consolidations or 
combinations of competing railroads. He contended that the 
additions to the first section cover such a transaction as is pro- 
posed in Chicago, agreeing in that construction of the statute 
with Mr. Walker. He said that his clients, however, do not care 
who owns or who operates the Chicago Junction Railroad. Their 
interest is only in the preservation of the service now per- 
formed by the Chicago Junction Railroad for every railroad en- 
tering the City of Chicago, in the handling and disposition of 
2,200,000 cars of revenue freight annually. 

“We ask this Commission to incorporate in its certificate per- 
mitting the arrangement, if it decides to issue such certificate, 
terms and conditions which will assure a continuance of opera- 
tion on the present neutral basis,” said Mr. Ballard. “We fear 
that unless this Commission does insert such terms and condi- 
tions, the New York Central, as the owner of the Chicago Junc- 
tion, whether by lease or what-not, will be tempted at some 
time in the future to operate that terminal property in such a 
way as to deprive shippers dependent upon it of some of the 
privileges and facilities they now enjoy. 

“The New York Central recognizing the fact that there might 
be such a temptation, is willing to accept such terms and condi- 
tions. Of course, if this Commission holds that it has not juris- 
diction over the application, then the arguments we make will 
have to be made to the Illinois authorities. Declination of juris- 
diction by this body will send the applicants to the state authori- 
ties for the necessary authority to carry their plans into effect.” 

Chairman Clark engaged in ‘several colloquies with Messrs. 
Walter and Ballard with regard to his own testimony before the 
House committee on interstate and foreign commerce, when the 
latter was engaged in framing the legislation now on the books 
and under discussion in this argument. Apparently, the first- 
thought of the chairman, who was the spokesman for the Com- 
mission before the committee, was that the Commission should 
be given jurisdiction over the construction of new lines so that 
it could prevent the building of competing lines intended for sale 
to existing roads, or the setting up of competition that would 
deprive existing carriers of needed business, and the consequent 
employment of capital in wasteful operations. Mr. Ballard in 
particular pointed out that the statute as drawn seemed to be 
broader than the original proposal. He contended that the three 
parts of paragraph 18 covered engineering, which is the first step 
in the construction of a new line, operation carried on by the 
operating department of a railroad over either a newly con- 
structed or newly acquired existing line, and finally transporta- 
tion in the sense of the doing of a common carrier business 
which is carried on by the traffic department of a railroad. 


Mr. Fisher, formerly Secretary of the Interior, appeared be- 
fore the Commission in behalf of the Chicago 'Terminal Commis- 
sion, which, as he said, has been studying terminal problems 
since 1914, and is just about ready to publish the result of its 
studies of the integration of carriers by water and carriers by 
railroad in the European cities. He said that the broad con- 
clusion reached by the commission is that terminals must be con- 
ducted co-operatively and that competition must be eliminated. 
Embarrassment possessed him, he said, because in the work of 
the civic organization which preceded the creation of the ter- 
minal commission, there was no more progressive element than 
the New York Central and its officers, especially President Smith. 
He said he wanted anything he might say in the matter to be 
understood not as a criticism of the attitude heretofore taken 
by the New York Central or its officers, but merely as a warn- 
ing that what it now proposes doing would not hasten that period 
of co-operation which its officers heretofore held to be desirable. 
He said he did not know whether the New York Central had be- 
come weary by the long delay and by the refusal of the Interstate 
Commerce Commission to make a broad study of the terminal 
problems and had decided that it would cut the Gordian knot 
by obtaining such a control over the terminal situation in Chi- 
cago that through its own efforts it might be in a position to 
bring about the better handling of the terminal situation. Mr. 
Fisher said he appreciated the fact that the Interstate Commerce 
Commission is always confronted with pressing and important 
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details and that its members, present and former, are convinced 
that the best way for handling such questions as are raised by 
the application of the New York Central is in concrete cases; but, 
he said, when he undertook to appear before the Commission’s 
examiner in this case he was met with the instruction of the 
Commission to its examiner, Director Colston of the Finance 
Bureau, to hear testimony on the terminal question only in so far 
as it might relate to the question immediately before the Com. 
mission, namely, the application of the New York Central. That 
instruction, he insisted, would, if insisted upon, force him into 
the case in a lame and unsatisfactory manner. It would pre. 
vent him discussing and treating it in a broad and general way 
on fundamental principles, he said. ; 


HEARINGS ON SEAMEN’S BILL 


The Trafic World Washington Bureay 


Hearings on the Scott bill, providing for amendment of 
the LaFollette seamen’s act so as to modify that law with 
respect to the regulations governing traffic on the Great Lakes, 
will be started May 2 before the House committee on merchant 
marine and fisheries. 

“What we need in the Great Lakes country is immediate 
legislation to encourage transportation, shipping and shipbuild- 
ing,” said R. J. McLean, chairman of the Inland Waterway 
Committee of the Detroit Board of Commerce, in a statement 
relative to the Scott bill. 

“As a result of the present shipping laws, enacted in 1915, 
and which were framed for ocean rather than lake traffic, the 
passenger and packet freight business on the Great Lakes can- 
not be carried on profitably. As a result, there is no demand 
for ships, and consequently the shipyards of the Great Lakes 
are closed; and, as a further result, thousands of men are out 
of employment. Not a hammer is to be heard in the great ship- 
yards adjacent to Detroit. 

“Since the passage of the present navigation laws in 1915 
the shipping interests of the Great Lakes have come to Wash- 
ington year after year in an effort to get remedial legislation, 
but they have not succeeded, perhaps due to the fact that they 
were asking for legislation of interest to them as a class. They 
have given up their efforts and, as a result, the boards of com- 
merce and the shippers throughout the Great Lakes country 
have taken the matter up in the hope that they can interest 
Congress in enacting laws that will make shipping on the Great 
Lakes profitable. If this is accomplished, ships that are not 
now running will be placed again in service, the shipyards will 
reopen, because there will then be a demand for new ships, and 
we shall get back again on our former prosperous business basis. 

“Recently a conference of shippers was held in Detroit to 
protest against the present navigation laws. All the boards of 
commerce of the Great Lakes country sent delegates to this 
conference. Shipbuilders were invited in order that expert tes- 
timony would be available in regard to the burdens that are 
placed on shipping by the present navigation laws 

“This conference expressed the belief that the present laws 
of the United States, governing the operation of vessels and 
the employment of seamen and others thereon upon the Great 
Lakes and their connecting waters, are burdensome upon the 
owners and operators of such vessels, forcing unnecessary ex- 
pense and depriving the officers of such vessels of needed au- 
thority, and artificially shortening the season to the inconven- 
ience of shippers and travelers; and that the present laws are 
impractical as far as the Great Lakes are concerned. 

“The conference drafted amendments to the present navi 
gation laws and adopted these amendments unanimously. These 
amendments have been submitted to members of Congress by 4 
delegation representing the conference and have been brought 
to the attention of Congress through a bill introduced by Con- 
gressman Frank B. Scott of Michigan, and it is confidently pre 
dicted by northwestern shippers that early favorable legislation 
may be expected. The delegation from the Detroit conference 
has received great encouragement from senators and represen- 
tatives. 

“We feel this movement is as much in the interest of labor 
as of transportation, because, without ships, there will be no em: 
ployment for seamen, and with no demand for ships, there will 
be no employment offered in the shipyards. There should there 
fore be no opposition to the proposed legislation, because it is to 
the interests of he general public. ; 

“Two boats that have been running from Detroit to Mack 
nac and which have been losing money, have been taken off this 
route and are now for sale, but no one wants them because they 
cannot be run profitably under existing navigation laws. The 
boat running from Detroit to Sandusky, Ohio, was taken off 
about three years ago. The Chippewa and the Islander, operat- 
ing in the Soo district, have recently been taken off. 

“The American flag is entirely off Lake Huron as far 4 
passenger and packet freight ships are concerned, and we sii 
cerely trust that legislation will be immediately available that 
will enable us to get our ships back on the lakes again. As tt 
is, our lake passenger and packet freight transportation 
paralyzed.” 
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\ In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Service Corporation, Colorado Building, Washington, D. C. 

L] 


Questions and Answers 





Contradiction Between Bill of Lading and Marks on Goods 


Ohio.—Question: Express officials claim that while the rail- 
way bill of lading must control, the marking on the box or 
package of an express shipment will control and not the express 
receipt. Kindly advise regarding same. 

Answer: In holding in cases of misrouting that the marks 
or destination on the package controls when there is a conflict 
between the destination in the bill of lading or receipt and the 
marks or destination shown on the package, the Interstate 
Commerce Commission has made no distinction between express 
companies and other common carriers. Conference Ruling 433, 
Parlin & Orndorff Plow Co. vs. United States Express Co., 26 
IC. C. 561; American Agricultural Chemical Co. vs. B. & A. 
R. R., 28 I. C. C. 398. However, in cases involving loss of or 
injury to goods the decisions of the courts are not uniform. 
In the case of Cappel vs. Weir, 92 N. Y. S. 365, it was held that 
the address shown in the receipt was not conclusive and that 
other evidence is admissible to show the address upon the pack- 
age. In the cases of Merchants Despatch, etc., R. vs. Moore, 88 
Ill. 186, 30 Am. Rep. 531; King vs. Deland, etc., R., 10 O., Dec- 
8 it was held that the point of delivery as shown in the bill of 
lading must control. We are of the opinion that if the action 
in the instant case is brought in an Ohio court that it would 
likely follow the precedent laid down in the case of King vs. 
Deland, etc., R. R., 10 O. Dec. 8. 


Carrier’s Liability at Non-Agency Station 


Michigan.—Question: Will you kindly advise regarding the 
carrier’s liability at a non-agency station after the shipment has 
been unloaded by the conductor? One of the western roads has 
refused our claim for a shipment that was unloaded at a prepaid 
station, but not receipted for by the consignee. They hold a 
receipt issued by their conductor stating that the shipment was 
unloaded and in good condition. 

Answer: It has been held that it is the duty of consignees 
at non-agency stations, under the provisions of the uniform bill 
of lading, to look for the arrival of their freight and that the 
carrier is not required to give notice of arrival of the goods to 
os consignee.—Morrison Tent & Awning Co. (Mo. 1915), 175 

. W. 220. 


Liability of Carrier for Difference in Weight 


Pennsylvania.—Question: This company shipped from “A,” 
N. J., during November, 1919, two gondola cars, namely P&R- 
22444 and NYC-332298, loaded with crushing balls, ranging two, 
two and one-half and three pounds in size. The cars were care- 
fully loaded at the “A” plant, where there were no track scales 
for weighing the cars, and forwarded on the “C” railroad to be 
Weighed at “B,” where the weights were ascertained for the 
billing. These weights were used in invoicing the customer and 
assessing the freight charges, but when shipments arrived at 
destinations, consignees reported a shortage of 1,603 pounds and 
2,000 pounds in each of the respective cars. Their weights were 
obtained on portable scales which they claim are regularly 
Inspected for accuracy and after furnishing us with affidavits cer- 
lifying the weights received at their plants, we allowed them 
credit for the shortage of balls, agreeing to file freight claim 
for the shortages and overcharges in transportation. 

The “C” railroad is now refusing to pay our claims for these 
shortages and we therefore wish you could refer us to a decision 
on a similar case and advise if we are not entitled to the short- 
ages as claimed by our customer, inasmuch as we have already 
fendered our credit and the consignee has furnished written 
affidavits substantiating their weights. 

_ Answer: The law provides that a common carrier, when 
it accepts goods for transportation becomes an insurer thereof, 
and 1S liable for any loss or injury thereto, unless such loss or 
jury is caused by an act of God, the public enemy, the fault 
of the shipper, or the inherent infirmities of the goods. 
th In actions against the carrier for damages sustained by 
€ owner of the goods by reason of the carrier’s default, whereby 
4 loss or an injury has happened to them, whether the action 
@ based upon the breach of duty or upon the contract, it will 
© necessary for the plaintiff to show a delivery of the goods 
9 him, an undertaking or contract on his part, either express 
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or implied to transport them as alleged and the failure to per- 
form the contract or his duty according to his undertaking.”— 
Hutchison on Carriers Vol. 3 section 1346. 

Upon such a showing the burden then rests upon the car- 
rier of showing that the loss incurred through some cause for 
which it is not liable as an insurer. Galveston, etc., Railroad vs. 
Wallace 223 U. S. 481. In claims for damages for loss in transit, 
evidence of the owner that a certain weight was loaded at ship- 
ping point and that it weighed less at destination point makes 
the carrier prima facie liable for the difference, and placed upon 
it the burden of proving that the destination weight was wrong, 
or that the difference in weight was due to causes for which 
the carrier is not liable. 

In the instant case you must first show the actual amount 
of freight which was delivered to the carrier, which will be 
evidenced by the origin weights, and that the same amount was 
not, in fact, delivered at its destination. You should also be 
prepared to show that the scales on which the freight was 
weighed at destination had been regularly tested and found to 
be in good order, and that all of the freight was scaled under 
the supervision of a competent weighmaster. 

In actions before the Interstate Commerce Commission for 
alleged overcharge in weight, it has been held generally that 
track scale weights, if obtained under favorable conditions; that 
is, if the weighing has been performed under the supervision 
of a competent weighmaster on scales in good condition, should 
be used in preference to weights obtained by use of portable 
scales. 

We are of the opinion, however, that this rule is not ap- 
plicable in an action at law for the loss of freight in transit, 
for in such a case the question as to whether the portable scale 
weight should be used in preference to the track scale weight, in 
determining the amount of the loss, is one for a jury to decide 
after due consideration of all the circumstances in the case. 
If you are compelled to enter suit to enforce your claim, you 
should demand damages based on the value of the lost freight 
at destination at the time it should have been delivered, less 
transportation charges, plus interest from the time the freight 
should have been delivered. 


Claims—Time to File 


New York.—Question: Please advise whether the statute 
of limitations of six months applies on shipments forwarded on 
order-notify bill of lading, but, through error of the transporta- 
tion company, billed as straight shipment, and so delivered. 

Answer: In delivering an order-notify shipment as a straight 
consignment and without payment of the draft, the carrier is 
guilty of a conversion. Because of the tort the law immediately 
creates a new relation between the parties independent of the 
contract, in that the carrier is deemed to have abandoned the 
contract of shipment. 

Where the carrier is guilty of a conversion of the goods he 
cannot escape liability on the ground that the owner failed to 
present a notice of his claim according to the terms of the 
shipping contract.—People’s State Savings Bank vs. M. K. & T. 
Ry., 178 S. W. 292. 


Demurrage—Average Agreement 


Ohio.—Question: In your issue of The Traffic World, March 
26, page 675, under the caption “Demurrage—Average Agree- 
ment” question by “Michigan,” which I have noted very care- 
fully. 

We are vitally interested in this subject, having had prac- 
tically the same argument with carriers while under federal 
control, my contention being at that time that, inasmuch as 
carriers were unified, one average agreement should be ren- 
dered instead of two, which is done under the present practice, 
one agreement being rendered by the “A” Railroad Company, 
another by the “B” Railroad. 

The circumstances in our case are as follows: We are lo- 
cated on both the “A” Railroad Company’s tracks and the “B” 
Railroad Company’s tracks; all of the switching, however, is 
done by the “A” Railroad Company with their own power and 
crew, under what they term the joint switching agreement or 
arrangement, to which ourselves, the “A” Railroad Company 
and the “B” Railroad Company all agreed some time ago, in 
order to eliminate a certain amount of duplication of effort 
and work accruing by reason of the fact that under the previous 
arrangement “B” Railroad furnished an engine and a crew, as 
well as the “A” Railroad Company furnished an engine and a 
crew, both engines and crew performing our work as covering 
the equipment belonging to each of the respective lines. The 
“A” Railroad Company, in performing the switching service 
jointly for the “B” Railroad Company and themselves, charge 
back to the “B” Railroad Company a pro rata or certain agreed 
charge per car for each and every “B” Railroad Company car 
moved by them. 

From your answer to “Michigan” I gather that unless so- 
called joint carrier performing the switching is a common Car- 
rier and not merely an agency employed by the two trunk lines, 
no benefits would result as against the average agreement being 
rendered except separately. You will understand in our case 
the switching service being performed by the “A” Company, 
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who is a common carrier (not merely an agency), we would, 
therefore, be entitled to one average agreement to be rendered 
by the “A” Company, who is a common carrier, performing the 
joint switching. Is this correct? If so, cite, if possible, further 
rulings or decisions of Commission covering. Do you thing the 
Commission would have power to rule on this matter? Would 
the matter of agreement as to joint switching arrangement en- 
tered into by ourselves, the “A” Company and the “B’” Company 
operate to designate this “A” Company joint switching arrange- 
ment as an agency employed to perform the work? 

Answer: While it is true that the “A” Railroad Company 
is a common carrier, it is not acting as such when performing 
switching service for the “B” Railroad Company on the tracks 
of the “B” Railroad Company, under the agreement in effect at 
“C,” but is merely acting as an agency employed by the “B” 
Railroad Company. The “A” Railroad Company engine and 
crew, in so far as the shippers or consignees are concerned, 
must be considered as a “B” Company engine and crew,, while 
it is performing this switching service. 

In view of the above, it is our opinion that you are not en- 
titled to the benefits of one average agreement, for the reason 
that you are in reality dealing with the trunk lines separately 
in the acceptance and delivery of freight, and the service per- 
formed to and from your plant is, as a matter of fact, the sep- 
arate services of the two trunk lines. 

Since the above was prepared for publication the Commis- 
sion’s decision in case No. 10813, Penick & Ford, Ltd., vs. D. G. 
et al., 61 I. C. C. 173-7, has been rendered. Our views on the 
subject are in direct accord with those expressed by the Com- 
mission in this case an abstract of which appears in The Traffic 
World for April 23, 1921. 


Reconsignment in Transit 


Pennsylvania.—Question: On November 19, 1920, we shipped 
a carload of iron waterwheels, K. D., with freight charges pre- 
paid from our factory at “A,” Pa., consigned to “B,” Md., routed 
via “C” Railroad to Baltimore, Md., thence via “D” steamer to 
destination. On November 26, 1920, we were advised by our 
local freight office that shipment was on hand at their “E,” Md., 
station refused by the “D” steamer people on account of dimen- 
sions of some of the packages (shipment consisted of thirty parts 
and the eight largest pieces were approximately 12 feet long 
by 3 feet wide by 1% feet high and weighed 485 pounds each). 
We immediately notified our local agent the same day and re- 
consigned the car to “F,”’ Md. The rate quoted us from “A,” 
Pa., to “B,” Md., was 48% cents and to “F,” Md., 45 cents. We 
filed a claim with carrier for the difference in freight between 
the two points, but they have declined same, stating shipment 
was subject to rate to Baltimore, and local rate beyond. Kindly 
inform us if the stand taken by carrier is the proper one, giving 
reference to authorities. 

Answer: In our opinion the situation outlined by you is 
clearly a reconsignment in transit. Under the provisions of 
rules 2 and 7 of the General Reconsignment Rules, charges 
should be assessed on basis of joint, through rate applicable from 
point of origin to ultimate destination, in accordance with rule 
2, plus reconsignment charge of $3 in accordane with rule 7. 


Duty of Shipper to Inspect Car Before Loading 


Pennsylvania.—Question: December 20, 1920, we shipped a 
car containing cold drawn steel bars to “A,” Mass. Car arrived 
destination and was refused by consignee for reason that the 
bars were rusted. We ordered the car returned to us and upon 
arrival at our plant had the claim agent of the initial carrier 
inspect same. It was found that the floor of the car contained 
a coating of sulphuric acid, which corroded the steel. 

The car was furnished us by the carrier and placed on our 
loading track. Shipment was loaded by our shipping depart- 
ment and signed for in good order by the carrier. Due to cor- 
rosion of the bars, the steel is worth only scrap price. Can we 
collect full damages from the carrier? The above shipment was 
well oiled to prevent rusting from dampness. 

Answer: While the authorities are not wholly in accord 
as to the duty of a shipper to inspect a car furnished by carrier 
for the purpose of determining whether the car is in proper 
condition, yet the Interstate Commerce Commission holds to the 
view that although the obligation of the carrier is to promptly 
furnish a suitable car, yet that it is not unreasonable to expect 
the shipper to inspect and to sweep a car, or to do a reasonable 
amount of cleaning or to make some minor and inexpensive 
repairs to prepare the car for loading. 

If, therefore, the shipper can, through a casual inspection 
of a car, learn that it contained some foreign substance which 
would injure the shipment that he desired to load therein it 
would be the shipper’s duty, either to refuse the car or to clean 
it himself. If, on the other hand, a casual inspection did not 
reveal the unsafe condition of the car, and a loss occurred to 
the shipper by reason thereof, the carrier would be liable. 
Freight and Demurrage Charges Barred by Statute of Limitations 

Pennsylvania.—Question: Will you be good enough to ad- 
vise whether demurrage or freight charges are outlawed by 
reason of time limitation? I would appreciate a short report, 
showing citations, etc. 
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Answer: As to interstate traffic, section 16, paragraph 3, of 
the Transportation Act provides: “All actions at law by car. 
riers subject to this act for recovery of their charges, or any 
part thereof, shall be begun within three years from the time 
the cause of action accrues, and not after.” 

With respect to intrastate traffic, it depends entirely upon 
the statute of the state wherein the action is brought by the 
carrier for recovery of such charges. It is a general rule of 
law that in order to avail himself of such defense the defendant 
must plead the statute of limitations. The carriers, as a rule, do 
not sue for charges which are barred by the statute. 
Consignee’s Right of Inspection of Shipment on an “Order. 

Notify” Bill of Lading 

California —Question: I wish to know whether there are 
any regulations governing railroads generally in respect to the 
right of consignees or holders of bills of lading to inspect the 
shipment before accepting delivery. The case in which this 
question has arisen was a suit for the purchase price of walnut 
meats shipped from Los Angeles to San Francisco on a shipper’s 
order bill of lading, the goods having been consigned to the 
shipper, but indorsed to the buyer. 

The bill of lading was released and delivered to the buyer, 
and he caused the goods to be hauled to his establishment, and 
then rejected them after inspection. The goods had been un.- 
loaded from the cars and were in the station warehouse; when 
asked why he didn’t inspect them before hauling them to his 
own warehouse, he said that carriers would never permit an 
inspection under the circumstances and, besides, there were no 
facilities for so doing. 

My understanding is that it is a universal custom, especially 
as to perishable goods, for inspection to be made by the con- 
signee when authorized by the shipper, but I would like to 
know if there are any regulations on the subject. 

Answer: We are unaware of any specific instructions gov- 
erning railroads generally, with respect to the right of con- 
signees or holders of ‘‘order-notify” bills of lading to inspect the 
goods before accepting delivery. The uniform ‘“order-notify” 
bill of lading provides: “The surrender of this original order 
bill of lading, properly indorsed, shall be required before deliv- 
ery of the property. Inspection of property covered by this 
bill of lading will not be permitted unless provided by law, or 
unless permission is indorsed on this original bill of lading, or 
given in writing by the shipper.” 

Notwithstanding such a provision, the Supreme Court of 
New York, in the case of Earnest vs. Delaware, Lackawanna 
& Western Railroad, 134 N. Y. S. 323, and the Supreme Court 
of Tennessee, in the case of Model Mill Co. vs. Carolina, Clinch- 
field & Ohio Railroad, 188 S. W. 936, have recently held that 
the consignee has the right to examine the goods before accept- 
ing delivery. In the Model Mill case the court said: “It is 
clear upon authority that where a carrier grants the right of 
inspection in such a case, his act does not amount to a conver- 
sion of the goods, although it may result in a rejection of the 
goods and subsequent non-payment of the draft by the drawee. 
Dudley vs. Chicago, M. & St. P. R. Co., 58 W. Va. 604, 52 S. E. 
718, 3 L. R. A. (N. S.), 1135, 112 Am. St. Rep. 102; Hutchinson 
on Carriers (2d Ed.), sec. 393; Lyons vs. Hill, 46 N. H. 49, 88 
Am. Dec. 189; Aaron vs. Adams Exp. Co., 276 L. J. 183.” 

While there may be some decisions to the contrary, it may 
well be said that the decided weight of authority is to the effect 
that the consignee has the right of inspection, even though the 
shipper fails to make the notation, “Allow inspection” on the 
order-notify bill of lading. 


Reconsignment Vs. Reshipment 


Tennessee.—Question: A carload shipment of a certain 
commodity, billed from a point, say, Norfolk, Va., consigned to 
Jones & Co., Atlanta, Ga., on a published commodity rate. On 
arrival of car at Atlanta, consignees pay freight charges, take 
out a new bill of lading, and ship this car to another destina- 
tion, and to another consignee on a published rate from Atlanta 
to the new destination. In other words, a new shipment 15 
made of this car from Atlanta to a different consignee and des 
tination at the full rate from Atlanta to such destination. 

In a case of this kind has the carrier the right to assess 
reconsigning charges on this car, also to assess the published 
class rate on this car from original point of shipment, say, Nor 
folk, Va., to final destination, the published class rate being 
excess of the commodity rate from Norfolk to Atlanta, and the 
commodity rate from Atlanta to the new destination? ; 

Answer: In our answer to “Maryland” in The Traffic W orld 
of April 16, we set forth the principles which govern the de- 
termination of whether a given shipment is a reshipment or 4 
reconsignment. 

As to whether a particular shipment is a reshipment or 4 
reconsignment, depends upon all of the circumstances under 
which that shipment is made. 

While it appears from the facts you have given in your let: 
ter that this was a reshipment, and not a reconsignment, we 
are loath to express an opinion, unless we are sure that we have 
before us all of the facts pertaining to the shipment in question, 
which have any relation to the question at issue. This in view 
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of what the United States Supreme Court has said as to the 
intention of the shipper being the determining point as to 
whether an effort is being made to defeat the through interstate 
rate by rebilling so as to obtain the benefit of the lower com- 
pination of interstate and intrastate rates. 


Right of Common Carrier to Prescribe Its Own Form of Receipt 
or Bill of Lading 


lowa.—Question: In June 1920, we put into use in our ship- 
ping the attached form of express receipt, which was printed 
to conform with all conditions and rules of the Express Classi- 
fication No. 26 in effect at that time, and was accepted by the 
express company without question. Since the effective date 
of Classification No. 27, February 4, 1921, the express company 
has requested that we discontinue the use of these forms, of 
which we have about 30,000 on hand, which we do not feel like 
discarding. 

We offered to rubber-stamp our forms with the following 
indorsement: “This bill of lading is subject to the terms and 
conditions set forth in the uniform bill of lading as incorporated 
in Express Classification No. 27, supplements thereto and re- 
issues thereof, as full as though printed thereon in full.” 

As this indorsement is permissible for use on old forms of 
freight bills of lading, and authorized for use by the Interstate 
Commerce Commission, we cannot see why it cannot be used 
on express forms as well, when the same laws govern the trans- 
portation of goods by express and freight. 

Answer: “In the absence of statutory provisions affecting 
its rights, it is competent for a railroad company to determine 
the circumstances and conditions under which it will receive 
the goods which it holds itself out to carry, subject to the limi- 
tation that it must act in good faith, reasonably and without 
discrimination.” Hay vs. Choctaw R. R. Co., 118 Fed. 169. 

“The Interstate Commerce Commission has no jurisdiction 
over the operation of railroads so long as the practices and 
charges of the same do not contravene the provisions of the In- 
terstate Commerce Act.” In Re Express Rates, 24 I. C. C. 380. 

The Commission has no control whatever over the operation 
of a railroad so long as its operations do not violate the laws of 
which the Commission has administration. 

The only statutory provisions we find affecting the issuance 
of express receipts or bills of lading covering the point in ques- 
tion is Section 20 of the Interstate Commerce Act as amended, 
which provides that “any common carrier, subject to this act, 
shall issue a receipt or bill of lading, the form thereof not being 
prescribed.” The practice by shippers of making out their own 
bills of lading or shipping orders is merely a matter of con- 
venience; they can demand that the carriers perform this duty 
in accordance with the statute, and the duty being upon the car- 
rier it is no more than reasonable that it should determine for 
itself the form of receipt which it will execute. 


The Right of Carrier to Assess Storage Charges on Unclaimed 
Shipments 


Wisconsin.—Question: On November 16, 1920, John Jones, 
located in this city, purchased 20 crates roofing material from a 
Chicago firm and ordered same shipped on order-notify bill of 
lading to John Jones, Wisconsin Rapids, Wis., clo Contractor 
Blank. John Jones immediately advised railway agent at Wis- 
consin Rapids that “we are having shipped to us c/o Contractor 
Blank 20 crates roofing material. When this arrives send us 
the freight bill and we will send you a check.” 

On December 9, 1920, John Jones received letter from rail- 
way agent at Wisconsin Rapids acknowledging receipt of letter 
above referred to and inclosing freight bill, also a bill for stor- 
age charges account goods being unclaimed. We presented 
claim, holding that railway agent erred in assessing storage 
charges against this shipment for the reason that “a carrier 
is not entitled to storage charges until it has made delivery of 
the shipment at destination by actually notifying the consignee 
of arrival, and upon the latter’s failure or refusal to accept, until 
it has given notice to the consignor of the consignee’s failure 
to accept.” 


Carrier declined claim on the ground that shipment was not 
marked with shipper’s name and address preceded by the word 
from” and that therefore there was no tariff duty to notify 
Shipper and giving of notice to consignee would start storage 
charges running and storage would accrue until the shipment 
was disposed of either by delivery to the consignee or return 
to the shippers, and that even had the shipment been marked 
with the shipper’s name and address, the carrier would have 
a entitled to storage charges for the 15 calendar day period. 
t hardly seems just that carrier should decline claim on basis 
outlined. 

_ Answer: Assuming that the carrier’s agent at destination 
a proper notice of arrival, but the goods were not claimed, 
mo the carrier was not obligated to send notice to the shipper 
> end poy the expiration of fifteen days, as, under the provi- 
a : a section B of the Uniform Storage Rules, a shipment is 
7 unc aimed until after the expiration of fifteen days, and it 

Ppears that John Jones at Oshkosh received such notice within 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER iN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
nen and the positions in touch with each other. The rates for 
‘lassified advertisements ars as follows: First insertion, $1.00 pe 
ine: minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
3 point type; payable in advance. Answers to keyed advertisements 
’orwarded free and all correspondence held in strict confidence. The 
[TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 


POSITION WANTED—Traffic Manager, 40, successful, now em- 
ployed, with two years’ railroad and industrial traffic experience, 
wants position in Chicago district. Address “J. M. G.,’’ Traffic World, 
Chicago. 


POSITION WANTED—Certified Traffic Expert, ten years’ Chi- 
cago, New York Trunk Line experience, auditing, claims, college edu- 
cation, highest standing, desires connection any territory. State 
terms. Address Edward A. Leonard, Port Reading, N. J. 


WANTED—National Traffic Bureau will require Traffic Managers 
soon in St. Louis, Cleveland, Indianapolis, Pittsburg and Cincinnati. 
Unusual opportunity. Furnish details. Address Mr. Price, 401 Clin- 
ton Bldg., Columbus, Ohio. 


WANTED—AN ACTIVE TRAFFIC MANAGER in every city in 
United States having broad acquaintance in local transportation cir- 
cles to co-operate with us in installing LOOSE-LEAF TRAFFIC LAW 
SERVICE. Inquiries furnished. Write in confidence for particulars, 
stating qualifications. TRAFFIC LAW SERVICE CORPORATION, 
S. W. corner Adams ané LaSalle streets, Chicago, Il. 














POSITION WANTED—Traffic Manager reputable concern, East or 
South, educated, of good address, 15 years’ railroad experience in 
freight rates, correspondence, claims, 4 roads. Age 33. Address, T. M., 
care Traffic World, Chicago. 


POSITION WANTED—Traffic executive holding important rail- 
way position qualified as examiner Interstate Commerce Commission 
seeks — field. Address R. E. E. 301, care Traffic World, Chi- 
cago, Ill. 


POSITION WANTED—Traffic Manager, Executive; twenty years’ 
experience railroad traffic and transportation, industrial traffic man- 
agement and steamship business, also export sales, finance and ex- 
change, desires new association with large, well established industrial 
company. Highest references. Correspondence confidential. Location 
preferably New York, Philadelphia, Baltimore or Pittsburgh. Address 
QO. O. D. 357, Traffic World, Chicago. 


_WANTED—Young man Stenographer with some knowledge of 
freight rates in southwest; exceptional opportunity. Address “F. H. 
J.,”’ Traffic World, Chicago. 














FOR SALE—Several thousand first-class 6x8—8 ft. oak railroad 
cross ties. Can also furnish oak switch ties to order. L. E. Pearson, 
Edwardsburg, Mich. 


Pencil No.174 


Made in Five Grades 


Regular Length, 7 Inches 
Conceded to be the Finest Pencil made for general use. For Sale at your Dealer 


EAGLE PENCIL COMPANY, NEW YORK 
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=f Railroad Accounting Service 


Valuations— 
Cost Statistics 


Systems for Accounting Offices 





Vv 


A corps of thoroughly experienced railroad accountants 
and analysts are available for the preparation of Federal 
Control and Guaranty Claims. 


THE ROBERTS-PETTIJOHN-WOOD CORPORATION 


Mills Bldg., Washington, D.C. Twenty East Jackson, Chicago 
By Appoinitment—S pecial Accountants, American Short Line Railroad Assn. 
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$f.000 A YEAR, 


FOR EXPERT TRAFFIC MEN. Many concerns now pay their traffic 
managers $5,000 to $10,000 a year. Yet the traffic man who gets this 
big pay must actually know traffic work. You can quickly become a 
real traffic expert—stop losses—earn big money for yourself. Countless 
eo EARN AT HOME BOOK FREE 

; : — K FREE. New home study Actual Prac- 
tice Method will quickly make you a Certified Traffic Manager. You can very soon 
qualify for a splendid traffic position. Write quick for big, new, illustrated book 
describing this wonderful training in detail. Write today. Address AMERICAN 
COMMERCE ASSOCIATION, Dept. 24-D, 4043 Drexel Blvd., Chicago, Il. 
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the proper time by receiving the storage bill with the freight 
bill. 
Liability for Freight Charges 

Utah.—Question: Carload shipment arrives billed to con- 
signee, which stores in a public warehouse. Car is switched 
into the warehouse, unloaded and freight charges paid by the 
warehouse company. Shipment is disposed of by consignee, who 
leaves town, or is otherwise disqualified financially, carrier dis- 
covers an undercharge on shipment. Can the warehouse man 
be held responsible for undercharge under his bond? 

Answer: Either the consignor or the consignee is liable 
for the lawful freight charges. The consignor because of 
his contract with the carrier for the transportation of the 
goods and the consignee as the owner of the goods. With 
respect to third persons, it is said, “The mere acceptance from 
a carrier and removal of a shipment of goods by one who is not 
the consignee named in the bill of lading does not of itself cre- 
ate a primary obligation on the part of the one receiving such 
goods to pay charges beyond the amount stated and claimed 
by the carrier at the time of such acceptance and removal.” 
10 Corpus Juris, section 704. 

In the case of Union Pacific R. R. vs. W. L. Stickel Lumber 
Co. (Neb.), 156 N. W. 1082, it was held that if the third party 
as agent for the consignee were liable, the carrier should first 
proceed against the consignee or consignor. It is our opinion 
that in the instant case the warehouse company is not liable 
for the undercharge. 


Penalty Charge on Cars Loaded with Lumber Held for 
Reconsignment 


West Virginia.—Question: We are presented with bill for 
penalty charge of $90 on a car of lumber which was erroneously 
consigned, demurrage and penalty accruing before we knew of 
the mistake. As a result, these charges accrued before we 
could get car reconsigned to proper destination. It is our im- 
pression that a ruling has been made by the Commission or 
courts that a penalty is to be assessed only when cars are pur- 
posely forwarded to some central point for distribution by re- 
consignment. 

Answer: We are unaware of a decision wherein it has been 
held that the penalty charge is to be assessed only when cars 
are purposely held at reconsigning points. Under the applica- 
tion of J. E. Fairbanks’ Demurrage Tariff 4-A, I. C. C. No. 8, as 
it is now worded, no account is taken of the fact that a shipment 
was reconsigned due to a mistake of the shipper in billing to 
a wrong destination. 

Inasmuch as the shipment was actually reconsigned, it is 
our opinion that the penalty charge must be assessed. 


Conversion—Measure of Damages 


Illinois.—Question: In case of conversion what is the proper 
basis for settlement—value at time and place of conversion, 
invoice value to the consignee, or value at destination at time 
shipment should have arrived? 

Answer: In a recent case, Roth Coal Co. vs. Louisville & 
Nashville R. R., 215 S. W. 404, in which numerous cases are 
cited, it is said: ‘Ordinarily, the market value at the time 
and place of conversion is the rule; there is an exception, how- 
ever, where the property is converted by a common carrier to 
whom it has been intrusted for transportation, in which case 
the rule, supported by the great weight of authority, is that the 
market value at point of destination, less the cost of transporta- 
tion, governs.” It is our opinion that the carrier is liable for 
the full actual loss which, under the decision in the McCaull- 
Dinsmore case, is the market value of the goods at their des- 
tination at the time they should have been delivered, less trans- 
portation charges plus interest from such time. 





Personal Notes 





The St. Louis office of the Shipping Board, established to 
promote the use of American vessels by exporters of the interior, 
will be in charge of W. K. Kutnewsky, as traffic manager, and T. 
Park Hays, of Charleston, S. C., as assistant traffic manager. 

The Southern Railway System has announced the appoint- 
ment of D. B. Hevron as district freight agent at Evansville, Ind., 
vice J. T. Mudd, who has resigned. 

Edward S. Jouett has been elected vice-president and gen- 
eral counsel for the Louisville & Nashville Railroad. Col. Henry 
L. Stone, former general counsel, has retired. 

R. F. Dickson has been appointed traveling freight agent 
for the Norfolk & Western Railway at Birmingham, succeeding 
C. H. Robertson, on leave of absence. 

c. A. Torrence, traffic manager for the J. H. W. Steele 
Company and the Steele Steamship Line at New Orleans, has 
been transferred to Galveston and has jurisdiction over the 
handling of all Gulf traffic for these companies. 

The Chicago & North Western Railway has announced the 
following appointments: David H. Hoops, general freight agent; 
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John P. Williams, division freight and passenger agent at Chi. 
cago; H. S. Bischoff, general agent freight department at Chi. 
cago; and N. D. Browne, general agent at Salt Lake City. 

Ralph T. Powers has been appointed commercial agent for 
the Winston-Salem Southbound Railway at Cincinnati, succeed. 
ing T. S. Davant, Jr., resigned. Mr. Powers is succeeded as 
commercial agent at Winston-Salem, N. C., by J. Harold Swaim. 

W. H. Engelke has been appointed freight traffic agent for 
the Union Pacific System at Portland, Ore. 

H. J. O’Neill has been appointed freight traffic agent for 
the San Francisco & Portland Steamship Company at Portland, 
Ore. 

The Southern Railway System has announced the appoint- 
ment of A. W. Gill as freight traffic manager at Cincinnati, 

E. G. Heilbronner has been appointed general freight and 
passenger agent for the Pittsburgh, Lisbon & Western Railroad 
at Lisbon, O. 

Robert L. Stover, formerly traffic manager for the United 
Paperboard Company, has been appointed traffic manager for 
the National Coffee Roasters’ Association, at New York. 

John S. Campbell has been appointed general western agent 
for the Head Line and the Houston Line of steamers, with head. 
quarters at Chicago. 


DOINGS OF THE TRAFFIC CLUBS 


The members of the Association of Railroad and Steamship 
Agents of Boston will pass on amendments to their constitution 
relative to the restoration of active and associate memberships 
at their meeting on April 30. William P. Libby, traffic manager 
for the Plymouth Cordage Company, will present a series of 
pictures illustrating the various processes in the manufacture 
of rope and twine. 





At the annual spring dinner of the Louisville Transportation 
Club, to be held at the Pendennis Club the evening of May 3, 
Henry A. Palmer, editor of The Traffic World, will be the 
speaker. His subject will be “The Railroad Problem.” 





A special dinner meeting of the York Traffic Club, York, 
Pa., will be held at the Y. M. C. A., May 3. Thomas Shipley, 
vice-president and general manager of the York Manufacturing 
Company, will speak on “Problems Met with in the Ice and 
Refrigeration Field.” 





The monthly meeting of the Traffic Club of Baltimore will 
be held at the Hotel Rennert, May 3. C. E. McCullough, district 
passenger agent for the Pennsylvania Railroad, will speak on 
“The Passenger Business.” 





The ninth May annual outing and shad dinner of the Traffic 
Club of Philadelphia will be held May 14, at Kugler’s Old Mo- 
hican Club House, Morris Junction, N. J. In addi on to a 
planked shad dinner and a number of sporting events, the pro- 
gram includes a baseball game between the industrial and 
transportation members of the clubs. 





The Transportation Club of Decatur has been holding a 
series of “Round Table Meetings,” at which traffic subjects have 
been discussed. At the meeting February 19, Harry Block, 
traveling freight agent for the Frisco Lines, gave an interesting 
talk on switching of cars, demurrage, and cost of demurrage. 


PREFERRED FREIGHT SERVICE 


F. C. Matthews, general freight and passenger agent of the 
Midland Terminal Railway, says the new “preferred freight serv- 
ice” has proved a success. 

“I never could understand the necessity for a separate com- 
pany and organization to handle the express business,” said he. 
“Why should a business organized to handle transportation farm 
out a portion of its traffic to another company to handle when 
that was the purpose the railroads were built for? When con 
ditions shaped themselves so that it seemed advisable to sever 
connections with the express company we already had some ideas 
for the handling of the business, and, effective last November, 
we established what we call a preferred freight service, which 
is nothing more nor less than the handling of freight and pack 
age business in baggage cars on passenger trains at higher rates 
than are charged on freight trains. This business is handled 
the same manner as the express company formerly handled it, 
with the exception that there is no collection or delivery service. 
Patrons deliver and call for goods at our stations. Shipments 
are billed on regular freight waybills, but these bills are stamped 
“Preferred Freight Service,” so that agents and the accounting 
department can easily check the rates.” 


PETITION FOR REHEARING 
Complainant in No. 11422, the Procter & Gamble Co. ¥5 
Director-General, has petitioned the Commission for a rehearilé 
or reargument. 


April 
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EXPRESS FREIGHT 


and De Luxe Passenger Service 
S. S. BUCKEYE STATE 


Sailing From Baltimore, Md. May 7th, 1921 


S. S. HAWKEYE STATE 


Sailing From Baltimore, Md. June 11th, 1921 
DIRECT SERVICE TO 
Port of Los Angeles, San Francisco and Hawaiian Islands 
Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents: United States Shipping Board 


Baltimore, Md., San Francisco, Honolulu, 
26 South Gay St. 120 Market St. Castle & Cooke, Ltd. 








NOSA LINE 


Monthly Sailings to Principal Ports 


West Coast South America—Direct Service 


Monthly Freight and Passenger Service 
LEEWARD AND WINDWARD ISLANDS—VENEZUELA— 
COLOMBIA—CURACAO 
Three Week Sailings 


CUBAN SOUTH-SIDE—HAITI—DOMINICAN REPUBLIC 
A-100 STEEL STEAMERS 


Particulars Furnished Promptly on Request 


New Orleans & South American S.S. Co., Inc. 


604-12 Queen & Crescent Bldg., New Orleans, La. 


New York Office, 10 Hanover Square Chicago Offices, 646 Marquette Building 
Cable Address, “ORLEANSHIP” 





HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 





COMMENTARIES 
THR DORN sr en 


Hy 


legislation. 





Size 6 x 9—173 Pages 


THE TRAFFIC WORLD 









THE RAILROAD PROBLEM! 
HOW WILL IT BE SOLVED? 


A question of vital concern to both railroad and industrial executives 


What will be the effect of the changes made by the Transportation Act, 1920, in the Act to 
Regulate Commerce? What further changes should be made? 


Read GARTNER’S COMMENTARIES ON THE INTERSTATE COMMERCE ACT, by 
Karl Knox Gartner, formerly Attorney and Examiner, Interstate Commerce Commission. The 
author points out, section by section, the changes effected by the Transportation Act, indicates 
what the result of the changes will likely be and makes many valuable suggestions for further 


Price $3.00, Postpaid 


THE TRAFFIC PUBLISHING CO., 150 La Fayette St., NEW YORK, N. Y. 


ROUTE YOUR CARGO VIA 


MOBILE :°° GULFPORT :-* PENSACOLA 


SHORT LINE EXPORT OUTLET 
From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 


We Solicit General Cargo 


Hamburg, Germany, and Gran opomh. Scotland—‘COAHOMA COUNTY,” load- 
ing at Pensacola, Fla., an ulfp ort, Miss., due late April, early May. 

Belfast and Dublin—“AFOUN NORIA. » loading at New Orleans and Pensacola, due 
Pensacola April 29t 

Liverpool and A EASTERN SUN,” loading Mobile, sailing late April. 

Liverpool and Manchester—‘‘MAIDEN CR EEK, ”” loading Mobile, sailing May 4th. 

Liverpool and Manchester—A-! oe loading Mobile, a late May 

Bristol City and Cardiff—“CITY OF LORDSBURG,” loading New Orleans and 
Mobile, due Mobile April 28th 

Glasgow and Bristol—A-! Steamer, due middle M ay, 

Hamburg and Bremen—A-! Steamer, due last half May. 

London and East Coast Ports—A-! Steamer, due late May, early June. 


Waterman Steamship Corporation, “&it* 
Our Service Backed by 18 Years’ Experience 





MR, INDUSTRIAL TRAFFIC MANAGER 


YOU ARE INVITED 
TO ATTEND 


THE SPRING-SUMMER MEETING 


OF 


The National Industrial Traffic League 


(A Voluntary Organization of Industrial Traffic Men) 


To be held at the 


Hotel Winton, Cleveland, Ohio 
May 25th and 26th, 1921 


You will find the various sessions 
extremely interesting as well as 
profitable. 


Write at once for a copy of the 
Docket, giving a list of the sub- 
jects which will come up for con- 
sideration and action. 


W. H. Chandler, J. H. Beek, 


President Executive Secretary 
1207 Conway Bldg., Chicago, III. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


CAUSE OF BUSINESS SLUMP 


Editor The Traffic World: 

A great deal is being said these days about the high freight 
rates being the cause of the slump and present business con- 
ditions. The direct cause of the present slump in business in 
this country and Canada is the present chaotic conditions in 
continental Europe. It is true, we have some reconstruction 
work to do at home, but we had just as well face the facts as 
they are and understand that until the nations of continental 
Europe are stabilized so we can extend them credit and resume 
trade relations on a normal basis, we will not have any sub- 
stantial or permanent improvement in business on this conti- 
nent; and the sooner the President and his administration at 
Washington face about and do our full share in the stabilizing 
of these countries, just so soon will we have a resumption of 
trade on a more permanent and substantial basis, and no sooner. 

Kansas City, Mo., April 25, 1921. B. R. Beall. 


THE PRESIDENT’S REMEDY 


Editor The Traffic World: 

I want to express my admiration of your position on the 
rate question, as set out in the leading editorial of The Traffic 
World of April 23. Every morning articles appear in the daily 
papers intimating that the President’s remedy for all our evils 
is a wholesale reduction of railroad rates. It is a great pity 
that this is not authoritatively denied. 

Many large corporations, to their eternal disgrace, are cry- 
ing for a reduction in freight rates; if these reductions were 
granted a wave of destruction would start on the next interest 
day that might engulf the entire country. 

Liquidation is in full swing. In some directions it has gone 
too far. In many directions it has not yet benefited the con- 
sumer. The price of railroad transportation and the price of 
coal will probably come down eventually, but they must not 
come down until railroad labor and mine labor are back to a 
sane and sensible basis. If someone is not strong enough to 
withstand the clamor for reduced rail rates, God pity us all. 

W. L. Andrews, Vice-President, 
Consolidation Coal Co. 
Baltimore, Md., April 26, 1921. 


FOR GOVERNMENT OWNERSHIP 


Editor The Traffic World: 

1 beg to refer to your issue of April 16, page 829, the article 
by George W. Collins, which you have headed, “He Believes In 
This Dream,” adding your note, and to inform you that I have 
for some years adhered to the same principles exactly as Mr. 
Westfall and Mr. Collins have “dreamed,” but I have done so 
with both eyes wide open. 

Mr. Westfall and Mr. Collins expressed my views so fully 
that it is unnecessary for me to go into the details again, but 
I would like to say to you that the men who have the actual 
experience, and have had it for years, with the transportation 
proposition in this country, in my estimation, are far more able 
to give a correct opinion as to what would be proper to do to 
improve the transportation than anyone who merely sits at a 
desk and writes or even “reads” any of the propaganda that is 
being put out so profusely of late. 

I can only paraphrase an utterance which I have read re- 
cently in the papers, by saying that I believe in less “pestiferous” 
politics in government and more ideal government in business. 

A. Van C. Schenck, Traffic Manager, 
Wm. E. Dee Company. 





Chicago, April 28, 1921. 


REGULATION OF STATE RATES 
Editor The Traffic World: 

I have been requested to submit to The Traffic World for 
publication a letter in which I commented upon the answer by 
the officers of a state to the bill for injunction filed by the car- 
riers to prevent interference with the collection of freight rates 
and passenger fares prescribed by the Interstate Commerce Com- 
mission. In part the letter was as follows: 


As to the grouping question, when the transportation act was 
passed, it seemed to me that Congress might, under the commerce 
clause, deal with railways in groups instead of with the various cor- 
porate units. A particular railroad company has no constitutional 
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right to be dealt with as an individual, provided it is permitted to 
have adequate earnings on the worth of its property. Neither has any 
state a right to be considered as a unit. Of course, that follows jf 
Congress has the power to make groups. Therefore, the state sta- 
tistics shown in the answer lose the probative force which they once 
had, if they do not altogether lose their relevancy. 

The answer errs in the assumption that the transportation act 
takes from the state the rate-making power. It carefully leaves that 
power in the state. The transporation act simply says to the state 
that in making state rates it must make them right. It had become 
manifest to Congress that many states had made rates with the intent 
that they would be wrong—that they would prefer the state—that 
they would burden interstate commerce, and prejudice interstate 
shippers. 

A great deal is said in the answer about the people of your state 
and about the sovereign state itself. To end dispute on the subject 
the Fourteenth Amendment started out by saying that ‘‘all persons 
born or naturalized in the United States, and subject to the juris- 
diction thereof, are citizens of the United States and of the state 
wherein they reside.’’ Previously some had the idea that there was 
only citizenship in the state, while others thought that if there were 
two citizenships allegiance to the state was paramount. In the 
light of the amendment it is clear that the citizens of your state are 
as much concerned in the national welfare as they are in the welfare 
of their state. It may be said that the prime allegiance is to the 
nation. If the national welfare requires henceforward a _ different 
method of dealing with the highways and instrumentalities of inter- 
state commerce, then the new method will be to the interest and 
value of the citizens of your state in their capacity as citizens of the 
United States. Citizens cof the United States in any state should 
march with national citizens in national affairs. The citizens of the 
nation vastly outnumber the citizens of the most large and populous 
state; and accordingly their welfare is paramount to local interests. 
Ix was Shreveport cases which broke down our first constitutional 
government and caused the abandonment of the Articles of Confed- 
eration and the adoption of the Constitution with a commerce clause. 
That is when national interests were definitely declared to be in many 
relations, superior to those of the state. This historic fact is very 
important when it comes to considering how far the state may go 
in dealing with commerce. 

The charter contracts existizg hetween the carriers incorporated 
by your state and the state itseif, about the so-called impairment of 
which the answer has much to say, were made as all other con- 
tracts are made, namely, in the light of what progress may lawfully 
bring to pass. Moreover, the nation is not forbidden by the Consti- 
tution to impair the obligation of a contract. 

The answer says that the transportation act does not define 
clearly what is ‘‘undue, unreasonable or unjust discrimination against 
interstate or foreign commerce.’ Neither has Congress ever defined 
what is a reasonable rate. Yet reasonable rates have been prescribed 
by it and have withstood attack. No such precise definition as the 
answer contends for could be made; and a general finding by the 
Commission upon reasonably sufficient evidence that interstate com- 
merce has been subjected to discrimination will be sustained, as such 
findings have been sustained in other discrimination cases and in 
rate cases. Indeed, the decisions have left the matter of discrimina- 
tion more completely in the hands of the Commission than the reason- 
ableness of a rate has been. 

The answer says, after mentioning the remarkable resources of 
your state, and the physical features favoring cheap operation, that 
‘the people of this state are entitled to all these natural advantages 
heretofore enumerated, and all other natural advantages.’’ The 
question is whether the people of your state as citizens of the state 
are entitled to all of these advantages or whether the people of your 
state as citizens of the United States and in common with other citi- 
zens of the United States are entitled to them. Citizens of the United 
States (in your state and outside of it), have a right to share in and 
enjoy whatever of value your state contributes to the nation—just 
as your state shares in and prospers by the contributions of other 
states. Congress having determined what is the best thing for 
national transportation, the citizens cf the United States in your 
state may have a greater interest in the cnfcercement of the trans 
portation act than the same persons have as citizens of your state in 
the non-enforcement of it. 

Of course the transportation act does not undertake to change 
the boundaries of states as political corporations—it merely authol- 
izes the Commission to divide the United States into transportation 
groups. Therefore, the clauses of the Constitution maintaining the 
integrity of the state as a political organization have no application 
here. 

It is not to the disadvantage or to the humiliation of your state 
that as a “sovereign state’? it may be invited into litigaticn by the 
Interstate Commerce Commission’in a case involving national intel- 
ests. In the proper solution of the national question the citizens 0 
your state may have (as citizens of the United States) a greater intel 
est than they have in local conditions. Therefore, they should exam- 
ine a national problem from a national point of view. On that point 
Chief Justice Taney said (Ableman vs. Booth, 21 Howard, 506): 

“Nor is there anything in this supremacy of the general govern 
ment, or the jurisdiction of its judicial tribunals, to awaken the 
jealousy or offend the natural and just pride of state sovereignty: 
Neither this government, nor the powers of which we are speakiné 
were forced upon the states. The Constitution of the United States 
with all the powers conferred by it on the general government, al 
surrendered by the states, was the voluntary act of the people of the 
several states, deliberately done, for their own protection and safet) 
against injustice from one another. And their anxiety to preserve it 
in full force, in all its powers, and to guard against resistance to % 
evasion of its authority, on the part of a state, is proved by thé 
clause which requires that the members of the state legislatures, an 
all executive and judicial officers of the several states (as well as 
those of the general government), shall be bound, by oath or affirmé 
tion, to support this Constitution. This is the last and closing clausé 
of the Constitution, and inserted when the whole frame of gove!T 
ment, with the powers hereinbefore specified, had been adopted by 
the convention; and it was in that form, and with these powers, t at 
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Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 


TRANS-PACIFIC SERVICE 
*“*The Sunshine Belt to the Orient’’ 

San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 

Hongkong 
Passenger and freight sailings by new and luxurious U. S. Shipping Board 

steamers Golden State (May 28th); and Empire State (July 
23rd); and pending delivery 3 other U.S.S.B. steamers by the 
popular S.S. Ecuador (June 25th) and S. S. Colombia 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 
Passenger and freight sailings monthly by S. S. Creole State (May 12th); 
S. S. Wolverine State (June I|th); Granite State (July | 2th). 


PANAMA SERVICE 


San Francisco, Los Angeles Harbor to Mexico, Guatemala, Salvador, 
Nicaragua, Costa Rica, Canal Zone 
Passenger and freight sailings every 2 weeks 


SAN FRANCISCO-BALTIMORE SERVICE 
San Francisco, Los Angeles Harbor to Central America, 
Norfolk and Baltimore 
Freight only (via Panama Canal) 


SHANGHAI-HONGKONG-CALCUTTA SERVICE 


Between Shanghai, Hongkong, ie Singapore, Penang, Rangoon, 
alcutta 
Freight only. Sailings every ten days—eight U. S. S. B. steamers 


ROUND-THE-WORLD SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, Bombay, 
Alexandria, Bizerta, Marseilles, Barcelona, thence Baltimore, 
Cristobal, Los Angeles Harbor and San Francisco (via Panama Canal) 
Freight only. Monthly sailings—U. S. S. B. Steamers 



































Through bills of lading issued to and from points beyond ports of call 





General Passenger and Ticket office: 621%Market St., San Francisco 
General Offices: 508 California Street, San Francisco 

10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 

Managing Agents: U. S. Shipping Board 


CUNARD 


a. om med - 
ANCHOR-DONALDSON *: 


Regular Services 
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QUEENSTOWN LIVERPOOL 
PLYMOUTH | SOUTHAMPTON 
LONDON BRISTOL 
LONDONDERRY GLASGOW 
CHERBOURG HAVRE 
ANTWERP ROTTERDAM 
HAMBURG DANZIG 
MEDITERRANEAN LEVANT 


















General Offices: 21-24 State St., N. Y. City 


Chicago Office: 
Cunard Bidg., 140 N. Dearborn Street 


Atlanta, 55 N. Forsythe philadelphia, 1300 Wal- 
. hu . 
| Baltimore, 107 E. Baltl- Pittsburgh, 712 Smithfield 
m St St. 


ore St. a 

Boston, 126 State St. St. Louls, 1135 Olive St. 

Cleveland, Hotel Cleve- San Francisco, 501 Mar- 
land Bldg. ket St. 

Detroit, 35 Washington Seattle, 621 Second Ave. 

{ Bivd. Vancouver, 622 Hastings 

| Minneapolis, Third $t. 


St. W. 
WI and Second Ave., $0. Washington, D. C., 517 
ii Montreal, 20 Hospital St. {4th St. N. W. 
iii] New Orleans, 205 St. Winnipeg, 270 Main St. 
Charles St. Or Local Agents 
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HAL L. BRENNAN S. E. LEONARD 












Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 









Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


References: Dun & Bradstreet, Milmo 
National, Laredo National, First State 
Bank & Trust Co., all banks of Laredo, 
Texas, and Mexico City Banking Cor- 
poration, of Mexico City. 
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the Constitution was submitted to the people of the several states, 
for their consideration and decision.”’ 


The foregoing may interest those who are now concerned 
in the operation of the transportation act and the regulative 
power that lies behind it. 

T. J. Norton, Assistant General Solicitor, 
A. T. & S. F. Ry Co. 
Chicago, April 23, 1921. 


THE FOLLY OF FAULTY PACKING 


Editor The Traffic World: 

No one would think it possible that the mere leaving out 
of one item, such for instance, as a strip of indented paper in 
the preparation of a car load of freight would be sufficient au- 
thority for the common carrier to increase the freight charges 
$576. This is a technical fact and. has the endorsement of the 
Commission. As a matter of law the shipping public, through 
this endorsement, is charged with the knowledge of these pack- 
ing regulations, notwithstanding the shipping public fail to 
realize what an important part packing plays in the marketing 
of their product. The following details, briefly stated, is the legal 
authority to sustain the $576 penalty on car load of freight from 
Cincinnati, Ohio to San Francisco, California. 


Consolidated Classification No. 2, I. C. C. 46, Rule 2, Section 5, 
reads in part as follows: ‘To avoid the liability of the infraction of 
these laws, shippers should acquaint themselves with the classification 
descriptions of articles and the rules.”’ 

“Glassware.’’—Must be loaded shoulder to shoulder and bottom to 
bottom, with a cushion of indented pulpboard between bottoms.”’ 

Rule 5, Section 3, reads in part as follows: ‘‘When the article is 
one which specific regulations authorize acceptance of not in a 
container, and such article as loaded by shipper does not comply with 
regulations, the rating on the article shall be one class higher (great- 
er) than that provided hy the description. 


If the shipment was loaded according to classification re- 
quirements, a commodity rate of $1.66144 per 100 pounds, mini- 
mum 30,000 pounds, $499.50 freight charges was assessable, but 
the shipment was not loaded according to classification require- 
ments (a cushion of indented pulp-board between bottoms), there- 
by preventing the use of the published commodity rate. This 
action on part of the shipper, defeated the use of the commodity 
rate, making the class rate applicable. Glassware is rated fifth 
class in the classification book. 

Rule 5, quoted in preceding paragraph, is authority for rais- 
ing one class, namely fourth class. The fourth class rate from 
Cincinnati, O., to San Francisco, Cal., is $3.581%4 per 100 pounds, 
30,000 pounds minimum, total $1,075.50, or a penalty of $576. 

It is not a wild guess to state 20 per cent of freight offered 
to carriers at the freight stations should be refused, and would 
be refused by the railroads if the railroad employes were con- 
versant with their own freight classification. Furthermore, after 
having accepted the shipment in ignorance on the part of the 
railroad employes of the penalty clause carried in the classifi- 
cation, decreases the revenue that should be collected by the com- 
mon carrier. For example, suppose two competitors located at 
Boston, Mass., were shipping to Cincinnati, Ohio, “shoe-trees,” 
both shipments weighing 200 pounds each, were packed in barrels. 
According to classification, shoe-trees packed in barrels would 
take second class rate. One of the shipments however in the 
barrels, have wooden tops while the other had burlap tops. If 
the receiving clerk fails to make an exception on the one ship- 
ment that the heads were burlap tops, the revenue billing will 
carry $2.41 freight charges on this shipment while the freight 
classification on his desk carries the following rule: 


Rule 40, Section 4, states: ‘‘Barrels must be made of wood.”’ 


; Rule 5, Section 3: “Barrels with cloth top will be rated same as 
n crates.” 
' onion. one class higher than in barrels.”’ 

Obviously the shipments in barrels with wooden tops should 
be charged $2.41 while shipment with cloth tops, should be 
charged $2.74, a difference of 16 cents per 100. 

The cardinal principle in classification of articles for trans- 
portation in their proper sequence are: (1) value; (2) risk; (3) 
bulk; (4) weight. These principles were given careful consid- 
eration by the compilers of freight classification, when draft- 
ing these rules, and should be observed to the letter by men em- 
ployed in freight stations. 

Take a 200 pound shipment of extracts from Boston, Mass., 
to Cincinnati, Ohio, the freight charges on such a _ shipment 
should be assessed according to method of packing as per the 
following exhibit: 

Extracts, Liquid: 


ER OC TE TE ee $2.74 
ee ee I ng 8 nclecipad oWNeey ec aasnawnie 2.74 
i SE I NEO i 6k 6c nc acke cesses ee cca mn ae 
a, rn rr CD 6c. teas daiw-6u'ts-o ee dane oem 4.11 


In metal cans, completely jacketed................ 4.11 
In metal cans, partially jacketed.................. 5.48 


The railroads, on the other hand, are obviously depending 
on the men employed by the various Inspection Bureaus through- 
out the country to have the proper rate assessed to warrant the 
transportation risk involved. It is physically impossible for these 
men to check every shipment. 

If these six shipments referred to in the preceding paragraph 
would move on the same rate of freight, the carrier would have 
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been deprived of $6.17 revenue. Every commodity shipped jg 
subject to the rules of the Consolidated Classification. 

A candy shipper conceived the idea of enclosing a booklet of 
Christmas carols with a box of candy, the booklet to be useg 
for advertising purposes. The classification authorizes that aq. 
vertising matter named may be shipped with the goods it ag. 
vertises at the rate applying on such goods, provided the amount 
of advertising matter does not exceed 2 per cent of the grogs 
weight of the goods, but the ruling on advertising matter yij] 
not apply on gift articles. 


Rule 12, Section 3, reads in part as follows: ‘The charge for a 
package containing freight of more than one class shall be at the rate 
provided for the highest class freight contained in the package.” 


The freight inspection bureau, however, held, in this instance, 
that the booklet was a gift article and did not advertise the com. 
modity shipped. Booklets take first class rate while candy en. 
joys second class rate, therefore, to make shipment with little 
booklet as originally planned, the shipment would be penalized to 
the extent of first class rate, which would mean for instance 
from Boston, Mass., to Cincinnati, Ohio, from $1.26% a hundred 
to $1.44 a hundred, 17.5 cents per hundred increase. Advertis. 
ing matter you will notice specifically states: “May be shipped 
with goods that it advertises.” Christmas Carols was silent about 
candy. On the other hand, if this booklet advertised candy, the 
second class rate would be the legal rate to apply to the ship. 
ments. 

The shipping public is paying dearly for containers, the 
trouble is the charge is not evenly distributed. The loss brought 
about by the use of poor containers is charged back to the ship. 
ping public by exorbitant freight rates. Within ten years loss 
and damage claims have increased 1,567 per cent, and in the same 
space of time has increased 250 per cent. During federal con- 
trol of railroads, claims increased 276 per cent, freight traffic 
increased 3 per cent, and revenue increased 38 per cent. 

In the statement submitted to the American Railway Asso- 
ciation by 165 railroads for September, 1920, the amount paid on 
carload shipments was $3,156,469, while freight in less car- 
load lots was responsible for $3,513,709. Taking into considera- 
tion the vast difference between the tonnage handled in carload 
shipments and the revenue received from such, as compared to 
the less carload tonnage and revenue, it is quite apparent that 
the loss and damage claims on less carload freight are many 
times greater in proportion to the amount of this class of busi- 
ness than on the carload shipments. 

In following this thought a little further and considering 
the expense involved in the handling of less carlcad freight by 
carriers, aside from the actual expense of hauling it, such as 
the cost of trucking at local stations, both at point of origin and 
destinations, the necessity of building and operating large houses, 
the terminal expense in switching to such plants, together with 
the additional cost of operating expensive way-freights, etc., and 
then adding this tremendous burden of loss and damage to the 
traffic, it can easily be seen that this less carload business is 
probably one that gives very little if any net return to the trans- 
portation line and it is certain, from the investigations that 
have been made by practically all claim prevention organiza- 
tions, that our present day requirements, with respect to the 
manner in which less carload freight is prepared for transpor- 
tation, are in a great many instances inadequate and have not 
kept step with the progress that has been made in other direc- 
tions. 


This positive injunction on the other hand is part and parcel 
of the act to regulate commerce. 


Nor shall any carrier charge or demand or collect or receive 4 
greater or less or different compensation for such transportation of 
passengers or property, or for any service in connection therewith 
between the points named in such tariffs than the rates, fare and 
charges which are specified in the tariff filed and in effect at the 
time; nor shall any carrier refund or remit in any manner or by any 
device any portion of the ratss, fare and charges so specified, nor 
extend to any shipper or person any privileges or facilities in the 
transportaticen of passengers or property except such as are specified 
in such tariffs. 


Under the interstate commerce act, the rate of the carrier 
duly filed is the only lawful charge. Deviation from it is not per 
mitted upon any pretext. Shippers and travelers are charged 
with notice of it, and they as well as the carrier must abide by 
it, unless it is found by the Commission to be unreasonable. 
Ignorance or misquotation of rates is not an excuse for payilé 
or charging either less or more than the rate filed. This rule 
is undeniably strict, and it obviously may work hardship in some 
cases, but it embodies the policy which has been adopted by Con 
gress in the regulation of interstate commerce in order to pre 
vent unjust discrimination. 

And the law is violated every day. 

T. J. McLaughlin, Traffic Manager, 
The Charles Boldt Glass Co. 
Cincinnati, O., April 21, 1921. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Feb: 
ruary, 1921, shows 7854 cars held overtime, or a percentage of 
06.46, as against 9325 cars, or a percentage of 05.72, for Feb- 
ruary, 1920. 
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A Complete Organization Insuring Prompt and Efficient Service 


MEMBER 


The New Orleans Board of Trade, Ltd. 
New Orleans Cotton Exchange 
New Orleans Association of Commerce 
Forwarding Agents and Foreign Freight Brokers’ 
Association of New Orleans 
Grain Dealers’ National Association 
The Interstate Cotton Seed Crushers’ Association 
Mississippi Valley Association 
New York Produce Exchange 


The W. L. Richeson Co., Inc. 


EXPORT SHIPPING FOR ACCOUNT OF PRINCIPALS 
THROUGHOUT THE WORLD 


FREIGHT BROKERS 
and FORWARDERS 


SO ee ee a ce rc ec ee TTT 


613 to 621 Whitney-Central Building 
NEW ORLEANS, LA. 


We invite correspondence from those presently ship- 
ping, or who contemplate export shipping through the 
Port of New Orleans, or other Gulf Ports. Details look- 
ing to the thorough and expeditious forwarding of all 
commodities will be cheerfully given. 


Cable Address: “Richeson” 
A.B. C. 5th, Scott’s Codes 


NEW YORK OFFICE Telegraphic Codes: 
20 Broad Street Robinson’s Universal, Yopps 





Do Decreased Freight Shipping Costs Interest You? 


Then watch for our half page announcement next week, or—if you can’t wait—apply to 


TRANS-CONTINENTAL FREIGHT COMPANY 
Export and Domestic Freight Forwarders 
General Offices: 203 Dearborn St., Chicago Eastern Offices: Woolworth Bldg., New York 


Hippodrome Bldg., Cleveland 
Union Trust 'Bidg., Cincinnati Monadnock Bldg.,San Francisco Alaska Bldg., Seattle 


Old South Bidg., Boston Drexel Bldg., Philadelphia 
Ellicott Square, Buffalo 


R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facilities—Custom House 
Brokers—Track Connections with all Rallroads and Steamship 
Docke—Members American Chaln of Warehouses—Members Amer- 
ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service and Carload 


Distributors 


PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


Established in 1868 
General Transfer and Storage Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 
ment and reforwarding by express or parcel post. 
No switching charge on carload shipments. 
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Camphuis & Company, Inc. 
FORWARDING AGENTS 
Laredo, Texas 


Largest and Best Equipped Forwarding 
Organizations on the Mexican Border 


We have specialized in the handling of small shipments. 
Previous to present railway strike we maintained: 


Two Package Cars Per Week to Mexico City 


(Time in route Nuevo Laredo to Mexico City eight to ten days) 





With resumption of traffic we are now prepared to maintain 


Three or More Package Cars Per Week 


(Arriving in Mexico City fifth or sixth day) 
Consult Traffic Managers of your Carriers relative to 
Package Car Service 
direct to 


Laredo, Texas 


from 


New York, Chicago, St. Louis, East St. Louis, 
Memphis, Fort Worth, Dallas, San Antonio 


The merchants of Mexico are vitally interested in time of 
delivery of their merchandise. 





Write us for full particulars and request a copy of our Shipping Instructions. 
OFFICES 


Nuevo Laredo, Tamps., Mexico 
Juarez, Chih., Mexico 
Piedras Negras, Coah., Mexico 
Mexico City 


Laredo, Texas 
El Paso, Texas 
Eagle Pass, Texas 























Van Nuys Bldg., Los Angeles 13th and Kearney Sts., Portland Ore. 


Write the Nearest Office 


SEATTLE TRANSFER CO. 


123 Jackson St. Seattle, Wash. 


Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carioad Distribution 


Excellent facilities for reshipping without cartage. Insuramer rat« 
12 cents. Members of American Warehousemen’s Association a 
American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS8. 


EL PASO, TEXAS 


GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO., Ine. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,000 Capital 
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CAR SURPLUS AND SHORTAGE shippers are waiting for a reduction of three cents which jg 


to become effective in the export rates from Chicago to New 


The Trafic World Washington Bureau York on May 10. It was pointed out by J. S. Brown, manager 

Officials of the car service division of the American Rail- of the traffic department of the Board of Trade, that shipments 

way Association believe that the peak of surplus cars was leaving Omaha on or after that date would carry the lower 

reached in the week ending April 8, when the total was 507,427 rate if the words “or rate basing point” were left in as a part 

cars. In the period from April 8 to April 15 there was a slight of rule 60 of the Kelly tariff. If the suspended supplement jg 
| 


Apri 


decline, the total being 499,479 cars. That total, however, ex- allowed to become effective, however, it will result in the ap. 
ceeded by approximately 40,000 cars the previous high record plication of the rate as of the date of shipment from the country 
for car surplusages. originating point, which may be considerably before May 19, 
The surplus in the period ending April 15 was made up of The inclusion of this phrase in tariffs of individual carriers 
the following classes of equipment: Box, 176,805; ventilated box, applicable at Toledo, Indianapolis, Cleveland, and numerous other 
1,665; auto and furniture, 8,703; flat, 14,910; gondola, 165,227; points, makes its omission in the Kelly tariff a discrimination 
hopper, 86,783; all coal (gondola and hopper), 252,010; coke, 14,- against Chicago grain dealers, according to Mr. Brown. 
376; S. D. stock, 17,775; D. D. stock, 1,122; refrigerator, 10,009; H. H. Bernstein, of the Central Inspection and Weighing 
tank, 624; miscellaneous, 1,480. Bureau, maintained that the order of the Commission in Docket 
The car shortage in the same period totaled 231, made up No. 8304, Chicago Board of Trade vs. Ann Arbor et al. (39 I. C.¢, 
of the following classes of equipment: Box, 65; gondola, 25; 643), stated specifically that the rule as contained in either of 
hopper, 31; S. D. stock, 57; D. D. stock, 45; refrigerator, 8. the tariffs made the rate applicable at the time the shipment 
The Association of Railway Executives, April 23, issued the left the originating point the proper one to apply. His position 
following statement on the car surplus situation: was that even if the words were allowed to remain in the rule, 
“An improvement in the demand for cars during the week they would be illegal, and, therefore, inoperative. He pointed 
which ended on April 15 is shown by reports just received from out that the Board of Trade in the case cited had taken the 
the railroads of the United States by the Car Service Division opposite position, although Mr. Brown, who testified in the case, 
of the American Railway Association. The number of surplus or denied this, saying that it had been inaugurated by his organ- 
idle freight cars on American railroads for the week was 499,479, ization merely to get the Commission’s interpretation of the 
or a decrease of 7,948 compared with that for the previous week, rule. Most of the testimony in the cited case was introduced 
when a new high record in the number of idle cars was shown. in the form of exhibits. 
“This reduction in the number of cars for which there is no 


freight was due entirely to an increase in the demand for coal MINOR COMMISSION ORDERS 


cars, the number of surplus coal cars being 252,010, or a decrease d 
Reports showed, The Kansas City Southern has been made a defendant in 


No. 12367, Oklahoma Clay Products Assn. vs. A. T. & S. F. et al. 

Defendant’s motion to dismiss No, 12177, British-United 
Shoe Machinery Co., Ltd., vs. P. R. R., has been denied. 

The order entered in No. 11014, Murray & Layne Co. vs. 
Southern Pacific and Director-General, has been further modified 
to become effective May 16 instead of May 1. 

Gobbs & Mitchell, Inc., have been permitted to intervene in 
No. 12373, the Kneeland-Bigelow Co. et al. vs. Director-Gen- 


( AT DT eral and Michigan Central. 
MAKING LUMBER MOVE The state corporation commission of New Mexico has been 


of 9,284 compared with the previous week. 
however, that the number of idle box cars remained virtually 
unchanged, there being 176,805 on April 15 compared with 176,- 
916 on April 8. 

“Compared by districts, decreases in the number of sur- 
plus cars were shown in the Allegheny, Pocahontas, Southern, 
Centralwestern and Southwestern regions, while increases were 
reported only in the Eastern and Northwestern.” 









(From The American Lumberman) q permitted to intervene in No. 12517, El Paso Chamber of Com- 
Selling the character of stock that the southern mills de- merce vs. A. T. & S. F. et al. . 
sire to move without further loss, Marsh & Truman Lumber Co., At complainants’ request the Commission has dismissed No. ) 


of Chicago and Hattiesburg, this week closed a 1,000,000-foot 49052, Glen H. Gorball et al. vs. C. B. & Q., and No. 9404, State 
order for shipment into the Buffalo (N. Y.) territory. By putting (Corporation Commission of the Commonwealth of Virginia vs. 
into actual practice the idea of efficient distribution, based ON goythern et al. 

minimum cost, this southern pine order was secured for ship- The complaints in No. 12057, Corn Belt Packing Co. et al. 
ment during April and May, and late Monday was wired from ys, Ann Arbor et al., and No. 11956, Zion Institutions and Indus. 
Chicago to B. A. Cragin, Jr., manager of the Hattiesburg office tries vs. C. & N. W., having been satisfied, the Commission has 
of the Marsh & Truman Lumber Company. dismissed these cases. 

The award of this large sized order for factory timbers, roof- The Commission has authorized the Arizona Corporation 
ing and flooring, entirely in southern pine, although apparently Commission to intervene in No. 12179, Traffic Bureau, Chamber 
based on a low price, shows the determination to move stock and of Commerce, Phoenix, Ariz., et al., vs. Director-General as 
get the lumber business back on a normal basis. The final award agent, Southern Pacific Railway, et al., and in No. 12198 same 
was made after a week of extended negotiations, covering a ys. Great Northern Railway et al. 


considerable part of the East, and resulted in sending down to Having received advice that the complaints have been sat- 

the South, order for such stock as the mills are now very anx- fied, the Commission has dismissed Nos. 12224 and Sub. Nos. 

ious to move. 1 and 2, P. Burns & Co. Ltd., vs. Chesapeake & Ohio Railway 
It will be remembered by many of the American Lumberman _ et al. 

readers that for many years A. Fletcher Marsh was actively in- The Commission has denied protestants’ petition for re 


terested in traffic problems. During the war as an officer of the hearing in I. and S. 1235, saw logs between Michigan and Wis 

Construction Division, United States Army, Capt. Marsh was consin points. 

lncated in the South, where he co-operated with the southern Upon request of complainant, the Commission has dis 

pine mills in securing cars to load Government lumber, His sys- missed No. 12102, Alfred Milling Co. et al. vs. Louisville & 

tem of solid trainloads of lumber moving to the Northeast was Nashville Railroad et al. 

one of great importance in expediting delivery of this lumber. The complaint in No. 10961, The Loewenthal Co. et al., vs. 
Knowledge of the southern mill conditions, coupled with CC, M. & St. P. et al., having been satisfied, the Commission has 

recognition of the fact that factory flooring and roofing would dismissed it. 

not be moving rapidly for some time, determined Marsh & Tru- Defendants’ petition for reargument of No. 11204, Chas. B. 

man Lumber Co. to take this important step, based on distribut- Lane Co. vs. Norfolk Southern and Director General, has beet 

ing this large sized order even at a minimum handling charge. denied. 

The following cases have been dismissed at complainants’ 


TRANSIT PRIVILEGES ON GRAIN request: No. 12140, The Loewenthal Co. vs. C. & N. W.; No. 


The omission of the words “or rate basing point” from rule = Me ry bag TA eat ae te ae pet 
60 in Supplement No. 2 of W. J. Kelly’s tariff I. C. C. 1014 Grn et al. ; vhitenaiotey 
brought forth the protest from the Chicago Board of Trade Complainant in No. 11928, Nolan Smith & Co. vs. M. St. & 5. 
which resulted in I. and S. 1309. Hearing on this order was g¢ wy et al having failed to prosecute and not having advised 
held before Examiner McQuillan in Chicago, April 26, at which jin. Commission of its desire to do so, the Commission ha’ 
time the respondents, through Mr. Kelly, asserted that the in- dismissed the complaint , ‘ 
clusion of the words in the original tariff, which became ap- The Commission has dismissed Nos. 12217, Central Wis 
plicable January 20, 1921, was an error. He said that a copy ¢oonsin Supply Co. vs. M. St. P. & 8. S M. et al.. and 12217 Sub. 
of some unidentified tariff applying to interior C. F. A. points Wo 4 ‘same vs. Great Northern et al., having received advice 
was used as copy for the new tariff and the error was due to that the complaints have been satisfied. 

a slip on the part of the compiling clerk. : : 

The significance of the words which caused the suspension 
lies in the fact that their omission makes it necessary to use Cc. & 0. NOTES AND BONDS ee 
rates applicable at the time the transited shipment moved from Authority has been granted to the Chesapeake & Ohio by 
the country originating point. Their inclusion, however, makes the Commission to pledge and repledge, from time to time, all of 
it possible to apply rates being used on the date that the ship- part of $487,000 of general mortgage 4% per cent gold bonds as 
ment moved from the rate basing point. Just at present the collateral security for short-term notes. 
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EADY for immediate delivery. 
exporting manufacturers. 
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HA RTMAN’S 


RN FREIGHT RAI 


issued for the benefit of shippers who 
want to know their Freight Rates with- 
out the high cost of maintaining a file 


of Railroad tariffs. Z 


Service that has satisfied the most 
exacting, for over Eleven Years. 


The only Publication of Freight Rates 
that covers both Class and Commodity 
Rates and makes reference to the tariffs 
from which the information is taken. 


A convenient record of rates issued in 
loose leaf form and served with a monthly 
distribution of revised pages covering 
changes. 

This service can be placed in your 
traffic or shipping department at a sub- 
scription cost of $24.00 per year. 


LET US SEND YOU SAMPLE PAGES 


W. J. HARTMAN, PUBLISHER 


732 FEDERAL ST.. CHICAGO, U.S. A. 








The 1921 (Sixteenth Annual Edition) 


Exporters’ Encyclopaedia 
MORE THAN A BOOK—A SERVICE 


The only authoritative and complete guide for 


North China Line 


(Columbia Pacific Shipping Company) 


PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama and Kobe 



















Sailings Every Twenty-one Days From 


PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 


SS “WEST NIVARIA” May 16 
SS “BEARPORT” June 6 
SS “WEST KADER” June 27 
SS “WEST KEATS” July 18 


Transhipment at Shanghai to American River steamers for 
Hankow, Pukow, Nanking and other open 
Yangtse River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 


44 Whitehall St., New York City 
or 

Columbia Pacific Shipping Company 
General Offices 

Board of Trade Building, Portland, Oregon 





EXPORTERS 


oe Index of Ports, Cities and Countries of the 
or 


Alphabetical List of Steamship Lines and Agents. 
Approximate Values of Foreign Coins. 

Banks and Bankers In Foreign Trade. 

Bills of Lading (Arrangement of). 

Cable Rates. 

Commerce, Industries, etc., of each Country. 
Commercial Terms (Explanation of). 

Consignment of Goods. 

Consular Invoices (Fac-similes and Instructions). 
Consular Regulations (in full for each country). 
Consuls (American and Foreign). 

Conversion Tables of Foreign Currencies. 


and 
All the Shipping Routes from New York, Philadelphia, Boston, Baltimore, Savannah, New Orleans and Paolfic 
Coast Ports to all parts of the world, arranged under countries which they serve. 
detailed information concerning the regulations and requirements of each line to be observed by the shipper. 


“Our Text Book on Export Matters” 


“We have many inquiries from our members engaged in foreign trade for information relative to steamship routes, sail- ¢ ace 
ings to various countries, Consular regulations respecting transportaton of freight to a particular country, steamship vary & 
regulations governing the form, issuance and substance of shipping receipts and procedure in making export shipments. 


Our experience in connection with the gathering of export information has developed that your work contains com- 
plete and up-to-date information in condensed form; your publication is practically our text book on export 4 


matters and is in almost daily use.” 


. ° 
With a subscription to the ENCYCLOPAEDIA is included a bulletin service consisting of fre- /¢ SP eee 
quent bulletins keeping the information accurate and up-to-date, and a loose-leaf binder in - ar 


which they may be conveniently filed. 


FREEJEXAMINATION OFFER 


Don’t send any money. Mail the coupon and we will send the ENCYCLOPAEDIA for five 
If you find it valuable, send us your check for $15.00 for the com- 7 
If not, send it back, charges collect. 


days’ free examination. 
Plete service. 
in and mail the coupon. 


Contains accurate detailed information on every 
question which can arise in connection with an export order. 


CONDENSED TABLE OF CONTENTS 


ENCYCLOPAEDIAN 
ism ff 
EDITION § 






Distances from New York (Table). 

Drawbacks on Export Shipments. 

Foreign Drafts (Arrangement of). 

Foreign Postage Rates. 

Foreign Weights and Measures (American Equivalents). 
Mall Time to Foreign Cities. 

Marine Insurance. 

Metric Weights and Measures. 

Minimum Bills of Lading (for each shipping route). 
Parcels Post. 

Packing for Export. 

Postal Money Order System (Foreign). 

Protection of Trade Marks Abroad. 

Selling American Goods Abroad. 


Each section gives complete 


4 
THE MERCHANTS’ ASSOCIATION OF NEW YORK. 7 CS & Ofe 


It doesn’t cost you a cent, so fill 
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LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


In Special Permission Nos. 52757 and 52761, dated April 27, 
the Commission has authorized carriers participating in the 
movement of coal to Lake Erie ports for transshipment by water 
to publish, on not less than five days’ notice, this provision in 
their tariffs: ‘“‘Upon presentation of proof to delivering line 
that coal shipped hereunder has been loaded into vessels at 
Lake Erie ports specified in this tariff and discharged from ves- 
sel at west bank Lake Michigan ports north of Illinois-Wiscon- 
sin state line to and including Manistique, Mich., or Lake Su- 
perior ports west of White Fish Point, Mich., including Port 
Arthur and Fort William, Ontario, Canada, the rates on coal 
so delivered will be 28 cents per net ton less than rates on coal 
for transshipment via lake, as cargo named in this tariff. Pro- 
tection of such rates to be accomplished by readjustment of 
charges after presentation of proof above specified. Expires at 
midnight on October 31, 1921, unless sooner canceled, changed 
or extended.” (For earlier news with regard to this matter, see 
page 927.) 





TELEPHONE REVENUE 


The Trafic World Washington Bureau 


Operating income of large telephone companies reporting 
to the Interstate Commerce Commission amounted to $7,498,107 
in January, as against $7,506,114 in January, 1920, a decrease of 
$8,007, according to a summary issued by the Bureau of Statistics 
of the Commission. 

Operating revenues amounted to $42,935,633 in January, as 
against $38,258,090 in January, 1920, an increase of $4,677,543, 
or 12.2 per cent. Operating expenses amounted to $32,457,940 
in January, as against $28,080,170 in January, 1920, an increase 
of $4,377,770, or 15.6 per cent. 

Net operating revenues amounted to $10,477,693 in January, 
as against $10,177,920, in January, 1920, an increase of $299,773, 
or 2.9 per cent. 

The number of company stations in service at the end of 
January was 9,331,127, as against 8,721,259 in January, 1920, an 
increase of $609,868, or 7 per cent. The summary covers 68 
reports from companies having annual operating revenues in 
excess of $250,000. 


AMOUNT OF STORAGE CHARGES 


As a result of the decision of the Commission in Kalamazoo 
Tank and Silo Company versus C. & N. W. Railway Company 
et al., No. 11006, (60 I. C. C. 418), decided December 9, 1920 (See 
Traffic World, March 5, p. 486), the American Railway Associa- 
tion has asked the Commission for permission, under Section 6 
of the Act to Regulate Commerce, to issue a supplement to uni- 
form storage tariff No. 1-B, I. C. C. No. 9, issued by Agent J. E. 
Fairbanks, and published the following rule as a new paragraph 
2, of Section C of Rule 5, effective on one day’s notice, but not 
later than May 2. 

No. 2—When carload freight is unloaded in or on railroad premises 
by, or upon request of, consignee or consignor, the storage charges 
shall not exceed the amount that would have accrued under de- 
murrage and track storage rules had the freight remained in the car. 

The publication of this change does not in any way inter- 
fere with the negotiations which are now pending between the 
committee of the National Industrial Traffic League on demur- 
rage and storage and the general committee of the American 
Railway Association with respect to the subject of ground stor- 
age rules, 


GRAIN RATES TO PORTLAND, ETC. 


The Trafic World Washington Bureau 


The Commission has put an end, for the time being, to the 
fight between Portland, Ore., and the Puget Sound ports, over 
the rate adjustment from the inland empire to the competitive 
ports, by denying the petitions of the Puget Sound cities and 
the railroads for a rehearing on No. 10448, Inland Empire Ship- 
pers’ League vs. O-W. R. & N. Co. et al.; 10698, Public Service 
Commission of Oregon vs. O-W. R. & N. Co. et al.; No. 10458, 
Commission of Public Docks of the City of Portland, Ore., vs. 
S. P. & S. et al. 

The effect of the denial is to require the railroads to make 
rates on grain from that part of the inland empire lying south 
of the Snake River five per cent higher to the Puget Sound 
ports than at present and five per cent lower to Portland than 
the rates now in existence. 


COMPENSATION FOR T. P. & W. 


The Traffic World Washington Bureau 








A board of referces, composed of Commissioner Daniels, 
Henry C. Keene and John J. Hickey, has reported to the Presi- 
dent that, in its opinion, the Toledo, Peoria & Western is en- 
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titled to compensation for the government’s use of its Property 
during federal control, at the rate of $1,113,468.03 per year. 

The Commission reported that the average annual net rail- 
way operating income during the test period ending with June 
30, 1917, was $1,022,468.92. The Railroad Administration ang 
the railroad could not agree upon any addition to that sum 
The railroad company contended that the receiver in 1915 and 
1916 made unusual charges against the operating expense ae. 
counts for retired equipment, thereby reducing its annual ne 
railway operating income to a point below a reasonable returp. 
The referees agreed that the income had been decreased in that 
way and made an allowance that brought the compensation up to 
the sum hereinbefore mentioned. 


APPLICATION TO ACQUIRE L. R. & A. 


The Commission has dismissed an application of the Mis. 
souri Pacific asking for a certificate of public convenience and 
necessity authorizing it to acquire and operate the line of raij- 
road heretofore owned and operated by the Little Rock and 
Argenta Railway Company, in Pulaski county, Arkansas, on the 
ground that it is without jurisdiction under the transportation 
act to issue the certificate prayed for. The application, the 
Commission held, did not involve the construction or operation 
of a newly constructed line of railroad, nor the construction or 
operation of a new extension to a line of railroad, subsequent to 
the effective date of its. control over such matters, nor the 
operation in interstate or foreign commerce of a carrier not 
heretofore engaged in interstate or foreign commerce. 





L.S.& S. L. NOTES 


The Los Angeles & Salt Lake Railroad Company has applied 
to the Commission for authority to issue $2,500,000 of one year 
7 per cent promissory notes from time to time. The notes will 
be given in evidence of loans to be secured to meet an estimated 
deficiency between the general cash requirements for the re 
mainder of the present year and the net income for that period. 
The company states it is not intended to obtain loans to meet 
the estimated deficiency except as the deficiency actually occurs. 


ALASKA ANTHRACITE R. R. BONDS 


The Alaska Anthracite Railroad Company has filed a peti- 
tion with the Commission asking authority to place a loan by 
issuing $1,500,000 of 6 per cent 20-year bonds for the purpose of 
completing the construction of its railroad in Alaska. The com- 
pany was organized in April, 1916, for the purpose of building a 
railroad from a point near Controller Bay, Alaska, to a point 
about 25 miles north thereof, with a spur about 7 miles in length. 
The traffic of the road will consist of coal from the Bering 
River coal field. The company proposes to sell the bonds to net 
it $900 a bond of which the par value will be $1,000. The com- 
pany also asked for a ruling as to whether it will have to obtain 
— from the Commission to complete its construction 
work. 





APPLICATION FOR ABANDONMENT 

The Commission has dismissed an application of the Copper 
Range Railroad Company asking authority to discontinue Mass, 
Mich., as a joint station with the C. M. & St. P. and to relinquish 
certain trackage rights for a distance of seven-tenths of a mile 
in Ontonagon County, Michigan. It held the proceeding was not 
within the scope of paragraph 18 of section 1 of the interstate 
commerce act. 


K. C. SOUTHERN NOTES 
The Kansas City Southern Railway Company has been al: 
thorized to issue a number of promissory notes, aggregating 
$50,552.10, in connection with the acquisition of additional land 
required for roundhouse and switch-track purposes, in the vr 
cinity of its present facilities in the “East Bottoms” at Kansas 
City, Mo. 





CURRENT AMERICAN SHIPBUILDING 
On April 1, 1921, private American shipyards were building 
or under contract to build for private shipowners 201 steel ves 
sels of 734,904 gross tons, compared with 227 steel vessels ol 
901,229 gross tons on March 1, 1921. ; 
These figures do not include Government ships or ships 
building or contracted for by the United States Shipping Board. 





OPERATION RESUMPTION ON ELECTRIC ROAD 


An application of the Michigan United Railways Company 
for authority to resume operation of its electric interurban rail- 
road serving Lansing, Jackson, Battle Creek and Kalamazoo. 
Mich., has been dismissed by the Commission on the grout 
that it is without jurisdiction to issue the certificate prayed [0 
because the line is not operated as a part of a general steal 
railroad system of transportation. The transportation act & 
cludes from the Commission’s jurisdiction, street, suburbat or 
interurban electric railways which are not operated as a part or 
parts of a general steam railroad system of transportation. 
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St. Paul 8476 BALTIMORE | 406 Water Street 
SAN FRANCISCO 60 California Street idiaiiainae 
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Portland, Ore. 
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' Digest of New Complaints 





No. 12561, Sub. No. 1. Indiahoma Refining Co., St. Louis, vs. A. T. & 
Ss. F., Payne et al. 


('njust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and prejudicial rates on petroleum and its products from 
Louisiana, Arkansas and 


points in Kansas, Oklahoma, ‘Texas, 
other western, southwestern and southern statés to East St. 
Louis, Ill. Asks cease and desist order, just, reasonable, non- 


discriminatory and non-prejudicial rates and reparation. 
No. 12577, Sub. No. 1. Keo Motor Car Co., Lansing, Mich., vs. C. B. & 
Q., Payne et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and prejudicial rates on sand from the Ottawa district in 
Illinois to Lansing, Mich. Asks for just and reasonable rates and 
reparation. 

No. — maverstie Coal Co., Cincinnati, O., vs. Ohio and Kentucky, 
-ayne et al, 

Unjust, unreasonable and excessive rates on coal from complain- 
ant’s mines at Three Mile, Ky., to Cincinnati and various other 
destinations in C. F. A. and Western Trunk Line territories. Asks 
just and reasonable rates and reparation. 

No. 12602. Manhattan Electrical Supply Co., Inc., Chicago, IIl., vs. 
American Ry. Express Co. et al. 

Unjust and unreasonable rates on armored copper cable from 
Economy, Pa., to Ravenna, O. Asks reparation. 

No. 12603. Central New Jersey Coal Exchange, Inc., Elizabeth, N. J., 
vs. Philadelphia & Reading et al. 

Unjust and unreasonable, unduly prejudicial and preferential 
rates on anthracite coal from points of origin in Pennsylvania to 
points in New Jersey. Asks cease and desist order and just and 
reasonable rates. 

No. 12604. North Packing and Provision Co. et al., Boston, Mass., vs. 
Boston & Maine, Payne et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates on packing house products for export 
from Boston, Cambridge, Somerville and Brightwood, Mass., to 
Jersey City, Weehawken and Hoboken because Director General 
ordered shipments involved routed to the New Jersey points in- 
stead of New York harbor points. Asks reparation. 

No. 12604, Sub. No. 1. Same vs. Union Freight R. R., Payne et al. 

Same complaint and prayer as to shipments from East Cam- 
bridge, Mass. 

No. 12604, Sub. No. 2. North Packing and Provision Co. vs. Boston & 
Albany, Payne et al. 

Same complaint as to shipments from Worcester, Mass. Asks 
reparation. 

No. 12605. The Refinite Co., Omaha, Neb., vs. C. B. & Q. and Payne. 

Unjust and unreasonable rates on ground clay from Ardmore, 
S. D., to Omaha, Neb., and Kansas City, Mo. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. 12606. Standard Shipbuilding Corporation, New York City, vs. 
Erie and Payne. 

Unlawful demurrage charges and overcharges on three ship- 
ments of crane parts consigned from different points to complain- 
ant at Shooters Island, N. Y. Asks reparation. 

No. 12607. Homestead Valve Manufacturing Co., Pittsburgh, Pa., vs. 
Pittsburgh & Lake Erie, Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on iron valves in boxes, barrels or kegs, L. C. L., from 
Homestead, Pa., to Everett, Seattle and T'iacoma, Wash., and to 
Los Angeles and San Francisco, Calif. Asks reparation. 

No. —_ Western Pine Lumber Co., Klickitat, Wash., vs. S. P. & S., 
and Payne. 

Unjust and unreasonable demurrage charges on cars handled on 
complainant's line of railroad. Asks cease and desist order, that 
Commission declare the complainant to be an industrial common 
carrier and entitled to make settlement for detention and use of 
cars in its possession in accordance with Appendix C of Circular 
CS59, issued by Railroad Administration April 10, 1919, and repara- 
tion. 

No. 12609. Standard Shipbuilding Corporation, New York City, vs. 
Pennsylvania, Payne et al. 

Unjust and unreasonable rates due to defendants’ failure and 
refusal to lighter freight consigned to complainant from Greenville 
Piers or Jersey City to Shooters Island, N. Y., free of charge. 
Asks cease and desist order, just and reasonable rates, or estab- 
lishment of free lighterage, and reparation. 

No. wie Albert H. Traphagen et al., Waterloo, N. Y., vs. Lehigh 
alley. 

Unjust, unreasonable, prejudicial and discriminatory rates on 
anthracite coal since Nov. 5, 1920, from shipping points on line of 
defendant in the anthracite regions of Pennsylvania to Waterloo 
and Seneca Falls, N. Y. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. 12611. Alan Wood Iron and Steel Co., Philadelphia, Pa., vs. Penn- 
sylvania, Payne et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates because of defendants’ refusal to per- 
form switching services on traffic to and from complainant’s plant 
at Ivy Rock, Pa. Asks cease and desist order, just and reason- 
able rates and reparation of $140,386.72. 

No. 12612. Wilson & Co., Inc., Chicago, vs. B. & O., Payne et al. 

Unjust and unreasonable rates on live sheep and lambs in dou- 
ble deck cars from Nashville, Tenn., and Louisville, Ky., and 
from points within Official Classification territory to Chicago and 
New York because of application of C minimum weight of 
22,000 Ibs. Asks cease and desist order, minimum weight of 18,000 
lbs., and reparation. 

No. 12613. Indian Refining Co., New York, vs. B. & O., Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates, as well as violative of long-and-short-haul clause 
of section 4, on petroleum and its products, between Lawrence- 
ville, Ill., and Bristol, Va. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. —_ The Chicago Live Stock Exchange vs. A. T. & S. F., Payne 
et al. 

Unjust, unreasonable, unjustly discr‘minatory and unduly preju- 
dicial charges for loading and unloac'ng live stock at the Union 
Stock Yards at Chicago. Asks reparation. 

No. bay F. S. Harmon & Co., Tacoma, Wash., vs. Northern Pacific 
et al. 

Unjust, unreasonable, and unduly discriminatory classification 
ratings on rugs between points in Western Classification terri- 
torv. Asks cease and desist order and just and reasonable ratings. 

No. suete. apnoea Cattle Co., Cut Bank, Mont., vs. C. B. & 
ayne et al. 


THE TRAFFIC WORLD 


Vol. XXVII, No. 18 


Unjust and unreasonable rates on cattle from Lakeside, Neb., to 
Seville, Mont. Asks reparation. ; 

No. 12617. Cape Girardeau Portland Cement Co., Cape Girardeay, 
Mo., vs. St. Louis-San Francisco,. Payne et al. 

Unjust and unreasonable charges on portland cement from Cap, 
Girardeau, Mo., to Little Rock, Ark. Asks reparation. 

No. 12618. Feeders’ Supply Co., Kansas City, Mo., vs. C. B. & Q, 

Unjust, unreasonable and unduly preferential rates on cotton- 
seed hull bran from East St. Louis, Ill., to Kansas City, Mo. Asks 
reparation. 

No. 12619. The Amalgamated Sugar Co., Ogden, Utah, vs. Western 
Pacific, Payne et al. . 

Unjust and unreasonable rates on lime rock from Flux, Utah, 

to Burley, Paul, McMillen or Twin Falls, Idaho. Asks reparation. 
No. 12620. National Association of Waste Material Dealers, Inc., New 
York, N. Y., vs. Ann Arbor et al. 3 : 

Unjust, unreasonable and unlawful classification and ratings on 
scrap rubber in Official Classification territory. Asks cease and 
desist order and sixth class rating. 

No. 12621. The Kaw River Sand and Material Co., Kansas City, Mo,, 
vs. Arkansas Central, Payne et al. : 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential or prejudicial rates on coal, hay, oil, machinery and other 
commodities between points of origin within a radius of 1,009 
miles of Kansas City and complainant’s plants at Turner, Kan. 
Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 12622. The Continental Paper Co. et al., Bogota, N. J., vs. D. L. 
& W., Payne et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and prejudicial rates on waste paper from points in New 
York, New Jersey and Maryland to Bogota, N. Asks cease 
and desist order, just and reasonable rates and reparation. 

No. 12623. Pacific Coast Shippers’ Association, Inc., Seattle, Wash., 
vs. Ann Arbor, Payne et al. 

Unreasonable and excessive rates on shingles from points in 
Washington, Oregon and British Columbia to various interstate 
destinations in Illinois, Indiana, Iowa, Kentucky, Michigan, Mis- 
souri, New York, Ohio, Pennsylvania, Tennessee, West Virginia, 
Wisconsin. Asks reparation. 

. No. 12524, Sub. No. 3. U. S. Brick Co., Tell City, Ind., vs. Southern, 
and Payne. 

Unjust and unreasonable rates on bituminous coal from Indiana 
mines on Southern to Tell City, Ind. Asks just and reasonable 
rates and reparation. 

No. 12524, Sub. No. 4. Tell City Furniture Co., Tell City, Ind., vs. 


Same. 
Unjust and unreasonable rates on bituminous coal from mine 


near Chandler, Ind., to Tell City, Ind. Same prayer. 
No. 12524, Sub. No. 5. Knott Mfg. Co., Tell City, Ind., vs. Same. 

Same complaint as to shipments of coal from mines near 
Boonville and Chandler, Ind., to Tell City. Same prayer. 

No. 12524, Sub. No. 6. Tell City Flouring Mills vs. Same. 

Same complaint as to shipments of coal from mines near Oak- 
land City, Boonville and Chandler, Ind., to Tell City. Same 
prayer. 

No. 12524, Sub. No. 7. Tell City Water and Light Co. vs. Same. 

Same complaint as to shipments of coal from mines near Oak- 
land City, Boonville, Chandler, Lincoln City and Francisco, Ind., 
to Tell City. Same prayer. 

No. 12624. O-So-Ezy Products Co. et al., 
Southern, Payne et al. 

Unjust and unreasonable classifications applied on shipments of 
furniture polish, mops and mop handles from Chicago, New York, 
San Francisco and Denver to various points throughout the United 
States. Asks for just and reasonable classifications and repara- 
tion of $100,000. 

No. bg Corn Belt Packing Co. et al., Dubuque, Ia., vs. Ann Arbor 
et al. 

Unjust, unreasonable, unduly prejudicial and discriminatory 
rates on fresh meats, packing house products, sheep pelts, hides, 
grease, tallow, switches, etc., in straight or mixed C. L., from 
Dubuque to Chicago and Rockford, Ill., and various points in Wis- 
consin. Asks just, reasonable and non-discriminatory rates. 

No. — Canton Coal Co., Canton, Ill., vs. Toledo, Peoria & Western 
et al. 

Unjust, unreasonable and unduly discriminatory rates on bitumi- 
nous coal from mine at Rawalt, near Canton, IIl., to St. Paul, 
Minn. Asks just and reasonable rates and reparation. ; 

No. 12627. The Hercules Motor Mfg. Co., Canton, O., vs. Michigan 
Central et al. - 

Unjust and unreasonable rates on coke from Detroit, Mich., to 

Canton, O. Asks just and reasonable rates, reparation and waiver 


of undercharge bills. 
No. 12628. Charleston (S. C.) Traffic Bureau vs. Alabama Great South- 


ern et al. 

Unjust, unreasonable. unduly preferential and prejudicial rates 
on beans, canned goods, flour, fruit and peas from Charleston, 
S. C., to points in Georgia when orginiating on the Pacific coast 
and shipped to Charleston by water. Asks for proportional rates 
which will enable complainant to compete with Savannah an 
justify continuance of water line between Charleston and Pacific 
coast ports. 

No. 12629. Italian Government Commission, New York, vs. B. & 0. 
Payne et al. . 

Unjust and unreasonable rates on steel billets from Massillon, 

O., to Galveston, Tex., for export. Asks reparation of $81,064.67. 
No. hy .ae National Live Stock Exchange, Chicago, vs. A. T. & 

. F. et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates on the transportation of ordinary live 
stock between interstate destinations because of increases under 
Ex Parte 74, and also against collection of terminal charges on live 
stock shipments at Chicago, Omaha and other points. Asks ceasé 
and desist order and just and reasonable rates. se 

No. 12631. McKell Coal and Coke Co. et al., Glen Jean, W. Va., VS 
Cc. & O. et al. ae ‘ 

Unjust, unreasonable and unlawful rates on semi-bituminous 
coal from complainants’ mines in West Virginia to various — 
state destinations. Asks cease and_ desist order, joint throug? 
rates on the district basis in lieu of the present combination rates 
and just and reasonable joint through rates. — 

No. 12632. The Silica Sand Producers’ Traffic Assn. et al., Chicag® 
vs. C. B. & Q., Payne et al. ‘ 

Unjust and unreasonable rates on sand from Oregon, Ottan®, 
Wedron and Millington. Ill., to Lancaster, O. Asks cease an 
desist order, just and reasonable rates and reparation. 7 

No. 12633. The Silica Sand Producers’ Traffic Assn. et al., Chicago, V* 
Cc. Cc. C. & St. L., Payne et al. - 

Unjust and unreasonable rates on sand from Ottawa, —_ 
Wedron and Millington, Ill., to Bluestone, Ky. Asks just and re 
sonable rates, cease and desist order and reparation. 


Chicago, vs. Abilene & 
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No. 12634. Hewitt-Wilcox Coal Co. et al., Auburn, N. Y., vs. D. L. & 
W., Payne et al. 

Unjust and unreasonable rates on anthracite coal from points of 
origin in Pennsylvania to destinations in New York. Asks cease 
and desist order, just and reasonable rates and reparation. 

No. 12635. Co-operative Oil and Paint Co. et al., Little Rock, Ark., v 
B. & O., Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unlawful rates 
on roofing and paving material from Aurora, Chicago, Hast St. 
Louis, Ill., and various other interstate points to Little Rock, Ark. 
oa cease and desist order, just and reasonable rates and repara- 

tion 
No. oa Hunt, Helm, Ferris & Co., Harvard, Ill., vs. C. & N. W. 
eta 

Unjust, 
charges at Harvard, Ill. 
reasonable charges. 

No. 12637. Public Service Commission of Nevada vs. Sou. Pac. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial class rates from California points to points in Nevada. Asks 
cease and desist order and just, reasonable and non-discriminatory 
rates. 

No. 12638. V. G. Tice, Allentown, Pa., vs. Lehigh Valley and Payne. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates on raw milk from Yale, N. Y., to Allen- 
town, Pa. Asks reparation. 

No. 12638, Sub. No. 1. Same vs. Lehigh Valley. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates on raw milk from Yale, N. Y., to Allen- 
town, Pa. Asks reparation. 

No. 12639. The F. B. Clay Grain Co. et al., Kansas City, Mo., vs. A. T. 
& S. F., Payne et al. 

Unjust, unreasonable and prejudicial rates on grain in carloads 
from points in Kansas, Oklahoma, Missouri, Nebraska, Iowa, Min- 
nesota, South Dakota, North Dakota, Colorado, Montana, Wyom- 
ing, Utah, New Mexico and Idaho to Galveston, T'ex., for export, 
by reason of the fact that an additional charge for switching be- 
tween the line-haul carriers and elevators at the piers is made. 
Asks for rates not in excess of the line-haul rates and reparation. 

No. 12640. The Rock Products Traffic League, Chicago, vs. New York 
Central, Payne et al. 

Unjust and unreasonable rates on sand from Ottawa, Oregon, 
Millington and Wedron, Ill., to Toledo, O., by reason of the fact 
that the combination of rates exceeded through rates and violative 
of fourth section. Asks reasonable rates and reparation. 

No. 12641. wy Silica Sand Producers’ Traffic Assn. et al., Chicago, 
& Q., Payne et al. 

Unjust, unreasonable rates on sand from Ottawa, Oregon, Mil- 
lington and Wedron, Ill., to Erwin, Tenn. Asks just and reason- 
able rates and reparation. 

No, 12642. The Silica Sand Producers’ Traffic Assn. et al., 
vs. C. & O., Payne et al. 

Unjust and unreasonable rates on sand from Ottawa, Oregon, 
Millington and Wedron, Ill., to Farmers, Ky. Asks just and rea- 
sonable rates and reparation. 

No. 12643. F. S. Harmon & Co., Tacoma, Wash., vs. P. C. C. & 
St. L. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates on fibre chairs from Jeffersonville, Ind., to Portland, 
Ore. Asks for reparation. 

No, 12644. The Lakewood Engineering Co., Cleveland, O., vs. New 
York Central. 

Unjust, unreasonable and discriminatory rates on iron and stee: 
rails and iron and steel railroad cross ties riveted together, from 
Cleveland, O., to New York City for export. Asks reparation. 

No. = Sub. No. 1. The Lakewood Engineering Co. vs. B. & O. 
et al. 

Unjust, unreasonable and discriminatory rates on iron and steel 
rails and iron and steel cross ties, riveted together, from Cleve- 
land, O., to New York City for export. Asks reparation. 


HARTWELL RAILWAY STOCKS AND BONDS 


The Hartwell Railway Company of Georgia has been au- 
thorized by the Commission to issue $20,000 of capital stock for 


unreasonable and unjustly discriminatory switching 
Asks cease and desist order and just and 


Chicago, 











| Docket of the Commission 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change tn 
this Docket will be noted elsewhere. 


mo 2—Santa Fe, N. M.—Examiner Gerry 
351—Santa Fe Metal and Iron Co. vs. Wheceher General. 


May 2—Lancaster, Pa,.—Examiner Carter: 
12366—John W. Eshelman & Sons et al. vs. M. & O. et al. 


May 2—Bay City, Mich.—Examiner Jewell: 
3373—The Kneeland Bigelow Co. et al. vs. Director General and 
Michigan Central. 


@ray 2—Pueblo, Colo.—Examiner Pattison: 
7—Driscoll Coal and Wood Co. et al. vs. Director General. 


— 2—New Orleans, La.—Examiner Archer: 
1. and S, 1320—Oil from Texas ports to Sulphur Mine, La. 
oe 3—Washington, D. C.—Examiner Bartel: 
557—Northern West Virginia Coal Operators’ Assn. vs. P. & L. E. 
et al. 
May 4—Chicago, Ill.—Director Colston: 
Finance Docket 1165—Application of the N. Y. C. R. R. Co. for a 
certificate of public convenience and necessity (further hearing). 
“a 4—New York, N. Y.—Examiner Carter: 
104—Midland Linseed Products Co. vs. Erie et al. 
12290—Midland Linseed Products Co. vs. Erie et al. 
May 5—New York, N. Y.—Examiner Carter: 
12295—West Virginia Pulp & Paper Co. vs. Director General. 
May 5—Douglas, Ariz.—Examiner Gerry: 
a 9 eee Arizona Traflic Assn. et al. vs. Arizona Eastern 
et al. 
12391—Southern Arizona Traffic Assn. et al. vs. Arizona Eastern 
et al. 
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delivery to the Southern Railway, which owns all of the capital 


stock of the company, in exchange for bonds of the road for. 
merly held by the Southern. The applicant issued the bonds 
March 1, 1898, under a mortgage extending to 81 acres of land 
at Air Line, Ga, The Southern held the bonds and the applicant 
company availed itself of an opportunity to sell the land at an 
advantageous price. To free the land of the lien under the 
mortgage the Southern agreed and did cancel the bonds, with 
the understanding that it was to get $20,000 in stock. The appli- 
cation which the Commission has approved was made to enable 
the applicant to fulfill that agreement. 





APPLICATION FOR EXTENSION 


Authority to construct and operate a branch line in Cumber 
land county, New Jersey, is requested by the Central Railroad of 
New Jersey in an application filed with the Commission. The 
operation for which approval is asked, includes about 3.13 miles 
of plant track which has already been constructed by the Sea- 
brook Farms Company, and is to be acquired from it; about 
1.89 miles of track which has been constructed by the applicant 
since November 8, 1920, as an industrial spur to connect its 
New Jersey Southern Division with the plant track, and about 1 
mile of additional track which the applicant proposes to con- 
struct as an extension of the plant track. Approval of the ap- 
plication will afford quick dispatch service for high grade mar- 
ket produce to the New York markets, the applicant states. 





ST. L., EL R. & W. CERTIFICATES 
Arthur L. Mills, receiver of the St. Louis, El Reno & West- 
ern Railway Company, has applied to the Commission for author- 
ity to issue $15,000 of receiver’s certificates to pay off $5,000 of 
outstanding receiver’s certificates and to meet an indebtedness 
of $10,000 incurred in making repairs to the property. 





F. C. & G. BONDS 
The Fernwood, Columbia & Gulf Railroad Company has been 
authorized by the Commission to issue and sell not exceeding 
$200,000 of 6 per cent refunding mortgage bonds, and to use the 
proceeds to meet equipment notes and the cost of construction 
work. 


Cc. T. H. & S. E. NOTES 
The Chicago, Terre Haute & Southeastern Railway Company 
has applied to the Commission for authority to issue its promis- 
sory notes totaling $837,000, bearing 7 per cent interest, to meet 
outstanding demand notes. 





ANN ARBOR BONDS 


The Commission has authorized the Ann Arbor to pledge 
with the Director-General of Railroads $25,000 of 30-year 5 per 
cent improvement and extension mortgage bonds as collateral in 
substitution for $12,600 of two-year secured notes now constitut- 
ing part of the collateral security for demand notes issued to the 
Director-General by the company in 1918 and 1919 in an aggre- 
gate amount of $492,700. 





May 5—Milwaukee, Wis.—Examiner Jewell: 
12288—Jiffy Dessert Co. vs. C. & N. W. et al. 
Portions of fourth section application 959—W. A. Poteet. 


May 5—Argument at Washington, D. C.: 
12123—-Ohio rates, fares and charges. 

May 6—New York, N. Y.—Examiner Carter: 
12296—International Paper Co. vs. Director General. 


May 6—Argument at Washington, D. C.: 
gg Allegheny & McKees Rocks R. R. Co. vs. Pa. 
et 
10236—Diamond Alkali Co. vs. Fairport, Painesville & Western et al. 


May 7—New York, N. Y.—Examiner Carter: 

12303—Edwin H. Sayre et al. vs. C. R. R. of N. J. et al. 
er 7—Minneapolis, Minn.—Examiner Jewell: 

12246—Brooks Scanlon Lumber Co. et al. vs. Ann Arbor et al. 


May 9—Washington, D. C.—Examiner Smith: 
1. and S. 1322—Minimum charge on L. C. L. shipments. 
May 9—Washington, D. C.—Examiner Barclay: ‘ 
* 12066—Construction and repair of railway equipment (locomotive 
equipment of the Pa. R. R. and affiliated lines—further hearing). 
May 9—Norfolk, Va.—Examiner Fuller: 
12375—F.. S. Royster Guano Co. vs. Director General. 
oe 4 9—Peoria, Ill.—Examiner Money: 
91—Sharon Coal Co. et al. vs. C. & A. et al. 
12280—Central Illinois Light Co. ws. C. & A. et al. 
12323—Edgar C. Foster vs. C. & A. et al. 
May 9—Minneapolis, Minn.—Examiner Jewell: 
12344—Canby Milling Co. vs. C. St. P. M. & O. et al. 
May 9—Los Angeles, Cal.—Examiner Gerry: 
12294—Calivada Fertilizer Co. vs. Southern Pacific et al. 
12390—California Fruit Gowers’ Exchange vs. Grand Trunk of 
Canada et al. 
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The en Tank Line leases ‘‘Pennsylvania” Tank Cars 
to Producers, Refiners and Marketers of petroleum and other liquid 
products. Tank Line records show that approximately 70% of our 
cars are used to transport petroleum products, the remaining 30% 
being used in hauling a wide list of other liquid products—such as 
acids, ammonia, alcohol, calcium chloride, caustic soda, fish oils, 
glycerine, glucose, lard, molasses, mineral waters, paints, rosin, 
syrups, tallow, toluol, turpentine, vinegar, wine, etc. 
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We now have available for immediate lease a limited number of 


8,000 AND 10,000 GALLON CARS 


These cars will be leased at attractive figures to the first applicants. 
Write us for rentals and further particulars. 


PENNSYLVANIA TANK LINE 
SHARON, PA. 


Houston 






















St. Louis San Francisco 





New York 
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or 9—Salina, Kan.—Examiner Early: 

334—F reeman Grain Ce. vs. Director General. 
10—Washington, D. C.—Examiner Butler: 

12159—Consolidated Press Assn. vs. Western Union Telegraph Co. 
10—New York, N. Y.—Examiner Carter: 
12382—Chevrolet Motor Co. of Texas vs. C. R. L & P. et al. 
12383—Chevrolet Motor Co. of New York vs. C. & E. I. et al. 
12383, _. No. 1—Chevrolet Motor Co. of New York vs. C. & E. I. 
et al. 

May 11—Chicago, Ill.—Examiner Money: 

1. and S. 1316—Carload minimum weight on sugar 
points. 

a 1—Atlanta, Ga.—Examiner Fuller: 
33—Hudson Mule Co. et al. vs. A. T. & S. F. et al. Such fourth 
section departures as may exist in the adjustment of rates will 
be considered by the Commission in the disposal of this complaint. 


May 11—Argument at Washington, D., C.: 
11040—Boston Wool Trade Assn. vs. B. & A. et al. 

ma 11—New York, N. Y.—Examiner Carter: 

- 1 teat Motor Co. of Michigan vs. Grand Trunk Western 
et al. 
12395—Chevrolet Motor Co. of California vs. Erie et al. 

May 12—Chicago, Il].—Examiner Money: 
12276—W im. L. Carney vs. Director General. 
12372—Wm. L. Carney vs. M. St. P. & S. S. M. 

May 12—New York, N. Y.—Examiner Carter: 
12397—Chevrolet Motor Co. of Texas vs. Michigan Central et al. 


oo aia, D. C.—Examiner Smith: 
352—C. G. Chevalier vs. Director General. 


ae! 12—Wichita, Kan.—Examiner Early: 
326—The Wichita Board of Commerce et al. vs. A. T. & S. F. 


et al. 
12353—The Vickers Petroleum Co., Inc., vs. A. T. & S. F. et al. 


May 12—Argument at Washington, D. 
11673—The Ft. Dodge Commercial Glut = al. vs. Ark. Central et al. 
10461—Peerless Coal Co. of Illinois vs. A. & S. F. et al. 
ba ——. No. 1)—The Jones & Adams Coal Co. vs. A. T. & S. F. 

et al. 

or 12—San Francisco, Calif.—Examiner Gerry: 

306—E.. W. Fallini vs. Sou. Pac. 
12540—E. W. Fallini vs. Sou. Pac. et al. 
12429—Pacific Guano and Fertilizer Co., Inc., vs. 
wid 13—Kansas City, Mo.—Examiner Keeler: 
. Y ena S. 1323—Transit privileges on export grain to 


td 13—Argument at Washington, D. C.: 
11395—The Gary-Sand-Line Brick Co. vs. A. T. & S. F. 
11354—Producers’ Refining Co. vs. G. C. & S. F. et al. 
11317—Illinois Brick Co. et al. vs. Pa. R. R. et al. 
fay 13—Chicago, Ill.—Examiner Money: 
12348—Briges & Turivas vs. Southern Ry. 

May 13—Washington, D. C.—Examiner Smith: 
12321—O. Gilpen, Langdon & Co., Inc., vs. Director General. 

12321 (Sub. No. 1)—McCormick & Co., Ine., vs. Director General. 

May 13—San Francisco, Calif.—Examiner Gerry: ’ 
12333—Standard Oil Co. (California) vs. A. T. & S. F. 
12340—Agate Products Co. vs. Director General. 

May 13—Louisville, Ky.—Examiner Witters: 

* 1. and S. 1327—Clam and mussel shells from Cloverport and other 

Kentucky points. 

May 14—Argument at Washington, D. C.: 
11263—Consumers’ Ice Co. et al. vs. Director S neral and Pere 
11364—Duquesne Coal and Coke Co. et al. vs. & W. V. et al. 
11873—Collins Northern Ice Co. vs. Director Leccsiied 

May 14—Chicago, Ill._—Examiner Money: 
12396—Chicago Bridge and Iron Works vs. 


between western 


et al. 


Sou. Pac. et al. 


Texas ports. 


et al. 


and Director General. 


et al. 


Marq. 


Erie et al. 


Portions of fourth section applications Nos. 1625, 1774, 1775, C. C. 
McCain, 1787, Erie R. R. 
12346—Old Ben Coal Corp. vs. Director General and C. B. & Q. 


TRAFFIC WORLD 


Mey 14—Tampa, Fla.—Examiner Fuller: 
12368—Florida Citrus Exchange vs. Director General. 


May 14—Sioux City, Ia.—Examiner Jewell: 
12380—The Philip Bernard Co. vs. C. & N. W. et al. 


a 14—San Francisco, Calif.—Examiner Gerry: 
361—Grayson-Owen Co. vs. Nev.-Calif.-Ore. Ry. 
May 16—Argument at Washington, D. C.: 
11760—F rank P. Miller Paper Co. et al. vs. Pa. R. R. et al. 
11712—Carnation Milk Products Co. Da’ A FT. &S. FF. et al. 
11674—Hillsboro Coal Co. vs. C. C. & St. L. et al. 


oe 16—Chicago, Ill.—Examiner b Deon 

302—Armour & Co. et al. vs. Chicago Junction Ry. et al. 
12283—Wilson & Co., Inc., vs. C. & A. et al. 
12176—Morris & Co., vs. Chicago Junction Ry. 

“7 16—Boston, Mass.—Examiner Carter: 
12350—Minute Tapioca Co. vs. Boston & Maine et al. 

12386—North Packing and Provision Co. et al. vs. N. 


et al. 


et al. 


Y. N. H. &H 
et al. 
a | 16—Philadelphia, Pa.—Examiner Smith: 
79—Atlantic Refining Co. vs. C. & O. et al. 


12142—John Buckland, 
General. 
May 16—Kansas City, ] 
12369—Peet Bros. Mfg. Co. vs. Director General. 
12369 (Sub. No. 1)—Peet Bros. Mfg. Co. vs. Director General. 
12310—The Buhler Mill and Elevator Co., Inc., vs. Director General, 
May 16—San Francisco, Calif. as 
12347—California Cotton Mills Co. vs. Director General et al. 
12341—Rosenberg Bros. & Co. et al. vs. Director General. 
May 16—Owensboro, Ky.—Examiner Witters: 
11197—Owensboro Wheel Co. et al. vs. Southern et al. 
May 16—Sioux City, Ia.—Examiner Jewell: 
12378—Haley Neeley Co. vs. Director General 
Express. 
ae 16—Tulsa, Okla.—Examiner Early: 
331—F rick-Reid Supply Co. vs. P. & L. 


trading as National Slag Co., vs. Directo 








and American Ry, 


E. et al. 


12331 (Sub. No. 1)—Frick-Reid Supply Co. vs. B. & O. et al. 
12331 (Sub. No. 2)—Frick-Reid Supply Co. vs. Erie et al. 
12331 (Sub. No. 3)—Frick-Reid Supply Co. vs. T. St. L. & W. et al, 


12331 (Sub. No. 4)—Frick-Reid Supply Co. vs. Pa. R. R. et al. 
12331 (Sub. No. 5)—Frick-Reid me Ce. va. Pa. RB. BR. et al. 
12365—Oklahoma Iron Works et al. vs. A. C. & Y. et al. 


May 16—Mobile, Ala.—Examiner Fuller: 
12287—Gulf City Mfg. Co. vs. Director General. 


May 16—Memphis, Tenn.—Examiner Pitt: 
9702—Memphis southwestern investigation. 
7304—City of Memphis et al. vs. C. R. I. & P. et al. 
or ee Commission of Arkansas et al. vs. Arkansas Central 
et al. 

9886—Chamber of Commerce, vs. Arkansas & Louisiana 
Midland et al. 

10084—Natchez Chamber of Commerce vs. Natchez & Southern et al. 

6390—Memphis Freight Bureau vs. St. L. I. M. & S. Ry. et al. 

a ~~ Jobbers and Manufacturers Assn. vs. C. R. I. &P. 

y. et al. 

10419—Arkansas Jobbers and Manufacturers Assn. vs. 
Sour Lake & Western Ry. et al. 

7250—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al. 
Portions of numerous fourth section applications which have been 
consolidated with the above cases. 

May 17—Chicago, Ill.—Examiner Money: 
12305—Armour & Co. vs. C. B. & Q. et al. 
12332—Armour & Co. vs. D. L. & W. and Director General. 

May 17—Birmingham, Ala.—Examiner Fuller: 
12324—Wofford Oil Co. vs. H. & B. V. et al. 
12374—Wofford Oil Co. et al. vs. N. O. & N. 

May 17—Philadelphia, Pa.—Examiner Smith: 
11528—Abrasive Co. vs. Grand Trunk of Canada et al. 

May 17—Kansas City, Mo.—Examiner Keeler: 
12197—Dewey Portland Cement Co. vs. A. T. & S. F. et al. 


Monroe, La., 


Beaumont, 


E. et al. 





DIRECTORY OF ATTORNEY 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Foreign Commerce 


971 SPITZER BLDG. 
Demurrage TOLEDO, OHIO 


Hickox Bldg., 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
at Practice Ret ses the ate orm 
Commerce Commission. 
Washington, D. C 
Telephone Main 2702 


GEO. T. BELL 


Southern 





CHARLES H. LAMPEN 
Commerce Counselor 


All phases of Traffic 
and Transportation 





CHAS. E. COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 





KARL KNOX GARTNER 


(For a number of years Attorney and Examiner, Intersts 
Commerce Commission, and prior thereto engaged in th 
practice of law at Louisville, Ky.) 

Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Board, 
Federal Courts. 


CLEVELAND, 0, | 101-706 WOODWARD BLDG., WASHINGTON 





Wilbur LaRoe, Jr. 


Commerce Counsel! 


Southern Bullding Washington, D.C. 





Vol. XXVIH, No. *; 





COMMERCE COUNSEL 


1919-1921, Ueccutive Vice-President, North- 
ern West Virginia Coal Operators’ Associa- 
tion; 1914- 191 Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919, 


Commerce Counsel for various commercial 
Speeaetions and shippers of Missouri River 


MUNSEY BUILDING, WASHINGTON, D. C. 


CLYDE N. THOMPSON 
INDUSTRIAL TRAFFIC MANAGER 


All Traffic and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


MOREHEAD, KY. 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louis, Mo. 


Special attention to matters before Inter: 
state Commerce and State Commissions 40 
railroad and rate litigation and claims. 
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EDITORIAL 
Rates and business depression—Free transportation—Ex- _ 
planation of delay in issuing The Traffic World .........-. 957 
CURRENT TOPICS IN WASHINGTON 
Percentage reductions not the way—Director-General’s need 
of money—The year 1920, A. P.—Bad effect of agitation for 
lower rates—Example of carrier seeking lower rates....... 961 
DECISIONS OF THE COMMISSION 
Three Lakes Lumber Co. et al. vs. Washington Western Ry. 
Co., Director General et al.; case 8167; also I. and S. 193, 
Joint Rates with the Washington & Western Ry., and No. 
10816, Three Lakes Lumber Co. et al. vs. Director General, 
Washington Western Ry. Co. et al.; lumber and forest 
en 963 


Florida, State of, Railroad Commissioners vs. A. & R. 
case 10892; citrus fruits and vegetables (61 I. C. C., 438- 453) 963 
Union Bag and Paper Corporation vs. Director General; case 


11301; demurrage charges (61 I. C. C., 424-4381) ............. 964 
New Jersey Zinc Co. et al. vs. A. T. & S. F. et al.; case 10567; 

sulphuric acid and chloride of zine (61 I. C. C., 432-434).... 964 
Swift & Co. vs. Director General; case 11439; soya bean and 

ee SS ee ee Se 964 
Southwest Cotton Co. vs. Arizona Eastern et al.; case 10948; 

Se ee Fe eee eee 964 
Switching between industries and connecting lines at Mason 

City, In.: 7. ane B. tmee (68 ©. ©. C.,. GIRO iv ccc ckcsssccscecs 964 
Schram Glass Mfg. Co. vs. Director General; case 10633; coal 

One, Sy Oy, Gg IED. Book ce sc cnncauanedeecenauesseenas seme. oo 965 
Logs from Baltimore, Mich., to Oconto and Stiles, Wis.; I. and 

— Ee en 965 
Fresh and salted meats between points in Florida; I. and S 

og £ ee a Se er er ee eet 965 
Virginia-Carolina "Chemical Co. vs. Director General; case 

11258; auipnurse ache (64 5. C. C., STS-ETB) o ccccccccncvesccce 965 
Hawkins, doing business under an wae of Rupert 

Milling’ Co., and S. J. Hawkins vs. S. al.; case 


et 
11211; potatoes, alfalfa meal and ay (61 Z. ro) &.. 475- 478) 965 
Southern Cotton Oil Co. vs. Southern et al.; case 10588; also 


Sub. No. 1, Same vs. Same, and 10589, Same vs. Same; 
emoumees. Oe. Gee. 5. Ge. 6, BED nk cw cecccesccescaseseaniee 965 
King Powder Co. et al. vs. B. & O. et al.; case 11680; nitrate 
<<  * 8 ee aera 965 
be ee Mg Ee a err 967 
PE POPE CPG TEA Es onion cc ceivccsiccesccssscwdccsecse 971 
ee re eee rrr 980 
LOSS AND DAMAGE DECISIONS 
Cases decided by state and federal courts................-2008- 983 
MISCELLANEOUS TRAFFIC DECISIONS 
Cases decided by state and federal courts..................26. 984 
SHIPPING DECISIONS 
Cases decided by state and federal courts...................4. 984 
QUESTIONS AND ANSWERS 
Legal and practical questions answered by experts........... 985 


THE OPEN FORUM 


The stenciled address—Transportation act not responsible for 
business trouble—Reductions in freight rates.............. 990 


PRERGOMAL MEWS ANID) NOTES. oo iooccinccscieeecesicnn cise csicincsie 992 


NEW COMPLAINTS 
Digests of petitions filed with the Commission................ 996 


DOCKET OF THE COMMISSION 
Dates and places of hearings and arguments................- 998 


THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
COLORADO BUILDING 418-430 S. MARKET STREET 
Telephone, Main 3840 Telephone, Harrison 8808 
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100% American Premier Fleet 


Marine 
Despatch Line 


America’s Coast-to-Coast 
Direct Fast Freight 










































NEW YORK 
PHILADELPHIA 
BALTIMORE 
SAVANNAH 
and MOBILE 


DIRECT TO 


LOS ANGELES (San Pedro District) 
SAN FRANCISCO 
PORTLAND 
SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 
A-1 FAST STEEL STEAMERS 


OFFERING 
RELIABLE 
UNEXCELLED 
FACILITIES 


and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


New York 




















Philadelphia 


139 pone Third St. 42 Broadway 
ttsburgh Mobile, Ala. 
1537 Dliver Building S. W. Cor. St. Francis & Water Ste. 
Savannah, Oakland, Cal. 


Ga. 
Savannah Bank and Trust Bldg. Parr Terminal 


Los Angeles, Cal. Portland, Ore. 
427 Van Nuys Bldg. Board of Trade Bldg. 


1103 L. C. Smith Bldg., Seattle, Wash. 
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4-QNE BOXES 


Reduce Wastage in Transit 





Proper packing is a matter in which 
all transportation companies and ship- 
pers are interested. The former bear 
an unnecessary load, amounting to 
millions of dollars annually, in the 
form of loss and damage claims caused 


by improper packing. Shippers also 
carry their share of the burden result- 
ing from pilferage, damaged mer- 
chandise and disputed claims. 


Co-operation to eliminate such losses 
is essential. 


Pack Properly—Start Shipments Right 


4-ONE BOXES represent a definite aid in 


this direction. 


4-ONE BOXES, when properly packed and 
closed, give their contents maximum protec- 
tion. Binding wires are stapled to the sides, 
top and bottom of every box. The ends of 
each wire should be securely twisted together 
to obtain the combined holding power of 


every wire. 

Use of either of the closing tools shown here, for 
twisting the ends of each binding wire together, is 
recommended. A single operation makes the twist 
and automatically removes the rough ends of the 
wire. Knock the twist down against the side of 
the box as illustrated above. 


Write for free copy of 4-ONE TALKS, our quarterly 
bulletin on better packing. 


4-One Box Makers 
Association 


Dept. A Conway Bidg., Chicago 





Use Either of These 
Closing Tools 


Patent Applied For 


Bauwens Toggle Twister 


Patent Applied For 


Bruce Twister 


Either tool makes uniformly good twists 
with smooth ends. No other tool does 
the work so well. 
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WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 


The Best File for Filing and Referring to Tariffs Instantly 


NO INDEXING NECESSARY 


A LETTER FROM ATSATISFIED CUSTOMER i 
ih ? SOL i oF i 
hie put Mevdwaretovfporaltow’ 


—T2—T ariff file 
Section with 
24 — 2 inch 


PF Cerin Derseon 
7s oy 
Fussell Critin Dlewiseon! 


the orton Moree Demeseon! sf ( es ext i cl | Drop Front 
tote Gahinot. Look Lpavasiont Nor A rhurdbonn’ ; = e S- ris city 


P. Ae Wetzel Company, 
828 North Wells Street, 
Chicago, Ill. 
Gentlemen: 

We are pleased to acknowledge receipt of 
the Wetzel Drop Front Tariff File. It arrived in 
good condition and is now in use. 

The drop front has a distinct advantage 
over any other file that we have seen. We consider 
this the most efficient tariff file on the market. 
It meets our every purpose - the tariffs are easily 
accessable and can be found at a glance. It has an 
excellent finish and is well constructed and makes 
a very attractive piece of office furniture. 


Yours very truly, 


Ge . —-T4—Tariff file 
. ' Section with 
a 12— 4 inch 
Psat Drop Front 
: Dra’ 


wers, 
Manager of Transportation. 


a) 


—T7—S ani tary 
Base Sec- 
tion. 


The initial cost is the only expense connected with these tariff files. When this is 
compared with the continuous saving made through proper routing and correct 
rates, it is evident that the best tariff files are a necessary and paying investment. 


Write Today for Tariff File Information 


P. A. WETZEL COMPANY 


Chicago Salesroom, Address all correspondence to 
1351 Marquette Building General Office and Factory, Springfield, III. 
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LUCKENBACH LINE: 


Express Freight Service 


U. S. Mail Steamers Twin Screw American Steamers 












New York Hamburg 
New York Rotterdam Amsterdam 
Philadelphia Rotterdam Amsterdam 





Piiladclpbia| Port of Los Angeles San Francisco 


Through Bills of Lading issued to and from Hawaiian Islands and North Pacific Ports 


GENERAL OFFICES: 44 Whitehall Street, New York 












CHICAGO, Marquette Building MINNEAPOLIS, Metropolitan Life Building 
T. J. McGEOY C. H. DRINKWATER 
General Western Freight Agent Northwestern Freight Agent 
Philadelphia Los Angeles St. Louis San Francisco 
Lafayette Building Central Building Pierce Building Merchants Exchange 










» | xorr SHIPPIN 


That’s our business, Friends—that and decided saving of both time and money for shippers of freight by land or sea. A package 
to a carload—foreign or domestic. Eleven well equipped offices at convenient points from the Atlantic to the Pacific, in fact a 
service which stretches around the world and contracts shipping expense. 

The truth is that is just what this service of ours has been doing for twenty-two years, and what it is ready to do for you 
right now. 


Try it on your next shipment and see. 





Household Goods, Automobiles, Machinery, Pianos and General Merchandise for Export 


General Offices: Chicago, 203 Dearborn Street Eastern Offices: New York, Woolworth Building 
Boston, Old South Building Cincinnati, Union Trust Building San Francisco, Monadnock Building 

Buffalo, Ellicott Square Cleveland, Hippodrome Building Seattle, Alaska Building 

Philadelphia, Drexel Building Los Angeles, Van Nuys Building Portland, Oregon, 13th and Kearney Street 


Write the Nearest Office. 
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